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FEDERAL-AID HIGHWAY ACT OF 1958 


TUESDAY, JANUARY 28, 1958 


House or REPRESENTATIVES, 
CoMMITTEE ON Pusiic Works, 
Washington, D.C. 


The committee met, pursuant to call, at 10:15 a, m., in room 1302, 
New House Office Building, Hon. George H. Fallon presiding. 

Mr. Fatton. Members of the committee and our guests here today: 
This committee meeting was called today for the consideration of H. R. 
9821. This is known as the regular Federal-Aid Highway Act. This 
bill is necessary to be enacted every 2 years. The bill that we are con- 
sidering is identical to the bill that was passed in 1956 for the ABC 
roads, with the exception, of course, that the dates are changed and the 
amounts are changed. 

(H. R. 9821 is as follows :) 


[H. R. 9821, 85th Cong., 24 sess.] 


A BILL To amend and supplement the Federal-Aid Road Act approved July 11, 1916, to 
authorize appropriations for continuing the construction of highways 


Be it enacted by the Senate and House of Representatives of the United States 
of America in Congress assembled, 


FEDERAL-AID HIGHWAYS 


SecTron 1. (a) (1) AUTHORIZATION OF APPROPRIATIONS.—For the purpose of 
carrying out the provisions of the Federal-Aid Road Act approved July 11, 1916 
(39 Stat. 355), and all Acts amendatory thereof and supplementary thereto, there 
is hereby authorized to be appropriated the sum of $900,000,000 for the fiscal year 
ending June 30, 1960; and the sum of $925,000,000 for the fiscal year ending June 
30, 1961. The sums herein authorized for each fiscal year shall be available for 
expenditure as follows: 

(A) 45 per centum for projects on the Federal-aid primary highway system. 

(B) 30 per centum for projects on the Federal-aid secondary highway system. 

(C) 25 per centum for projects on extensions of these systems within urban 
areas. 

(2) APPORTIONMENTS.—The sums authorized by this section shall be ap- 
portioned among the several States in the manner now provided by law and in 
accordance with the formulas set forth in section 4 of the Federal-Aid Highway 
Act of 1944, approved December 20, 1944 (58 Stat. 838). 

(b) AVAILABILITY FOR EXXPENDITURE.—Any sums apportioned to any State 
under this section shall be available for expenditure in that State for two years 
after the close of the fiscal year for which such sums are authorized, and 
any amounts so apportioned remaining unexpended at the end of such period 
shall lapse: Provided, That such funds shall be deemed to have been expended 
if a sum equal to the total of the sums herein and heretofore apportioned to the 
State is covered by formal agreements with the Secretary of Commerce for con- 
struction, reconstruction, or improvement of specific projects as provided in 
this title and prior Acts: Provided further, That in the case of those sums here- 
tofore, herein, or herafter apportioned to any State for projects on the Fed- 
eral-aid secondary highway system, the Secretary of Commerce may, upon the 
request of any State, discharge his responsibility relative to the plans, specifica- 
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tions, estimates, surveys, contract awards, design, inspection, and construction 
of such secondary road projects by his receiving and approving a certified state- 
ment by the State highway department setting forth that the plans, design, and 
construction for such projects are in accord with the standards and procedures 
of such State applicable to projects in this category approved by him: Provided 
further, That such approval shall not be given unless such standards and pro- 
cedures are in accordance with the objectives set forth in section 1 (b) of the 
Federal-Aid Highway Act of 1950: And provided further, That nothing con- 
tained in the foregoing provisos shall be construed to relieve any State of its 
obligation now provided by law relative to maintenance, nor to relieve the Sec- 
retary of Commerce of his obligation with respect to the selection of the second- 
ary system or the location of projects theron, to make a final inspection after 
construction of each project, and to require an adequate showing of the esti- 
mated and actual cost of construction of each project. Any Federal-aid pri- 
mary, secondary, or urban funds released by the payment of the final voucher 
or by modification of the formal project agreement shall be credited to the same 
class of funds, primary, secondary, or urban, previously apportioned to the 
State and be immediately available for expenditure. 


FOREST HIGHWAYS AND FOREST DEVELOPMENT ROADS AND TRAILS 


Sec. 2. (a) AUTHORIZATION OF APPROPRIATIONS.—For the purpose of carrying 
out the provisions of section 23 of the Federal Highway Act of 1921 (42 Stat. 
218), as amended and supplemented, there is hereby authorized to be appro- 
priated (1) for forest highways the sum of $30,000,000 for the fiscal year ending 
June 30, 1960, and a like sum for the fiscal year ending June 30, 1961; and (2) 
for forest development roads and trails the sum of $27,000,000 for the fiscal 
year ending June 30, 1960, and a like sum for the fiscal year ending June 30, 
1961: Provided, That with respect to uny proposed construction or reconstruc- 
tion of a timber access road, advisory public hearings shall be held at a place 
convenient or adjacent to the area of construction or reconstruction with notice 
and reasonable opportunity for interested persons to present their views as to 
the practicability and feasibility of such construction or reconstruction: Pro- 
vided further, That hereafter funds available for forest highways and forest 
development roads and trails shall also be available for adjacent vehicular park- 
ing areas and for sanitary, water, and fire control facilities: And provided fur- 
ther, That the appropriation herein authorized for forest highways shall be ap- 
portioned by the Secretary of Commerce for expenditure in the several States, 
Alaska, and Puerto Rico in accordance with the provisions of section 3 of the 
Federal-Aid Highway Act of 1950. 


ROADS AND TRAILS IN NATIONAL PARKS, AND SO FORTH 


Sec. 3. (a) NatronaL Parks, AND so Fortu.—For the construction, recon- 
struction, and improvement of roads and trails, inclusive of necessary bridges, 
in national parks, monuments, and other areas administered by the National 
Park Service, including areas authorized to be established as national parks and 
monuments, and national park and monument approach roads authorized by the 
Act of January 31, 1931 (46 Stat. 1053), as amended, there is hereby authorized 
to be appropriated the sum of $16,000,000 for the fiscal year ending June 30, 
1960, and a like sum for the fiscal year ending June 30, 1961. 

(b) Pagkways.—For the construction, reconstruction, and improvement of 
parkways, authorized by Acts of Congress, on lands to which title is vested in 
the United States, there is hereby authorized to be appropriated the sum of 
$16,000,000 for the fiscal year ending June 30, 1960, and a like sum for the fiscal 
year ending June 30, 1961. 

(c) INDIAN RESERVATIONS AND LANDs.—For the construction, improvement, and 
maintenance of Indian reservation roads and bridges and roads and bridges to 
provide access to Indian reservations and Indian lands under the provisions of 
the Act approved May 26, 1928 (45 stat. 750), there is hereby authorized to be 
appropriated the sum-of $12,000,000 for the fiscal year ending June 30, 1960, and 
a like sum for the fiscal year ending June 30, 1961: Provided, That the location, 
type and design of all roads and bridges constructed shall be approved by the 
Secretary of Commerce before any expenditures are made thereon, and all such 
construction shall be under the general supervision of the Secretary of Commerce. 
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PUBLIC LANDS HIGHWAYS 


Sec. 4. For the purpose of carrying out the provisions of section 10 of the 
Federal-Aid Highway Act of 1950 (64 Stat. 785), there is hereby authorized to 
be appropriated for the survey, construction, reconstruction, and maintenance of 
main roads through unappropriated or unreserved public lands, nontaxable In- 
dian lands, or other Federal reservations the sum of $2,000,000 for the fiscal year 
ending June 30, 1960, and a like sum for the fiscal year ending June 30, 1961. 


SPECIAL PROVISIONS FOR FEDERAL DOMAIN ROADS, AND SO FORTH 


Sec. 5. Any funds authorized herein for forest highways, forest development 
roads and trails, park roads and trails, parkways, Indian roads, and public lands 
highways shall be available for contract upon apportionment, or a date not 
earlier than one year preceding the beginning of the fiscal year for which author- 
ized if no apportionment is required: Provided, That any amount remaining un- 
expended two years after the close of the fiscal year for which authorized shall 
lapse. The Secretary of the department charged with the administration of 
such funds is hereby granted authority to incure obligations, approve projects, 
and enter into contracts under such authorizations, and his action in doing so 
shall be deemed a contractual obligation of the Federal Government for the pay- 
ment of the cost thereof, and such funds shall be deemed to have been expended 
when so obligated. Any funds heretofore, herein, or hereafter authorized for 
any fiscal year for forest highways, forest development roads and trails, park 
roads and trails, parkways, Indian roads, and public lands highways shall be 
deemed to have been expended if a sum equal to the total of the sums author- 
ized for such fiscal year and previous fiscal years since and including the fiscal 
year ending June 30, 1955, shall have been obligated. Any of such funds released 
by payment of final voucher or modification of project authorization shall be 
credited to the balance of unobligated authorizations and be immediately avail- 
able for expenditure. 


RELATIONSHIP OF THIS ACT TO OTHER ACTS ; EFFECTIVE DATE 


Seo. 6. All provisions of the Federal-Aid Road Act approved July 11, 1916, 
together with all Acts amendatory thereof or supplementary thereto, not incon- 
sistent with this Act, shall remain in full force and effect and be applicable 
hereto. All Acts or parts of Acts in any way inconsistent with the provisions 
of this Act are hereby repealed. This Act shall take effect on the date of 
enactment. 


SHORT TITLE 
Sec. 7. This Act may be cited as the “Federal Highway Act of 1958”. 


Mr. Faxon. I thought when I introduced the bill that it was in- 
cumbent on me to increase the amounts by $25 million a year, as 
it was expressed definitely by the Congress when they considered and 
passed the 1956 act. In that bill which was passed in 1956 and 
became a law, the amounts were $850 million for 1958, and $875 mil- 
lion for 1959. It was the expression of Congress that this be in- 
creased $25 million a year each year until it reached $1 billion. 

The bill I have introduced calls for $900 million for the fiscal year 
ending June 30, 1960, and $925 million for the fiscal year ending June 
30, 1961. There have been no other changes. The reason for that 
is that there have been very few changes in this bill in the legislation 
which aids the primary, secondary, and farm-to-market roads, since 
its inception. It has worked so well that there have been no changes. 
In preparing it I had some help from the people who had lots of 
experience in highway legislation and to their minds they think at 
the present time they do not believe it could be improved. 

However, we do have some expert witnesses to testify here this 
morning. 
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The first witness I would like to introduce is no stranger to the 
committee. We have had the pleasure and honor of having him 
here on a number of occasions on other matters than highway mat- 
ters. So, I would like to present to the committee Hon. Louis S. 
Rothchild, Under Secretary for Transportation, Department of Com- 
merce. 


Mr. Rothschild. 


STATEMENT OF LOUIS S. ROTHSCHILD, UNDER SECRETARY OF 
COMMERCE FOR TRANSPORTATION ; ACCOMPANIED BY BERTRAM 
D. TALLAMY, FEDERAL HIGHWAY ADMINISTRATOR; AND 
FRANCIS C. TURNER, DEPUTY COMMISSIONER, BUREAU OF 
PUBLIC ROADS, DEPARTMENT OF COMMERCE 


Mr. Roruscuiip. Mr. Chairman and members of the committee: I 
am happy to be here and have this opportunity to discuss H. R. 9821. 

This bill would authorize the appropriation of $900 million for 
fiscal year 1960 and $925 million for fiscal year 1961 for the Federal- 
aid primary and secondary highway systems, including their exten- 
sions within urban areas, commonly known as the ABC systems, 
As you know, during the past few years, the Congress has followed 
the practice of increasing the authorizations for the ABC systems by 
$25 million each fiscal year. Appropriation of the sum of $825 mil- 
lion—as you indicated, Mr. Chairman—was authorized for fiscal 
year 1957, $850 million for fiscal year 1958, and $875 million for fiscal 
year 1959. 

It is the recommendation of the Department that appropriation 
of $900 million for fiscal year 1960 be authorized for the construction 
and improvement of the ABC systems. In order, however, that we 
may maintain a balanced highway program within the limit of funds 
available in the trust fund, created by the Highway Revenue Act of 
1956, we feel that the ABC programs should not be increased further 
for fiscal year 1961. 

The bill would also authorize the appropriation of $30 million for 
forest highways and $2 million for public lands highways for each 
of the fiscal years 1960 and 1961. These amounts are identical to those 
authorized for fiscal years 1958 and 1959 and are necessary for the 
continuation of these programs at their present levels. 

The message of the President transmitting the 1959 budget to the 
Congress stated as a general principle that when the Government pro- 
vides a service conferring a special quasi-commercial benefit on certain 
groups above and beyond the benefits to the public generally, the bene- 
ficiaries should be charged for it rather than the general taxpay er. 
The President pointed out that this principle has been put into prac- 
tice in the financing of the new highway program through the payment 
of excise taxes by highway users into a highway trust fund, and stated 
that the forest and public lands highway programs of the Department 
of Commerce were still financed from general revenue. He recom- 
mended that the financing of these highways be transferred to the 
trust fund. 

Legislation to accomplish this objective of the President will be 
submitted to the Congress for its consideration very soon. In view 
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of the fact that the trust fund was established to meet obligations at- 
tributable to Federal-aid highways, it is our belief that moneys from 
that fund should be used to finance only those forest highways and 
yublic lands highways which are on the Federal-aid sy stems. ‘As the 
Pr ‘esident also pointed out, most of these highways are on one of these 
systems. As a matter of fact, there are no active projects on any 
public lands highways which are not a part of the systems. As to 
forest highways, most of those which are not now on one of the systems 
could be “designated as a part thereof if the States in which they are 
located initiated action for that purpose. We recommend, therefore, 
that H. R. 9821 be amended to provide that the funds authorized for 
forest highways and public lands highways will be available only for 
such highways when they are on the Federal-aid systems. 

On the subject of forest highways, the committee will be interested 
to know that the $30 million authorized for forest highways for fiscal 
year 1959 were apportioned to the States on November 6, 1957, in ac- 
cordance with a revised apportionment formula. The revised formula 
resulted from recent valuation studies by the Forest Service which 
showed that the value of national forest land had increased approxi- 
mately 340 percent over the value upon which the 1958 fiscal year 
apportionment was based. 

Under the law, forest highway funds must be apportioned for ex- 
penditure in the several Sts ites, Alaska, and Puerto Ric 0, according to 
the area and value of the land owned by the Government within ‘the 
national forests. The law does not specify the weight to be given to 
the factors of area and value. Prior to the recent reappraisal of 

value, it appeared to the Secretaries of Commerce and Agriculture 
that the purpose of the law would be properly ac complished at that 
time by giving equal weight to each factor in making apportionments, 
and this formula was set forth in the regulations for administering 
forest highways. 

Continued application of this formula on the basis of the tremen- 
dously increased value of the national forests would have resulted in 
a substantial change in the distribution of funds, as compared with 
prior years, and in our opinion would not have carried out the pur- 
pose of the law. After thorough analysis of the entire situation, it 
was our opinion that apportionment on the basis of assigning 75 per- 
cent weight to area and 25 percent weight to value would retain the 
distribution pattern reasonably close to that of prior years. Accord- 
ingly, by joint action of the Secretaries of Agriculture and Commerce 
the regulations were amended to effect this change in the formula, and 
the 1959 forest highway funds were so apportioned. ‘This, I believe, 
results in a proper distribution of funds to carry out the purpose of 
the law, which is to provide for the survey, construction, reconstruc- 
tion, and maintenance of forest roads, of primary importance to the 
States, counties, or communities within, adjoining, or adjacent to 
the national forest. 

H. R. 9821 would also authorize the appropriation of funds for 
forest development roads and trails and for the construction, improve- 
ment, and maintenance of roads and trails in national parks, parkway S, 
and Indian reservation roads and bridges. These roads are admin- 
istered by the Department of Agriculture and the Department of the 
Interior, and it would be more appropriate for those Departments to 
express their views concerning these provisions of the bill. 
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In this connection, it would be well to point out the distinction 
between forest highways and forest development roads and trails. 
Forest highways are highways of primary importance to the State, 
counties, or communities within, adjoining, or adjacent to the national 
forests. Nearly all of the forest highways are on State or county 
systems. Forest highway funds are administered by the Bureau of 
Public Roads, Department of Commerce, but the Forest Service and 
the various States assist the Department of Commerce in formulating 
the forest highway program. Forest development roads and trails 
are roads and trails of primary importance for the protection, admin- 
istration, and utilization of the national forests, or, when necessary, 
for the use and development of the resources upon which communities 
within or adjacent to the national forests are dependent. The con- 
struction and maintenance of these roads and trails are a responsibility 
of the Department of Agriculture. 

Your chairman has requested a written report from the Department 
of Commerce with respect to H. R. 9821. The Department’s report 
will propose additional amendments to the bill, all more or less tech- 
nical and minor in character. 

The Department favors the general objectives of H. R. 9821, and 
would urge its enactment if modified in accordance with the Depart- 
ment’s recommendations. 

Thank you very much, Mr. Chairman, for the opportunity to appear 
before you. 

Mr. Tallamy, Federal Highway Administrator, and many other 
members of the Bureau of Public Roads are here, and any of us wil] 
be glad to answer any questions which any of you might have. 

Mr. Fation. Thank you very much, Mr. Rothschild, for your state- 
ment. 

Are there any questions on my right ? 

Mr. Jones. Mr. Chairman, I have just one question. 

Mr. Fation. Mr. Jones. 

Mr. Jones. Mr. Secretary, on page 2 of your statement you state: 

The message of the President transmitting the 1959 budget to the Congress 
stated as a general principle that when the Government provides a service con- 
ferring a special quasi-commercial benefit on certain groups above and beyond 
the benefits to the public generally, the beneficiaries should be charged for it 
rather than the general taxpayer. 

You say there that the President pointed out that this principle 
had been put into practice in the financing of the new highway pro- 
gram through the payment of excise taxes by highway users into a 
1ighway trust fund. 

o you think that was the consensus of opinion of the Congress 
which enunciated this policy when it created the trust fund, stating 
how the revenues coming into the Federal Treasury would be design- 
ated for the use of highway construction, and do you believe that this 
fact in itself would lead you or anybody else to conclude that that was 
the guiding principle involved in that statement ? 

Mr. Roruscuip. I am not sure that my answer will be responsive 
to your question, Mr. Jones, but I have in many public utterances said 
that I have thought, and I still continue to think, that the 1956 High- 
way Act is one of the finest pieces of legislation that the Congress 
has ever produced. One of the reasons why I think it is such a fine 
piece of legislation is not only does it provide for a huge and un- 
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paralleled program, but at the same time it has provided for the fund- 
ing of that program in its entirety. . 

Mr. Jones. I appreciate the answer you have given, Mr. Secretary, 
but maybe my question is not going home. Let me repeat it and see 
if we cannot come to some understanding about the problem. 

Are you of the opinion that the Congress, in writing the 1956 High- 
way Act, was of the opinion that it was establishing a new principle 
which you have outlined here in your statement on page 2? 

Mr. Roruscuip. I am sure that many Members of Congress had 
such an idea in mind. I am not totally sure that this represented the 
views of every Member of Congress. 

Mr. Jones. You state here that the President pointed out that this 
principle had been put into practice. It was not the intention of the 
Congress to enunciate such a principle, and if you are of that opinion, 
then can you establish such fact either by a report or some utterances 
that were made in the discussion on the use of this bill or this law 
which would lead you to the conclusion that Congress thought they 
did enunciate this policy ? 

Mr. Roruscuitp. May we do a little research on that and give it to 
you a little later ? 

(The information follows :) 


THE UNDER SECRETARY OF COMMERCE 
FOR TRANSPORTATION, 
Washington, April 28, 1958. 
Hon. GreorGE H. FAttLon, 
Committee on Public Works, 
House of Representatives, 
Washington, D. C. 

Dear Mr. Fatton: During the course of my appearance before the House 
Committee on Public Works on Tuesday, January 28, 1958, a discussion took 
place between Representative Jones of Alabama and myself with regard to the 
intent of the Congress in establishing the highway trust fund. In my state- 
ment to the committee I referred to the message of the President transmitting 
the 1959 budget to the Congress, in which it was stated that as a general 
principle when the Government provides a service conferring a special quasi- 
commercial benefit on certain groups above and beyond that received by the 
public generally, the beneficiaries should be charged for the service rather than 
the general taxpayers. The President pointed out that this principle had 
been put into practice in the financing of the new highway program through 
the payment of excise taxes by highway users into a highway trust fund. 
Congressman Jones questioned whether it was the intent of Congress, in estab- 
lishing the highway trust fund to establish this principle. With his concur- 
rence I undertook to research the legislative history of the 1956 act in an effort 
to determine the intent of Congress in establishing the trust fund. 

A thorough search of the statements made in the committee reports and by 
Members of Congress during the consideration of the Highway Revenue Act of 
1956 reveals nothing conclusive as to this matter. It should be pointed out 
that as a matter of fact, the establishment of the trust fund did put this prin- 
ciple into practice, by basing the pay-as-you-go financing of the ABC and 
Interstate Systems on revenues derived from highway users. 

Thank you for the opportunity which you and the House Committee on 
Public Works have given me to express the views of this Department on current 
highway legislation. 

Sincerely yours, 
Louis 8. RoTHscHILD. 


Mr. Jones. Yes, I would like to have it, because it is certainly foreign 
to anything that ever entered my mind, and, sitting here all that 
time, I do not recall now reading a report on that matter. 

Another thing to keep in mind is, those revenues were established 
as general revenues and were enacted prior to the 1956 act. So the 
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policy of taxation had already been carried forward as a general tax 
policy. The only thing we identify is the use of these funds for a tr ust 
fund. Therefore there could not be any kind of new principle enunci- 
ated because the taxes were already there, or most of them were 
already there anyhow. 

That is all, Mr. Chairman. 

Mr. Scurrer. Did we not consider that a new principle, namely 
setting up a trust fund for these taxes to insure their use for highway 
purposes? Was that not a new idea? I am not talking about forest 
roads now. 

Mr. Jones. We established a trust fund for use on the construction. 

Mr. Scuerer. Sure. That was new. 

Mr. Jones. I am not raising that question, Mr. Scherer. 

Mr. Scuerer. Then I do not understand you. 

Mr. Grorce. It occurs to me that the statement of the Secretary 
is based on the premise that the Congress never considered, because 
we set up this trust fund to build the Interstate Highway Sy stem, and 
now they come in with the proposal that would divert some of these 
funds to forest roads. What we were trying to do when we passed this 
last legislation was to stop the Federal diversion of the use tax that 
had been going into the Federal Government, and which was paid 
in by the motorists over a period of years. We wanted them to go 
back into use on the highways. 

Over past years, Mr. Sec ‘retary, the motoring public of the United 
States has been paying in from $1 billion to $1,200 million in use taxes 
to the Federal Government, and from $400 million to $500 million 
has been going back into the States to help to build their highway 
systems. ‘We intended to stop that practice when we passed this addi- 
tional Highw: ay Act. Iam sure that was the thinking of the majority 
of Members of Congress, that we wanted to protect the highway 
users and wanted to build adequate roads, and the only way we could 
do it was to stop Federal diversion. 

Mr. Roruscuitp. Mr. George, the 1956 act, as we understand it, pro- 
vides for the trust funds to be used for two purposes: The ABC sys- 
tem and the Interstate System. 

Mr. Farton. Will the gentleman yield ? 

Mr. Grorce. ao 

Mr. Fauion. I do agree with the gentleman in part. As faras I 
remember, and I think I was here for most of the hearings, in this 

case there was no testimony and no sugegstion that the forest high- 
ways would be included in the financing ¢ out of the trust fund. 

Mr. Roruscuitp. I think that is correct, sir. 

Mr. Fauion. It was separate and apart from the systems that were 
considered to be a part of the trust fund. 

Mr. Roruscuip. I think that is correct, sir. 

Mr. Fatton. As I remember, when we made known the amount of 
money necessary to continue the ABC system and to construct and 
complete the Interstate System, we figured about $10 billion for the 
ABC roads and $25 billion for the construction and completion of the 
national defense and Interstate System. At that time no consid- 
eration was given at all to the forest highways. 

But answering the second part of your question, we did include 
the ABC roads in the trust fund. 
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Mr. Roruscnit. And now, Mr. Chairman, we are suggesting that 
inasmuch as all of the public lands highways and nearly all of the 
forest. highways are already on the Federal-aid system, that is, the 
ABC system, that the provision of the law which covers the ABC 
system might in your judgment also be used to cover the public forest 
and public land highways, because they are already on the Federal-aid 
system. 

Mr. Fatton. Do I understand you correctly, Mr. Secretary, that you 
are asking the committee to amend the 1956 act so that you can pro- 
vide the forest road money for 1959 ¢ 

Mr. Roruscuitp. Fr 1960 and 1961. 

Mr. Fation. Not 1959? 

Mr. Roruscuiip. That is right. 

Mr. Dempsey. Mr. Chairman. 

Mr. Fation. Mr. Dempsey. 

Mr. Dempsry. Mr. Secretary, what about the defense roads? To 
what extent is the money used, the trust fund money, for defense 
roads ¢ 

Mr. Roruscuitp. The Interstate System is known as the national 
system of interstate and defense highways, and the Department of 
Defense has collaborated with the Department of Commerce through- 
out in indicating which of those highways was of primary importance 
to the Department of Defense. So, each segment of the Interstate 
System as designated has had the approval and concurrence of the 
Department of Defense. 

Mr. Demrsry. To what extent have we constructed for approval 
by Defense? The funds for these roads are strictly coming from the 
users of the highways. 

Mr. Roruscuitp. Yes. 

Mr. Dempsey. They are not from defense. We are all taxed for 
defense. 

My attention is called to the fact from one of the members of de- 
fense, who told me how he recommended this road in Colorado which 
goes through the mountains. Apparently, they do not want to see 
the sun, so they just tunnel through the mountains to get to California. 
I think you gave Colorado 557 miles in addition that had never been 
on any system at all. 

Mr. Roruscuitp. That was a joint request of the States of Colorado 
and Utah, Mr. Dempsey. 

Mr. Demrsey. Did not Utah object to it ? 

Mr. Roruscninp. No, sir. 

Mr. Demesry. Are you sure of that? 

Mr. Roruscuitp. Utah has approved it. 

Mr. Demesry. I beg your pardon ? 

Mr. Roruscuirp. The State of Utah just recently approved that 
designation. 

Mr. Fation. Will the gentleman yield there ¢ 

Mr. Dempsey. Yes. 

Mr. Fation. I do not think I made this statement prior to the testi- 
mony today, but 1 would like to make it now. 

I have talked to most of the members and most of the witnesses, and 
they are prepared to answer any questions with regard to the ABC 
roads. I am afraid if we get beyond that on something which is not 
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germane to the bill before us, these hearings could be a long and 
lengthy series of hearings. I believe we can complete the hearings on 
this bill in a relatively short time. Then, if it is the wish of the com- 
mittee, we could go into all of the phases of the legislation that concern 
the Interstate System. 

Mr. Dempsey. Mr. Chairman, I quite agree with you, but if we are 
going to introduce different phases of our economy such as the forest 
roads into using these trust funds, then I think we will have to go 
into it. 

Mr. Fation. That is the amendment that we will have to consider. 
That would transfer the money for financing the forest roads out of 
our trust fund. I think the committee can take care of that at the 
proper time. 

Mr. Dempsey. All right. 

Mr. Mack. Mr. Chairman. 

Mr. Fation. Mr. Mack. 

Mr. Mack. As a point of clarification, Mr. Rothschild, under pres- 
ent law the Interstate System funds and the ABC road funds come 
from the trust fund. t endetent from your statement you are 
proposing that the money for the forest highways, which now comes 
out of the general fund, should be transferred to the trust fund. 

Mr. Roruscuip. That is right. 

Mr. Mack. Does that proposition also include the transfer to the 
trust fund of the access roads and forest development roads, and all 
other types of roads, also ? 

Mr. Roruscuip. No, sir. 

Mr. Mack. Just forest highways? 

Mr. Roruscuiip. Forest highways and public-land roads for a 
total of $32 million; $30 million for the forest highways and $2 mil- 
lion for the public-land highways. 

Mr. Somrra. Mr. Secretary, I want to get a further elaboration from 
you in regard to this forest highway situation, and why you want to 
change it. 

We have always been told by representatives of the Bureau of 
Public Roads, and the Forest Service, that they add a great deal to 
Government income through logging operations which are conducted 
in those areas. If that is correct, then by increasing the allocations 
to come out of the trust fund to include the forest highways, you are 
going to set up even further Government activities. 

We have sion been told that the appropriations for these roads 
are justified and a good case has been made for them, because the 
better the investment that we make in forest roads and highways, the 
better the returns we get from our national forests. Yet you are 
going to renee) as I understand it, that they be paid for out of the 
trust fund. 

Mr. Roruscuitp. We are proposing, inasmuch as the forest high- 
ways and public lands highways are almost all on the Federal-aid 
system, that they be paid for out of Federal-aid funds. Yes, sir; 
out of trust funds. 

Mr. Smirn. You are also paying for a lot of the administration of 
the Department of Labor, and I think next you will come up with a 
provision to pay for part of the expense of the White House and part 
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of the expense of the Office of the Secretary of Commerce, because 
you have something to do with the administration of the highway 
program. Isthat nota proper Presidential pousy | 

r. Roruscuip. I doubt very much, Mr. Smith, if we will get 
around to putting the White House into it. 

Mr. Smiru. I think we also ought to write in a provision for the 
expenses of the Public Works Committee. 

Mr. Mack. I think the purposes and uses of forest highways and 
forest-access roads are probably one of the most complicated and least 
understood of the issues that come before this committee. A forest 
highway is not a road designed to get out timber. A forest highway 
is a road that runs from community to community in order to serve 
the traveling public that crosses over forest lands. It is not to get 
out timber. There may be some excuse for including this under this 
program. 

However, the forest-access road is an entirely different road, and 
is entirely designed to get out timber or mining supplies, metals, and 
so forth. So, these roads are in an entirely different category. 

The forest highway is a road which is designed to serve the travel- 
ing public, and is not designed to get out timber. Some timber comes 
over it, just like some timber comes over the primary and secondary 
roads that go into forest areas. 

Mr. Geroree. Mr. Secretary, what is the Federal use tax at the pres- 
ent time on gasoline? 

Mr. Roruscuitp. Three cents per gallon. 

Mr. Grorce. How much of that goes into the trust fund? 

Mr. Roruscuirp. All of it. 

Mr. Groree. All 3 cents goes into the trust fund ¢ 

Mr. Roruscuimp. Yes. 

Mr. Georae. Not just the additional 1 cent that was levied? 

Mr. Roruscuixp. No,sir. All 3 cents of it. 

Mr. Grorce. Then there is very little diversion of revenue from 
highway purposes from that tax at the present time? 

Mr. Roruscuip. All of the revenues derived from the fuel tax on 
gasoline in the amount of 3 cents on highway users goes into the trust 
fund. There are also some smaller amounts that go into the trust 
fund from other excises, such as tires and tubes, and recap rubber, 
and so on. 

Mr. Grorce. And those funds cannot be used for any other purpose 
except for highway uses if they are not in the general revenue at the 
present time ¢ 

Mr. Roruscuitp. They are available only for highway use and only 
for the ABC and interstate highways. 

Mr. Becker. Will the gentleman yield ? 

Mr. Grorer. Yes. 

Mr. Becker. I want to get this one thing straight. Js it not a fact 
that all of the highway-user taxes that were mentioned, everything, 
now are going into the trust fund? All of it is going im, is it not? 
I want to get that cleared up. Which part is now going in the gen- 
eral fund and which part is going in the trust fund ? 

Mr. Roruscuitp. All of the fuel taxes and all of the oil taxes. 

Mr. Fatton. Diesel oil. 
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Mr. Roruscuip. The lubricating oil. 

Mr Fatton. No. 

Mr. Roruscuiww. No? 

Mr. Becker. I would like to get this one question cleared up, so 
we will be straight on it. Just what division is there of the taxes 
going into the trust fund and what division is there of those remaining 
in the general revenue fund? If we cannot get it now, let us get a 
statement on that division, as to the probable amounts. 

Mr. Faxon. It is in the bill of 1956, It is in title IT of the 1956 
act. 

Mr. Brecker. I will look at that. Thank you, Mr. Chairman. 

Mr. Scuwencet. I would like to ask the Secretary if the figures are 
available on the income from these various sources. 

Mr, Roruscutinp. Yes, sir. 

Mr. Scuwencet. If they are, I think it would be valuable informa- 
tion for the members of the committee to have for future reference. 
Maybe you can submit it for the record so that we can have it on file. 

Mr. Roruscuinp. May we submit that for the record? We do not 
have it with us. 

Mr. Fation. Without objection, it is so ordered. 

(The information requested is as follows :) 
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Mr. Scupper. Mr. Chairman, I would like to ask a question regard- 
ing the forest roads. Are the forest highways which would fall in 
the category of the ABC roads so designated by the State in which 
the roads are located? In California, we have the primary and sec- 
ondary highways. They are designated by the highway commission 
of the State. Is it your opinion that the highways which fall in that 
category would be financed through this general appropriation ? 

Mr. Roruscuip. That is correct. 

Mr. Scupper. And not the access roads? The access roads, how- 
ever, would be financed as they are presently financed 

Mr. Roruscuip. That is right. By direct appropriations to the 
Department of Agriculture and the Department of the Interior. 

Mr. Scupper. In other words, the roads through the forests and 
now in the State system would be financed out of the general fund ? 

Mr. Roruscuiip. That is correct. 

Mr. Scupper. That seems reasonable; at the present time,I believe, 
many of these roads are neglected because of divided responsibility. 
They are not in the category of the ordinary access road which is used 
for getting out timber, which roads are built under this forest-access- 
road program. 

Mr. Grorer. Will the gentleman yield? 

Mr. Scupper. Yes. 

Mr. Grorce. Do these highways carry a State marking—a secondary 
State marking? 

Mr. Roruscuiw. If they are on the primary system, as most of them 
are, they carry the same type of marking as any other primary State 
highway. 

Mr. Grorcr. You are not considering including any other roads 
which do not carry a State highway marking. Isthat right? 

Mr. Roruscui. I did not hear the question. I am sorry. 

Mr. Grorce. I say you are not considering including any roads in 
this system which do not carry a State highway marking ? 

Mr. Roruscutip. May I have Mr. Tallamy answer that for you, Mr. 
George ? 

Mr. Tatiamy. These roads would be on the Federal-aid system. 
It would be either the primary system of highways or the secondary 
system of highways. Some States do not mark, specifically, the 
secondary system of highways by a marker which could be identified 
on the road by a motorist. The marking is in the books, of course, 
of the State highway department as a part of the secondary Federal- 
aid system of the State, and they are used by the general motorists 
of the State. 

Mr. Grorce. And these would be 50-50 matching funds, or 60-40? 

Mr. Tattamy. What we used to think of as 50-50 matching money. 

Mr. Grorce. Then the States have an interest in these highways. 
It is not all Federal. 

Mr. Roruscuip. The measure of participation betwen the Govern- 
ment and the States would change from what it would be if a Federal- 
aid project, but it would still be on the same basis as any other forest 
highway project. 

Mr. Gxorce. What I was trying to straighten out here is, there 
seemed to be some doubt in the minds of the members of the commit- 
tee and they seemed to think the Federal Government is going in on 
a larger matching basis than they were normally on other systems. 
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This is a regular Federal-aid program being expanded. Is it not a 
regular Federal-aid program being exbianad to include forest high- 
ways ¢ 

Mr. Scuerer. You are not expanding the program, but just getting 
the Federal funds from a different source. 

Mr. Roruscuip. That is correct. 

Mr. Tuompson. Mr. Chairman. 

Mr. Fatiton. Mr. Thompson. 

Mr. THomrson. I might preface this question I am going to ask the 
two of them by stating this: The Interstate System must come into 
any such discussion of highways. I believed at the outset the figure 
of $500 million a year would be closer to what would actually be used 
efficiently in the development of this system for the first 3 to 5 years, 
which thereby would reduce the requirements on these funds obtained 
from the tax. 

I hope other States have been able to advance faster than Louisiana 
has on the Interstate System. I think as of 2 weeks ago we had zero 
percent of contracts let on the money allocated. 

My first question would be; at which point, Mr. Chairman, are funds 
placed in jeopardy of lapsing after being allocated to the State? 

Mr. Fatton. I believe it is 4 years, if my memory is correct, before 
the money lapses. How many years is it ? 

Mr. Tatiamy. Two years after the year for which they are appor- 
tioned. 

Mr. Scuerer. Are you talking about interstate funds or primary ? 

Mr. Tuomeson. Interstate funds. The Bureau of Public Roads has 
been extremely cooperative in giving out information in working on 
these routes, for wick I thank them. At the same time, when the 
highway department of the State designs or routes a particular section 
of an Interstate Highway and the Bureau cannot come into agreement 
with them on that routing, of course, you have an impasse there and 
you make no headway whatsoever. 

I would be of the opinion in any cases that have to do with forest 
roads or any other highway, if a State was in danger or was placed 
in a position of losing part of the allocation unless aa a the 
money like wild, without proper surveys and routings being estab- 
lished, I would like to see something discussed or considered by way 
of allowing those funds which are about to lapse, to be used by certain 
forest highways and others, providing that the money would be repaid 
to the States. 

Mr. Fation. Are you talking about the Interstate System ? 

Mr. THompson. The Interstate System in connection with other 
highways that need funds. 

Mr. Fation. I might say that is a good question at the proper time. 
I think it has been the experience of the committee, and certainly the 
highway officials who have testified before this committee year after 
year, that there has been little or no difficulty with the ABC system. 
As I said before, I think we can get through with this particular piece 
of legislation and get on to the questions which I know several of the 
members have in regard to the financing, the construction, and the 
layout, the engineering, and everything else in regard to the Interstate 
System. So I think this is a good question at the proper time. 

Mr. Tuompson. Thank you, Mr. Chairman. I am suffering from 
the same feelings, I guess, Mr. Smith is, and members from every 
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State are, that these things are so interlocking that it is hard to discuss 
one without the other. 

Mr. Fation. This is separate and distinct from the other. The 
formula and the matching funds and everything else is completely 
different. 

Mr. THomreson. I defer to the chairman. 

Mr. Fatwon. Are there any other questions, Mr. Thompson / 

Mr. Tuomrson. No questions. 

Mr. Farion. Mr. Becker. 

Mr. Becker. I would like toask Mr. Tallamy or Mr. Rothschild one 
question. 

Is the objective of these recommendations to bring the construction 
or the improvement of the highways under one department or one 
head? I ask that because your recommendation is bringing forest 
highways on to the ABC system, and forest trails also. Is your objec- 
tive by this method to bring them under one operation rather than 
have them under several ? 

Mr. Roruscuimp. Before I answer that, may I make a remark in 
answer to Mr. Thompson’s question a while ago / 

I am told never in the history of the ABC system has any State 
lapsed any funds, and, therefore, not been able to take advantage of 
the use of them. 

(Nore.—Small amounts were permitted to lapse in 1923 and 1928.) 

Now, to answer your question, Mr. Becker, the objective is to bring 
the financing of a different system of highw: ays, the forest highways 
and public lands highways, into the same pattern as the ABC and 
Interstate System. ‘There is no change in the method of handling 
them as far as the Federal Government is concerned, because these are 
presently being handled in the Bureau of Public Roads, which is part 
of the Department of Commerce, and they would continue to be 
handled in the same way. 

Mr. Becker. So in regard to the matter of principle that came up 
before on these recommendations made here, you are recommending in 
line with the 1956 act these highways be paid for out of the trust fund, 

rather than out of other revenues? 

Mr. Roruscuiip. That is correct. 

Mr. Becker. Thank you. That is all. 

Mr. Fauton. Mrs. Blitch. 

Mrs. Brircu. I only wanted to know about these forest highways 
that had been designated by the States. Can the States designate the 
type of road that a road is to be on Federal property / 

Mr. Fatwon. I think we will pass that on to the Department of 
Commerce. 

Mr. Roruscuirp. I will start it and if I drop the ball, Mr. Tallamy 
will pick it up. 

In all cases action for Federal participation in highways is initiated 
by the States. Their proposals are submitted to the Bureau of Public 
Roads for their approval. Almost always they are approved. Some- 
times there are some slight modifications and a meeting of the minds 
is necessary, and this is the way the program has gone on and has gone 
on these many years, with great cooperation all the way around, and 
general happiness. 
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Mr. Faton. Specifically, T think I understood the distinguished 
lady from Georgia’s question to be, does the State design the roads 
for public lands, meaning Federal lands? 

Mr. Tatiamy. Mr. C hairman, the way the forest highway program 
works is this: The Forest Service of the Department of Agricu ulture 
and the Bureau of Public Roads collaborate in developing a program— 
with the State highway department, of course—in developing a pro- 
gram for the actual construction of forest-highway projects. Those 
forest- highway projects under previous legislation can be on the Fed- 
eral-aid highw ay system, or they may be off the Federal-aid highway 
system. We collaborate in the development of a program for actual 
construction projects; not the designation of a system. 

It so happens that in the past about 91 percent of all of the forest 
highway projects that have been designated for actual construction 
do fall on the Federal-aid highway system. A survey we have made 
indicates that of all of the forest highway system, 98 percent of it 
could be designated as a part of the Federal-aid highway system, be- 

cause it connects withit. 

Mr. Fatton. Let me ask you one further question, Mr. Tallamy: 
Who lets the contracts on highw ays on Government-owned land ? 

Mr. Tattamy. In the majority of cases these Federal-aid highway 
forest projects are advanced by contracts developed and advertised 
and awarded and supervised by the United States Bureau of Public 
Roads. 

Mr. Fatton. That isa departure from the rest of the system. 

Mr. Tatuamy. That is correct. 

Mrs. Burren. Mr. Tallamy, I had in mind specifically the Okefe- 
nokee Swamp in northern F lorida and south Geor gia. There is a 
road that goes from a Federal-aid system, which has been designated 
a secondary road by the State, and which has been paved parti: ally by 
the State. It goes into Jones Island, which adjoins the lake there. 
On that island there are recreational facilities, and so forth, that have 
been built and are now part of the State park by lease from the De- 
partment of the Interior, because that is a fish and wildlife refuge. 
We have built part of the secondary road from the main artery at 
Walker, Ga., and we expect eventually to get in as far as the Federal 
land mark goes. It has been my understanding that from there on 
the Federal Government would take over if it decided to complete the 
road to Jones Island. How could the State do anything aout the 
Federal property? That is what I do not understand. 

Mr. Tatiamy. I think from the way you describe it to me it would 
be a Federal park project and would not be a part of the Federal- 
aid highway system, but would be a direct appropriation under the 
proposal indicated by Mr. Rothschild as a direct appropriation from 
the general fund to the Department of the Interior or the Park 
Service. It would not come under the proposal suggested by the 
Department. 

Mrs. Burren. That was my understanding of it and I did not know 
whether this proposal changed it or not, or how it could. 

Mr. Tatiamy. No, this would not change it. 

Mr. Demesry. Mr. Chairman. 

Mr. Fatton. Is the lady finished ? 

Mrs. Burro. I have finished. Thank you, Mr. Chairman. 
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Mr. Dempsey. I wonder if it would help the committee if the 
Bureau gave us a map showing us what ABC roads are proposed 
as forest roads in our system ? 

(The map faces this page.) 

Mr. Fation. Is that request more than the Department could do? 

Mr. Tatiamy. I wonder if you want a United States-wide map, or 
a sample of what we are discussing? 

Mr. Dempsey. It does not make any difference. Just a section 
will do, as long as we can see the States involved. I do not agree 
with you in what you say about these different roads. What do 
you have to do with the Indian roads on Indian land ? 

Mr. Tattamy. Nothing with respect to appropriations. 

Mr. Dempsey. That is what I thought. 

Mr. Tatuamy. This would not change the Indian roads. 

Mr. Roruscuip. This has no application to the Indian roads. 

Mr. Fation. Let me ask you a further question in respect to the 
design and construction of these forest highways. As I understand 
it now, the Federal Government pays 100 percent of the cost. Is 
that correct ? 

Mr. Tattamy. Not necessarily. We may. 

Mr. Fation. So that when you put this in the category of a sec- 
ondary or a primary road it means the State will have to come up 
with 50 percent. 

Mr. Tattamy. Not necessarily. 

Mr. Fatton. Are you going to treat those differently from the 
other ABC roads in the system? 

Mr. Tattamy. Under the proposal there will be no difference in 
the treatment of the forest highway construction, planning, and ad- 
vertising, or matching money. The only difference is where the 
money comes from. 

Mr. Roruscuitp. The program will be administered exactly as it 
has been in the past, but it is just a question of where you get the 
funds. 

Mr. Fation. I know the trust fund is a very attractive place to go. 

Mr. Georee. Is it not true, Mr. Tallamy, that a lot of your high- 
ways constructed through public lands are 100 percent built with 
Federal money / 

Mr. Tatiamy. Yes, it is. 

Mr. Georce. And we are not involved in the State with it. 

Mr. Tatitamy. They are involved only in the programing, and in 
the case of forest highways they are involved with us and the Forest 
Service. 

Mr. Grorce. Who is chargeable with maintaining those roads after 
they are constructed? The State or the Federal Government? 

Mr. Tattamy. We do a considerable amount of maintenance and 
eventually the State takes them over. 

Mr. Grorce. Who spends the money on maintenance? The State 
or the Federal Government ? 

Mr. Tatiamy. I am advised by Mr. Turner, who is Deputy Com- 
missioner, that the State maintains these highways at their own 
expense if they are on the State system. 

Mr. Grorcre. You cannot spend Federal money on anything that is 
not on a State system, can you, except forest trails and highways? 

Mr. Tatiamy. Just forest highways. 
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Mr. TuHompeson. Will the gentleman yield? 

Mr. Georce. Yes. 

Mr. Tuompson. Does it not go back to the State legislature to place 
any route on the system of State routes? It does in Louisiana. 

Mr. Tatiamy. It requires State legislation normally for a highway 
to be designated as a State highway, but I do not believe that it does 
in the majority of instances require legislative action to place a State 
highway upon the Federal-aid highway system. 

Mr. Tuompson. You mentioned if and when a forest road is placed 
on the State system that the State will take over the maintenance of 
this route. 

Mr. Tattamy. A good many of the secondary highways, as we view 
it in the different States, are actually county roads or roads governed 
by a local political subsdivision other than the State itself, but yet 
we consider them a part of the State secondary highway system. It is 
the nomenclature I am speaking of rather than the legislative point of 
view. 

Mr. THompson. These highways you mentioned a while ago you 
said that the Federal Government maintained them until they were 
placed in the State system when the State would take over the main- 
tenance of them. In that case, of what advantage would it be to the 
State to take such a highway into their system when you are maintain- 
ing it, whereas if they do take it into their system they would have 
to bear the cost of maintaining it? 

Mr. Tattamy. Under normal civcumstances I would not think it 
would be to their advantage, but there might be special circustaiices 
which would require it. 

Mr. THompson. Your statement was, as I understood it, that the 
Federal Government maintained these Federal roads where were built 
under contract by the Bureau of Public Roads or the Forest Service 
people and were maintained by the Federal Government until they 
became a part of the State system. I am wondering if in any case the 
State would take over such a road. They get no advantage from it 
except that the cost of the maintenance would be transferred to them. 

Mr. Tattamy. I would think where there might be special cases 
that they might do it because of the development of abutting lands 
into a higher use than forestry use. Also in those circumstances the 
State would need to have additional construction money which could 
be obtained by it becoming a part of the State highway system. 
Thereby it would be able to secure additional State and Federal funds 
for its construction in order to serve the new use, which, in turn, has 
come from further development of the area. 

Mr. Tuompson. I understood your statement to indicate that this 
was a normal thing, but actually it is not a normal thing that would 
occur. It occurs only in special cases where the road might be im- 
proved to serve more people, and so forth. 

So your statement does not cover normal circumstances. Is thai 
right ¢ 

Mr. Tatiamy. That is right. 

(Nore.—It is the present policy of the Bureau of Public Roads to 
have the States take over maintenance of forest highways upon com- 
pletion of construction.) 

Mr. Dempsey. Mr. Chairman, I asked the question as to whether 
I could get a map at least of my own State. 
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Mr. Scuerer. I think the Governor is right. It could be best illus- 
trated if we draw it or give an example on one of the boards here by 
aaah town A and town B connected by a State highway with part 
of the highway passing through a Federal park. It is as simple as 
that tome. Why do you not illustrate it on the board ¢ 

Mr. Tattamy. We will be very happy to prepare a map and show 
the forest-highway system on it in its relation to the Federal-aid 
system for any of the States. We would be very happy to make one 
for Governor Dempsey and anyone else who would care to have one. 
I think it would be quite a chore to make one for every State. 

Mr. Dempsey. And would you indicate those roads that the high- 
way department came in and asked you to give them to maintain? 

Mr. Tatitamy. Asked us to do what 

Mr. Demprsey. Would you show what roads you have been main- 
taining down through the years and now the highway department 
is going to request that they do it? 

Mr. Tatnamy. Yes. We would be very happy to furnish that in- 
formation. 

(The information is inserted facing this page.) 

Mr. Grorce. Could you also re are a statement showing how 
much construction has been done through Federal lands with 100 
percent Federal money where the States did not participate ? 

Mr. Roruscuiitp. Under which program, Mr. George? 

Mr. Grorce. Under the forest-hig iway program, the one we are 
talking about changing. 

Mr. Scupper. I would like to have a map showing the present roads 
in California. 

Mr. Scuerer. Could I go down and make a little drawing and ask 
a few questions? I think it will clarify it in my mind at Teast. 

Mr. Fauion. If you have that kind of talent. 

Mr. Scuerer. I do not have those talents, but it seems to me we 

can clear it up if I can use the blackboard. Let us say this is all in 

the State of Tennessee. This is town A and down here is town B. 
You have a State highway connecting it. Right here is a national 
park. We have town A and town B. “The sy are connected by a State 
fivhwi ay. They have to be. This small part of the State highway 
runs through a national park. 

All you want to do is take the cost for this portion of the highway 
from the trust fund, whereas today it is paid for out of general funds? 

Mr. Roruscuitp. That is correct. 

Mr. Scuerer. That is the sole question ? 

Mr. Roruscuip. That is correct. 

Mr. Scuerrer. Today it may be maintained by the Federal Govern- 
ment, as I understand your testimony. You may pay for all of the 
maintenance costs, or part of the maintenance costs of that section. 
It depends on the agreement with the particular State. Is that right, 
Mr. Turner? 

Mr. Turner. That is right. It depends on the agreement we make 
with the State at the time of construction. 

Mr. Scuerer. Who owns the fee to this section which passes through 
the park or forest ? 

Mr. Turner. The Forest Service. 

Mr. Scuerer. The United States Government owns the fee to that? 

Mr. Turner. Yes. 
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Mr. Scuerrer. But the State may pay all of the maintenance of that 
section of the road after it is constructed. 

Mr. Turner. Sure. They may even pay some of the construction 
with us in the beginning because of the benefit to the State highway 
system. 

Mr. Scuerer. If you had another road in this park not on the State 
system or Federal highway system. It is not in the proposition you 
are asking us to pass on here today. 

Mr. Turner. It is not involved at all. 

Mr. Dempsey. Mr. Turner, could you tell me any secondary, pri- 
mary, or urban roads in the State of New Mexico that the Federal 
Government pays part of the maintenance on ? 

Mr. Turner. I do not think we have any in New Mexico at the 
present time. 

Mr. Demesry. Can you tell me any States where you do have? 

Mr. Turner. Yes; in some of the States they pay the maintenance. 

Mr. Demrsry. Which ones? 

Mr. Turner. We have a number of the Western States where we 
are paying the maintenance on them. 

Mr. Dempsey. Are they in the category of secondary or primary 
roads ? 

Mr. Turner. They could be either. 

Mr. Dempsey. Are they ? 

Mr. Turner. Yes. 

Mr. Dempsey. You mean you have secondary roads in some States 
where you pay part of the maintenance on them ¢ 

Mr. Turner. If it is built with forest-highway funds. That is 
what you are talking about; is it not? 

Mr. Dempsey. I am talking about secondary roads built in the State 
of New Mexico which are not built by the forest highways. 

Mr. Turner. No; not if you are talking about secondary roads. Of 
course not. The State would have to do that. But if it was built 
with forest-highway funds we could use forest-highway moneys to 
do the maintenance after it is completed. 

Mr. Dempsey. That is exactly what you do; is it not? 

Mr. Turner. In some cases; yes. 

Mr. Dempsry. Do you know of any cases where you build a forest 
highway and the State takes over the maintenance ? 

Mr. Turner. Yes. 

Mr. Dempsry. I would like to know about those. 

Mr. Turner. We try to get all of those that way in order to get 
the maintenance cost taken over by the State. 

Mr. Dempsey. But you do not do it on any secondary roads in 
New Mexico. 

Mr. THomeson. As a matter of policy, you have never paid for any 
maintenance cost of any primary, secondary, or urban roads? 

Mr. Turner. Not Federal-aid projects. No. 

Mr. THompson. You participate in the construction, and the State 
takes over all maintenance? 

Mr, Turner. On Federal-aid projects. 

Mr. Dempsry. So, you are putting another category in the trust 
fund ? 

Mr. Turner. There is no change im the operation from what we 
have been doing all the time. 
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, Mr. Dempsey. It is all changed because you use the trust-fund 
unds. 

Mr. Turner. No. The operation is not changed, Governor. It is 
merely the source of the funds that is changed in the recommendation 
of the Secretary. 

Mr. Mack. Is it not true that at the present time the Federal 
Government is taking $900 million out of the trust fund for the ABC 
roads, and at the same time it is appropriating $32 million from the 
general fund for the forest highways and other roads on Government 
land? In other words, under present law, $932 million a year is 
provided for the construction of the ABC roads and the forest high- 
ways. 

Mr. Roruscuimp. Those figures would apply to fiscal year 1960. 
That is correct. 

Mr. Mack. What do we do if we accept your proposition? We are 
saying, in effect, we will appropriate no money for forest highways, 
but appropriate $900 million to be taken out of the trust fund. In 
other words, we are reducing the amount for the ABC and forest 
roads combined by $32 million. Is that correct? 

Mr. Roruscuip. The amount of money to be spent on the roads is 
still the same, Mr. Mack, but the money would be coming from the 
trust fund instead of general funds. There would be $900 million in 
the ABC funds in the year 1960. 

Mr. Fatton. How much money was appropriated for the forest 
roads last year ? 

Mr. Roruscuttp. $30 million. 

Mr. Fatiton. Was appropriated ? 

Mr. Roruscuip. $30 million was authorized. The appropriation 
for the fiscal year 1958 was $25 million. 

Mr. Batpwrn. Will the gentleman yield ? 

Mr. Farion. Mr. Baldwin. 

Mr. Batpwin. Let me ask you this question: This recommendation 
is that, in effect, we cut the ABC program by $25 million for fiscal 
year 1961 under what we originally announced as our intention. That 
would imply that the trust fund is overburdened and the funds com- 
ing in from revenues are not as great as we anticipated, and, there- 
fore, it is being held in 1961 to $900 million instead of going = to 
$925 million. But the proposal of the Department is that we add a 
burden to that same fund of $32 million. 

Now, let me ask you this: If it were the decision of this committee 
not to add the burden of $32 million to the trust fund, would it be 
possible for us to reinstate the $925 million for fiscal year 1961 for 
the ABC system ? 

Mr. Roruscuixtp. As I understand it, Mr. Baldwin, the Congress 
can do anything. 

Mr. Batpwin. But is that not the fact; that this proposal is to 
add a burden to the trust fund of $32 million, and if we did not have 
that burden then we would be able to make an increase in the ABC 
system from $900 million to $925 million for fiscal year 1961? 

Mr. Roruscuit. The trust fund is running just about as our esti- 
mates show. We are almost right on the mark. But what has ae 
pened is that the cost of building highways has gone up by a sub- 
stantial amount, as indicated by the report made to the committee 
as required under section 108 (d) of the 1956 act. 
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Mr. Batpwin. Let me ask you this: If the trust fund is living up 
to its expectations, why is the Department making a recommendation 
that in 1961 we change our announced intention of going up $25 mil- 
lion a year for the ABC roads and that we stick at the $900 million 
mark, which means we are cutting our announced intention by $25 
million ¢ 

Mr. Roruscuitp. There is only so much money in the trust fund, 
and the more that comes out for ABC roads the less there is left for 
the Interstate System. 

Mr. Bautpwin. Then, as I understand it, if the fund is living up to 
you expectations, you are cutting ABC funds so that you will not 
1ave to cut your plans for the Interstate System. Is that right? 

Mr. Roruscuitp. We are trying to maintain a balance in the ex- 
penditures from the trust fund. When the act was originally passed, 
it was not known that the cost of building the Interstate System would 
be as great as it now appears to be. Inasmuch as the ABC funds come 
out, first, and what is left goes to the Interstate System, we think in 
order to maintain a balance the Congress should for a few years hold 
the ABC expenditures at $900 million, which is $25 million more than 
we had this year, or, rather, more than we had in the 1959 apportion- 
ments, and, perhaps, take another look at it when this next report 
under this section comes out 3 years hence. 

Mr. Baupwrn. In other words, there is a policy decision, which is 
evident in your recommendation, in that you feel if favor has to be 
given somewhere it should be given to the Interstate System roads 
rather than the ABC roads. 

Mr. Roruscuivp. It is not favor at all, but we simply want to 
maintain a balance because the intention of the Congress in passing 
the 1956 act was to get the Interstate System completed in a stated 
period of years. That does not now seem possible of achievement 
under estimated trust-fund receipts. 

Mr. Batpwin. That is all, Mr. Chairman. 

Mr. Scupper. Could I ask a question, Mr. Chairman ? 

Mr. Fation. The Chair will yield to you now because the gentleman 
had the floor. 

Mr. Scupper. On page 5 of the bill, under section 3, “National parks, 
and so forth,” we have $16 million, and then we provide, for park- 
ways, another $16 million. Is it your idea to strike from the legisla- 
tion those two expenditures ¢ 

Mr. Roruscui.p. No, sir. We are simply saying that, since those 
are Department of Agriculture and Department of Interior fune- 
tions, our comments should be deferred as to those. 

Mr. Scupper. In other words, this committee has charge of the 
general highway program of the United States, excluding the roads 
that fall in the Interior? 

Mr. Roruscuitp. No, sir. We are simply saying it is not our place 
to comment on that, Mr. Scudder. 

Mr. Scupper. But we presently have no assurance that the funds 
will be made available to implement the overall highway program 
of the country. 

Mr. Roruscuip. Those funds do not come out of the trust fund. 
Those are general revenue expenditures. 

Mr. Scupper. The $32 million would be transferred would it not? 

Mr. Roruscuitp. No, sir. That is another item. 
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Mr. Fation. That is the forest-harvest roads he is talking about, 
where they build roads to go in and harvest the timber. 

Mr. Roruscuiip. You are referring to the national-park roads, Mr. 
Scudder. 

Mr. Scupper. I am referring particularly to the many access 
roads. I know there has been quite a dispute over who has the re- 
sponsibility for improving the secondary highways in the forests of 
the country. The Forest Service say they cannot improve them, and 
the State claims that it is a part of the Federal responsibility. As a 
consequence, nothing is done to improve some of the roads that carry 
a lot of traffic and which are very essential roads. If the proposal 
would improve the situation, I can see where it has merit, but if it is 
not to be an improvement for the betterment of these highways then 
I beileve the recommendation should be very, very seriously con- 
sidered by our committee. 

Mr. Scuerer. Is it not a fact that, when we established the policy 
in the 1956 act of setting up this trust fund and taking user taxes 
and putting them in this trust fund, then we deprived the Federal 
Government of the revenues which they used for other costs of Gov- 
ernment? Is that not right, Mr. Rothschild ? 

Mr. Roruscuip. You have made it impossible for any receipts so 
designated in the act to go for anything except the building of high- 
ways. 

Mr. Scuerer. That is right. They were used for other things prior 
to the 1956 act. 

Mr. Roruscuixp. That is right. Some part of them. 

Mr. Scurrer. Now you are asking that we take the $32 million 
being spent for forest highways from the general fund out of the 
trust fund, and thereby reduce the Federal budget by $32 million. 
Is that not what you are asking us to do here? 

Mr. Roruscuip. I believe that explains it. 

Mr. Scuerer. nd I think it is proper. 

Mr. Fation. This seems to be a very attractive place to go to get 
money. Several departments are sending in bills, such as the Treas- 
ury Department and the Labor Department, for enforcing the Davis- 
Bacon act, and, also, they are trying to transfer the money collected 
from gasoline taxes into the general fund and transferring the cost of 
these forest roads to the trust fund. So, the cost of administering this 
program is going up, along with the cost of construction. 

Mr. Tuomrson. Mr. Chairman, if the first call on the trust fund 
goes to the ABC, and if this proposition would make more money 
available for the Interstate System, then it goes back to my original 

uestion that it does make it germane to see if you could incorporate 
this $32 million under the trust fund and have some provision to 
allow States who are not making progress in their contracts, and who 
have money placed in jeopardy, to have some of that money allocated 
to the $32 million, and allow the States not to lose the money, but to 
get it back at a later date, which would bring it into the Interstate 
System. 

Mr. Scuerer. Let me ask another question. I can see why you are 
worried, and I am worried by the answers that the witness gave be- 
fore. Actually, the State, insofar as interstate funds are concerned, 
is never going to lose its Federal contribution because, eventually, 
you are going to build an Interstate System in that State and pay the 
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whole cost of it. It may not use it next year or the following year, 
but sometime that State is going to get that money, is it not? It is 
not actually going to lapse. 

Mr. Roruscuip. That is correct, Mr. Scherer. 

Mr. Scuerer. That is what he is worried about. You said it would 
lapse in 2 years. However, eventually, you get the money because 
this system will be built on the basis of need, 

Mr. Roruscuitp. That is correct. 

Mr. Tompson. But if you could have a proposition put into effect 
whereby this money w ould be placed in escrow or approved so the 
State would have it come in in X number of years without waiting 
until the end of the entire program, the entire interstate program, 
that might do the job, because maybe in 3 years from now they will 
be geared up to it. 

Mr. Scuerer. On the Interstate System, any time the State is ready 
to use their money they will have it : available. 

Mr. Tuompson. Not as I understand it, Mr. Scherer, because ABC 
gets first call. If the State loses sev eral million dollars in the first 
2 years of operation because of the slowness of the program, then 
they have to wait until the end of the interstate program to be able 
to get that $2 million. 

Mr. Scuerer. But if we get this thing 

Mr. Fatton. You made that as a statement; is that true? It is not 





’ true. 


Mr. Tuompson. You did say a while ago it would lapse in 2 years. 

Mr. Scuerer. That is why I ‘thought he was wrong. 

Mr. Roruscuitp. If you are worried about the State of Louisiana, 
I will ask Mr. Tallamy to read you our figures on it. 

Mr. THompson. I would like to have them. 

Mr. Tattamy. Louisiana is not doing too badly on the Interstate 
System, or on the other systems, either. Insofar as the Interstate 
Sy stem is cone erned, Louisiana already obligated 20 percent of its 
1958 fiscal-year funds. Those are the current- -year funds under 
which we are operating. As of December 31, 1957, they have obli- 
gated 20 percent of their 1958 funds, and, of ‘course, all of the pre- 
ceding years’ funds. As far as the ABC pro ogram is concerned, 
Louisiana has obligated, as of the same eriod, 7 percent of its 1958 
funds, and all of the preceding years’ funds. 

Mr. Tuompson. Of course, obligating and under contract are two 
different things. 

Mr. Tattamy. No. 

Mr. Roruscuttp. Obligate means that the money is there. 

Mr. Tatitamy. That can never be lost once it is obligated, as far as 
engineering or actual construction goes. 

Mr. Tuompson. Not a single contract has been let. 

Mr. Roruscuivp. It is the same system under which the Bureau 
of Public Roads worked for 40 years, Mr. Thompson. 

Mr. Tattamy. You have engineering and right-of-way and other 
obligations. 

Mr. Fatton. Does that answer your question 

Mr. Grorcr. They know it is earmarked for certain roads in that 
State. 

Mr. Tattamy. That is right. 
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Mr. Groree. I think it would help to expedite this hearing today 
if all of us knew exactly what was going on back in our own States. 
Mr. Tatxiamy. I have that information for you, if you wish it. 

Mr. Georce. I know what is going on in mine. 

Mr. Tuompson. I know what is going on in mine, Mr. George. No 
roads are being built. 

Mr. Fatyon. Mr. Wright. 

Mr. Wrieur. Mr. Secretary, do I understand the reason for your 
wishing to delete this sum from the ABC roads as being that ex- 
perience has shown that we are getting into difficulty in our efforts 
to build the Interstate System on the revenues that are dedicated 
to it? 

Mr. Roruscuip. I would not quite describe it as being in difficulty, 
Mr. Wright, but I would say, simply, that the cost is substantially 
higher than we had anticipated when the figures were furnished to 
this committee at the time that the 1956 legislation was under con- 
sideration. 

Mr. Wrienr. To what do you attribute that rise in cost? It has 
been a rather spectacular increase, has it not ? 

Mr. Roruscuip. It is all contained in the report which was given 
here, but I will be glad to repeat it for you. Shall I read this into 
the record ? 

Mr. Wrienr. Not if it is something that has already been pre- 
sented for the committee and I have it at my disposal. 

Mr. Georce. Can we make it part of the record ? 

Mr. Faxon. If there is no objection, we will make it a part of the 
record. 

(The information is from H. Doc. 300 and is as follows :) 


CAUSES FOR THE INCREASED Cost REFLECTED IN THIS REPORT 


This estimate of cost for completing the Interstate System is higher than 
the amounts presently authorized because— 

(1) The nationwide traffic forecasts for 1975 which were made subsequent 
to the 1956 act are 15 percent higher than previous forecasts, resulting in 
a need for more traffic lanes and other facilities. Construction required 
on the Interstate System by this additional traffic accounts for an esti- 
mated 5-percent increase in needed facilities. 

(2) Section 116 (b) of the 1956 act states that it is “* * * the intent 
that local needs, to the extent practicable, suitable, and feasible, shall be 
given equal consideration with the needs of interstate commerce.” To serve 
local needs as required by the above portion of the act will require an 
estimated 63 percent more highway grade separations, interchanges, other 
structures, and additional frontage roads than had been considered in 
determining the amounts authorized by the 1956 act. This accounts for an 
estimated 75-percent increase in total work to be done. 

(3) In addition, miscellaneous items such as utility adjustments, light- 
ing, signing, and other incidentals account for some increase, probably 
aggregating another 3 percent. 

(4) Highway construction costs of the Interstate System type have risen 
12 pereent during the interval between mid-1954 and the last half of 1956 
as reflected by the Bureau's price index for Federal-aid highway construc- 
tion and this increase is applicable to all items. 


Mr. Wricurt. I will try not to labor the patience of the Secretary 
or the time of the committee. Let me ask you this other question: 
Is this rise in the cost of the Interstate System and the difficulties 
we are experiencing in building these highways within the anticipated 
amount, also the reason why the Bureau of Public Roads and the 
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Department of Commerce have seen fit to designate toll roads 
throughout the country as part of the Interstate System ¢ 

Mr. Roruscuiup. No, sir. Our thinking with respect to toll roads 
runs pretty much like this, Mr. Wright: Toll roads of good char- 
acteristics have been built in quite a few States. In order to build 
those roads securities covering the cost of building them have been 
sold to the general public. If the Federal and State Governments 
were to build a oedchial facility which would be a free facility, that 
might endanger the operation of the toll facility, and that would not 
be a good way to operate. Besides which, a toll facility is presently 
carrying a substantial part of the expected capacity. 

The plans of the Bureau are to build the duplicating facility or 
the parallel facility at a time when traffic needs indicate that it is 
timely to do that. 

Mr. Wricut. In those instances where you anticipate that that will 
be necessary in the next few years because of the growth of the traffic 
pattern, do you not think it would be wise to withhold designation 
of the interstate facility until such time as we might have a free road 
for the public to use there ¢ 

Mr. Roruscuitp. Most of the mileage authorized under the Inter- 
state System has already been designated, Mr. Wright. 

Mr. Wricur. It has been designated, as I understand it, as between 
certain cities. Now, the specific designation of exactly what strip 
of road it describes has not been fully determined in every instance, 
has it? 

Mr. Tatiamy. I think I will answer that. The general location 
has been designated, I believe, in every instance; but the specific loca- 
tion as to whether it follows one route or another has not been desig- 
nated. 

Mr. Wricur. That is what I had in mind. 

Mr. Roruscuip. But there would not be a case where there would 
be two interstate designations on a parallel basis very often. 

Mr. Wrieut. I understand that. It would not be practical. For 
that reason my question recurs. In those instances where it appears 
that the growth of traffic will necessitate the construction of yet an- 
other road between two metropolitan centers, where there presently 
exists a toll facility, would it not be wise in the interests of equity for 
the general taxpaying public to withhold designation of the Interstate 
System road until such time as a free road could be provided and 
designated ¢ 

Mr. Roruscuiwp. If you have a specific case in mind we will be 
very glad to take a look at it, Mr. Wright. 

Mr. George. I would suggest that his highway engineer is here and 
he could shed more light on it for the gentleman if he would care 
to inquire a little bit later. 

Mr. Wrieurt. I have in mind, of course, a specific case, I will say 
to my colleague, Mr. George, which I have already discussed inde- 
pendently with the Bureau of Public Roads. 

Mr. George. I am sure Mr. Greer could give you great enlighten- 
ment on that subject. 

Mr. THompson. I am sure Mr. Wright can ask any questions he 
wants to at this time. 

Mr. Wricut. Let me say, Mr. Greer can provide some considerable 
enlightenment for the Bureau of Public Roads on this particular 
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question too. I address this question to the matter of general prin- 
ciple. We have taxed the American road-using public on the supposi- 
tion that their taxes were going into a fund for the purpose of building 
an Interstate System. Is it fair, having taxed them, having required 
them to pay more on their gasoline and more on tires and more on the 
other commodities that they use, then to turn around and tax them 
again by designating a toll facility as interstate so that they, having 
paid their taxes, are now required to pay a toll in order to ride on 
this road, when they were told their taxes would buy it for them? 

Mr. Roruscuip. As I understand the law, the taxes provide not 
only for the building of the interstate system, but for the building 
of the ABC system, and the ABC system money as a matter of fact 
comes out before any money is available to the Interstate System. 

As to whether or not it is fair, there is no compulsion on the part 
of the traveling public to travel a toll facility if they do not care to 
doso. There are available highways, perhaps not of as high a charac- 
ter as the toll facilities, but there are available highways which a 
person may use if he does not choose to pay the toll. 

Mr. THompson. Will the gentleman yield? 

Mr. Wricur. May I ask you one more question and then I will be 
happy to yield? 

May I ask the Secretary if he does not agree that the designation 
of a stretch of road as part of the Interstate System is an attraction 
to the general public to use that system and that stretch of road? 

Mr. Roruscuip. I think it will be very many years before the gen- 
eral public—and I am speaking now in terms of 175 million people— 
appreciate the difference in designation between the Interstate System 
and the regularly marked highway systems of the country. 

Mr. Wrieut. Does not the Secretary anticipate that highway maps 
will shortly carry such designations in order that the motoring public 
may tell when crossing the country where the Interstate System lies? 

Mr. Roruscuip. Yes, they will have such designations, but there 
will be a substantial proportion of the public which will not differ- 
entiate in its own mind as to the difference between one kind of high- 
way and another. I have many times myself read highway maps 
and all I have been interested in at times is whether or not a road is 
paved. 

Mr. THomeson. Will the gentleman yield ? 

Mr. Wricur. Yes. 

Mr. THompeson. I think the Highway Act itself states, Mr. Roths- 
child, that no toll road may be designated as a portion of the Inter- 
state System unless there is an alternate route that the motoring 
public can use if they do not desire to pay the toll. Is that not part 
of the act ? 

Mr. Roruscuiwp. That is correct with respect to the expenditure of 
interstate funds on projects approaching toll roads on the Interstate 
System. 

Mr. Tatiamy. I would like to add a bit to Mr. Wright’s discussion. 

Mr. Fatuon. May I say, before you answer Mr. Wright, Mr. 
Tallamy, that I think the questions Mr. Wright has asked are very 
proper questions, and very important questions, but it is not germane 
to the legislation which we are considering today. If the members 
will try to frame their questions so that they refer to the legislation 
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being considered, then when we take up the Interstate Highway Sys- 
tem the questions which are important may be asked by the members. 

Mr. Wrieur. Mr. Chairman, may I apologize to the committee for 
having injected this particular question? Only by a very tortuous 
process of reasoning could it have been considered germane. I will 
ask no more questions. 

Mr. Faxon. You have no more questions, Mr. Wright ? 

Mr. Wricutr. No more questions. 

Mr. Batpwtn. I have one further question. 

In this testimony, Mr. Rothschild, you have mentioned that you have 
determined on a new allocation on forest highways based 75 percent 
on area and 25 percent on value. This allocation has always been an 
administrative decision entirely within the province of the Depart- 
ment of Commerce up to the present time; is that correct ? 

Mr. Roruscuw. No, sir. It has been a joint determination by the 
Secretary of Agriculture and the Secretary of Commerce, Mr. Baldwin. 

Mr. Batpwin. But it has never been a matter of legislative deter- 
mination ? 

Mr. Roruscuip. The legislation has never been specific on what 
weight was to be applied to each of those factors. 

Mr. Batpwin. That is all. 

Mr. Fatxon. Are there any other questions of Mr. Rothschild or 
Mr. Tallamy at this time? 

Mr. Jongs. I have one question I would like to ask you, Mr. Sec- 
retary. 

As I understand it, the money coming into this special trust fund 
will not be sufficient to carry out the construction program passed in 
the 1956 act; is that correct ? 

Mr. Roruscuip. The money coming in is coming in at almost pre- 
cisely the rate estimated, and that amount of money will be spent for 
highways every year as provided by law; but it will not build as many 
otis of highways as we originally anticipated. 

Mr. Jones. So, therefore, the income will not be sufficient to con- 
struct all of the highways that we authorized in the 1956 act. If there 
is going to be an insufficient amount of money then why would you 
ask that this trust fund have imposed on it greater burdens, when it 
is already short? 

Mr. Roruscuitp. We think that is a matter of judgment and equity. 

Mr. Jones. The only justification you are advancing then is based 
on the principle that the beneficiaries should have to pay for the use 
of these roads; is that correct? 

Mr. Roruscnump. Yes, sir; that is one of them. 

Mr. Jones. Do you suppose, Mr. Secretary, that before the expira- 
tion of this session of Congress, that that same philosophy will be 
argued before this committee, to change the interstate or other road 
systems and to impose on the local people, the greatest users of these 
roads, the greatest share of the cost of that road construction? For 

instance, Memphis, Tenn., will have the convergence of several inter- 
state roads, whereas most of the people who use these interstate roads 
will be citizens who live within the environs of Memphis, and, there- 
fore, they will be the greatest beneficiaries, and, therefore, should pay 
for the greatest portion of the cost of that road construction. 
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Mr. Roruscuip. We think the Congress in its wisdom has already 
done that, Mr. Jones. 

Mr. Jones. I ask you this, Mr. Secretary: Do you think there is 
any likelihood that the administration will carry forward the justi- 
fication you have made here of user benefits, and, therefore, when 
you get into the class of benefit users then you will impose upon them 
a greater burden of the portion of the taxes or money to be procured 
to construct these roads? So, if it is justifiable in one instance, do 
you think it is likely to be advanced as a justifiable reason for other 
categories of roads ¢ 

Mr. Roruscuip. I am sure that is not in the thinking now. You 
are aware, however, that under orders of the Congress the Bureau of 
Public Roads is making a study of benefits and usage of all high- 
ways, and at some future date there may be proposed some legislation 
which would more justly transfer the burden to one or another class. 

Mr. Jones. But as far as you know, at the present moment you do 
not expect to advance that notion to other categories of roads, except 
this single instance you pointed out to the committee this morning; 
is that correct ? 

Mr. Roruscuizp. I have no knowledge of anything beyond this. 

Mr. Jones. That is all. 

Mr. Sraurrer. I would like to clear up one thing. Mr. Secretary, 
do I understand when you designate a toll road as a part of the Inter- 
state System, is it the intent of the Department that they shall take 
this road over and pay off the obligations and make it a free road? 

Mr. Rorusemiup. No, sir. This designation merely connects it up 
with the balance of the Interstate System. 

Mr. Sravurrer. What happens then to the funds allocated to a State 
which, we will say, puts m a toll road into the system? What hap- 
pens to their allocations because that road is already built ? 

Mr. Scuerer. Will you yield, Mr. Stauffer? That is my amend- 
ment in the 1956 act—to determine whether or not the States which 
have built toll roads shall at any time be reimbursed. 

Mr. Roruscutip. And we are presently studying that matter. 

Mr. Scuerer. And that is being studied now. 

Mr. Fatuon. Are there any other questions ¢ 

(No response. ) 

Mr. Fation. Mr. Rothschild and Mr. Tallamy, we appreciate very 
much your coming here this morning. I wonder if it would be pos- 
sible after we hear the testimony of other witnesses that we expect 
to hear before the committee in the next few days, for you to be here? 
It might be necessary or it might be the wish of the committee that 
some of the questions asked be answered by the Department of Com- 
merce. I wonder if it would be possible for you to come back if we 
need your services ? 

Mr. Roruscuitp. We will be glad to come back any time, sir. 

Mr. Fatiton. Thank you very much. 

The committee will adjourn until tomorrow morning at 10 o’clock, 
at which time the witnesses will be the American Association of State 
Highway Officials. 

(Whereupon, at 11:45 a. m. the hearing was adjourned until 10 
a. m. the following day, Wednesday, January 29, 1958.) 
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WEDNESDAY, JANUARY 29, 1958 


House or REPRESENTATIVES, 
ComMiTTre ON Pusiic Works 
Washington, D. C. 

The committee met, pursuant to call, at 10:15 a. m., in room 1302, 
New House Office Building, Hon. George H. Fallon presiding. 

Mr. Fation. Gentlemen, the Public Works Committee is continu- 
ing its hearings on H. R. 9821, the Federal-Aid Highway Act of 
1958. 

Today we have officers and officials of the American Association of 
State Highway Officials. Our first witness this morning is probably 
not as well known to the members as his famous brother, who is a 
Member of the House of Representatives from South Carolina. I 
understand that Mr. McMillan’s reputation came up here before him, 
not only being a very delightful person, as is his brother, but very 
much interested in and very well versed on the subject of highways. 

So, I would like to present to the committee this morning Mr. C. R. 
McMillan, president of the American Association of State Highwa 
Officials, and chief highway commissioner of the State of Sout 
Carolina. 


STATEMENT OF C. R. McMILLAN, PRESIDENT, AMERICAN ASSO- 
CIATION OF STATE HIGHWAY OFFICIALS, CHIEF HIGHWAY 
COMMISSIONER, STATE OF SOUTH CAROLINA 


Mr. McMiuian. Thank you, sir. 

Gentlemen of the committee, my name is C. R. McMillan and I 
am the chief highway commissioner of the State of South Carolina. 
I am accompanied by Mr. R. R. Bartelsmeyer, first vice president of 
AASHO and chief engineer of the Illinois State Highway Depart- 
ment, and Past President D. C. Greer, State highway engineer of 
Texas, who are members of our legislative committee. After my 
prepared statement these gentlemen would like to make some verbal 
statements and together we believe we can adequately answer such 
questions as you may have. 

I have the honor of appearing before you as the president of the 
American Association of State Highway Officials, and as such I am 
reporting to you officially for the State half of the historic State- 
Federal partnership that has so effectively constructed this Nation’s 
Federal-aid highways for over 40 years. We are proud of this rela- 
tionship that has existed between the State highway departments 
and the Bureau of Public Roads. 
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The Congress, in assigning this State-Federal partnership the task 
of constructing authorized Federal-aid highways actually gives the 
big job to the several State highway departments. 

e initiate, locate, design, construct, maintain, and operate Federal- 
aid facilities in addition to the many roads that we construct that are 
financed wholly by State funds. Also it is our responsibility to arrange 
and hold hearings to gain public acceptance for proposed projects 
and acquire the rights-of-way required. We are the basic operating 
units for roadbuilding and have the major responsibility of moving 
your program. After the roads are constructed, the States take on the 
responsibility of maintaining them, wholly at State expense. 

We appreciate your confidence in our ability. In at least one field 
of technology, that of highways, the United States definitely is 
recognized as the world leader, and it is our intention to continue in 
that position through the use of improved management practices, tech- 
nical training courses, and the development and application of new 
scientific methods as well as adequate research activity to keep our 
operation healthy and efficient. 

In passing, we hope this committee will find it possible to visit our 
very important test road research project at Ottawa, IIl., and keep 
advised on its progress and findings. Some of you visited the project 
this past October. 

The paving of test pavement should be underway by late spring 
and test traffic should start by late summer and continue for a 2-year 
period. After that, the processing of data and the report on research 
results will follow. You will find the project and its complex instru- 
mentation features most intriguing. The proect is the most extensive 
highway research ever undertaken anywhere and its results will be 
very important to future highway transportation. 

It is our understanding that you wish to limit testimony at this 
time to H. R. 9821, which has been introduced by Chairman Fallon. 

We believe the best manner to express our views on H. R. 9821 is to 
read the current official policy statement of the American Association 
of State Highway Officials and ask that you direct your attention to 
the close conformity of the policy of H. R. 9821. 

It is as follows: 

The American Association of State Highway Officials reaffirms its confidence 
in the ability of the 40-year-old proven partnership of the Bureau of Public Roads 
and the several State highway departments to continue to build the Federal-aid 
highways authorized by the Congress. 

The State highway departments pledge their continuing cooperation to this 
partnership and subscribe to the historic and satisfactory arrangement whereby 
the States are primarily responsible for project initiation, location determination, 
design, construction priority, the awarding of contracts, and the supervising of 
contracts for Federal-aid highway projects without Federal statutory controls 
over these functions except as now are in force. The Federal-aid highway 
program should be administered by the Federal interest protected by the Bureau 
of Public Roads. In discharging its responsibility, the Bureau of Public Roads 
should continue to limit its official and direct contacts and consultations to 
officials of the State government. Construction on the various systems should be 
financed in the ratios set forth for the various Federal-aid systems in the High- 
way Act of 1956. 

Upon completion of a Federal-aid highway project, and in conformance with 
long-established practice, the State should have sole responsibility at State 


expenses, of maintaining, policing, and operating the facility and there should 
be no Federal controls or conditions established relating to operation of the 
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States highways as a requirement for Federal participation in the cost of 
construction. 

It is of the utmost importance that the construction program be kept in balance 
for the various Federal-aid systems involved. Additional biennial authorizations 
for the 1960 and 1961 fiscal years for the primary and secondary systems and 
urban extensions should provide annual incremental increases for each category 
and in an amount that the Congress deems justifiable in view of the need and of 
the total Federal funds available for highway purposes. 

The association agrees with the provisions of section 102 (a) of the Highway 
Act of 1956 as they relate to the percentage distribution of funds to the primary 
and secondary systems and urban extensions and as to the transfer provisions 
provided between these systems as set forth in section 102 (c). 

The association endorses the Interstate System design standards as developed 
and adopted by the State highway departments and as approved by the Secretary 
of Commerce on July 17, 1956, in accordance with law. The control of access 
concept, as provided in the standards, is of the utmost importance in protecting 
the large investments being made in the Interstate System and in realizing the 
maximum efficiency, comfort, and safety for the public in that system. 

The association endorses the periodic Interstate System estimates as provided 
for in section 108 (d) of the Highway Act of 1956 as an equitable and proper 
basis for the apportioning of Federal funds to the several States to achieve 
simultaneous construction and completion of the Interstate System in all States 
to adequate standards. 

Apportionments in the full amounts of the congressional authorizations for 
all Federal domain roads should be made and utilized and additional authoriza- 
tions for the 1960 and 1961 fiscal years should not be less than those provided 
for the preceding biennial period. 

The association fully agrees with the concept that commercial services should 
not occupy highway rights-of-way. 

The association vigorously opposes the use of any trust fund moneys for 
any purposes other than to pay the cost of operating the Bureau of Public Roads 
and for making apportionments to the several States to pay for the acquisition 
of highway rights-of-way, for the construction of motor-vehicle facilities and 
any appurtenant pedestrian facilities as might be indicated as necessary, and 
for planning and research purposes as now provided for by law. Trust fund 
moneys should not be used to reimburse utilities for moving installations 
from public rights-of-way that they are occupying by sufferance and at no 
cost to the utility. 

Adding mileage to the Interstate System at this time would result in the 
delay of the completion of transcontinental routes and would extend the pro- 
gram over a longer period of time, or would require an increase in motor-user 
taxes, or would result in the dilution of design standards to the degree that 
the final product would be grossly inadequate for the Nation’s economy and 
defense needs. 

Controlling outdoor advertising along the Interstate System is desirable but 
it is a matter that should be handled by the individual States and not a subject 
for Federal legislation. Federal legislation in this field could establish a 
precedent for the Federal Government to become involved in the operation 
of the highways of the several States. Any costs involved in controlling out- 
door advertising should be reimbursed to the respective States on the same 
pro rata basis as established for the construction of the Interstate System. 

There should be no extension of section 115 of the Highway Act of 1956 
whereby the Federal determination of wage rates would be extended to projects 
on other road systems nor should there be legislation to provide additional 
Federal control or jurisdiction over wages paid on Interstate System projects. 

No Federal legislation should be enacted to pay for direct, incidental, or 
intangible costs stemming from the moving of tenants, loss of business, and 
the like which are in addition to those items normally considered as consti- 
tuting just damages and compensation for property taken by the State highway 
departments for public rights-of-way. 


H. R. 9821 is an extension of authorizations for projects on the 
primary and secondary Federal-aid systems and on the urban ex- 
tensions thereof for the coming biennial period with a reasonable 
annual incremental increase provided, which will about offset the 
effects of rising prices that have been experienced. 
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H. R. 9821 also provides for authorizations for the coming biennia} 
period for the public-domain roads in the exact amounts specified 
in the Federal-Aid Highway Act of 1956. 

We notice no other changes in language or in intent pertaining to 
primary, secondary, urban, or public-domain programs. 

Therefore, H. R. 9821 complies fully with the opinions of the State 
highway departments. 

The Bureau of Public Roads has given you a full report on the 
progress and status of the program, so there is no need for us to 
repeat it. 

The States will have no difficulty in handling the program author- 
ized by H. R. 9821. 

We, who are by necessity close to the people, are especially conscious 
of the need of keeping improvements on all systems, including the 
interstate, in balance. H. R. 9821 fits into this pattern well. The 
primary and secondary systems are really the lifeblood of the local 
communities and are the roads of the primary local interest. It is our 
opinion that public officials of the local units of government agree 
with us on this point also. 

The State highway departments feel that the Congress should take 
a look at road needs each 2 years and make biennial primary, sec- 
ondary, urb: in, and public domain authorizations acc ‘ordingly, as you 
are proposing in H. R. 9821. We like what you are doing. 

We wish to say further that we consider the Feder: al-Aid Highway 
Act of 1956, that your committee had such a prominent part in for- 
mulating extremely fine legislation and a fine basis for launching the 
enlarged unprecedented roadbuilding program. 

We also wish to express our appreciation for your understanding 
and confidence in giving us a year to get the program launched and 

gain experience under this fine ‘legisl: ation before star ting hearings on 
progress and the possible need for changes in the act. 

We expect that later we will have the opportunity of reporting to 
you on our stewardship in handling the Interstate program. At that 
time, we wish to discuss with you some problems we are having about 
the internal-revenue tax stamps, which are proving to be quite a public 
irritant. 

We also want to discuss needed legislation dealing with navigational 
clearance requirements for major highw: ay bridges, when the oppor- 
tunity is afforded, as well as for providing for “the participation of 
Federal funds in advancing payments to contractors for the values of 
materials delivered to a project and before they have been incorpo- 
rated in the work. Such a procedure would expedite actual con- 
struction. 

In our opinion, there seems to be a serious widespread misconception 
about the actual relative size of the Interstate program, and it may 
have already come to your attention. We mention it now so that you 
may consider such impressions in the light of the facts between now 
and the time you hold hearings on the Interstate program status. We 
assure you the Interstate program is on time, and advancing according 
to schedule. 

We appreciate the privilege of reporting on our stewardship, and 
we assure you we will do a commendable job of building the roads you 
authorize, and do it on schedule. We know that in this endeavor we 
will have your full confidence and support. Thank you. 
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Mr. Fation. Mr. McMillan, on behalf of the committee, I thank 
you for a very fine statement. 

Do any members of the committee wish to ask Mr. McMillan any 
questions ? 

Mr. Kivcezynsxi. Mr. Chairman. 

Mr. Fauuon. Mr. Kluczynski. 

Mr. Kuiuczynsx1. I want to compliment Mr. McMillan and Mr. 
Bartelsmeyer, who comes from Illinois, from my State, and the mem- 
bers of the American Association of State Highway Officials, for the 
splendid job you have done and you are doing in Ottawa, IIl., on the 
Illinois road tests. I was one of the lucky members of this committee 
to go out there last October and witness your splendid operation there. 
We have one of our members here present today who has made a study 
of it, and I yield at this time to my good friend, Mr. Dooley of New 
York. 

Mr. Doorxy. Thank you, Mr. Kluczynski. I want to endorse Mr. 
Kluczynski’s compliments to the American Association of State High- 
way Officials as a group, and the Department of Highways of Llinois 
in particular, for the very fine job they are doing in the Illinois road 
test. I think it is going to be far reaching and of great significance 
to roadbuilders all over the Nation, and those interested in it here. 
The ingenuity evidenced by those who are working on the job is 
amazing. I think from it will come improvements in roadbuilding 
such as we have never seen before. I compliment the American Asso- 
citation of State Highway Officials and the officials of it who are on 
the job out there doing that work. 

Mr. McMitzan. Thank you, sir. 

Mr. Byrne. I, too, would like to associate my remarks with the re- 
marks of my colleague from Illinois, Mr. Kluczynski, and my col- 
league from New York, Mr. Dooley. I, too, was a member of the 
subcommittee that visited the project near Ottawa, IIll., and I was 
impressed particularly with the far-reaching ideas we saw there, and 
the inventions that they have developed in this project which will 
cover a great period of time. The benefits will be universal, and road- 
building will learn something from it that will aid them over a long 
period of time. 

I am only a freshman Congressman, but today it seems to be popu- 
lar every time a subcommittee goes anywhere to call it a junket. I 
do not adhere to that philosophy and, as an Irishman, it might sound 
as though I resent it, but I feel that when a subcommittee can go out 
and be right on the ground and have the firsthand evidence of what 
is going on and where the money is going to and where it is sought 
to be placed, then I think, as a lawyer of 35 years’ standing, I can 
say that we can learn things from that sort of operation. When we 
go out there and take a look at these projects, we can bring back to 
the main committee here ideas that the taxpayers can benefit by. 

Mr. Dootny. Mr. Chairman, if no one has a question at this point, 
I would like to ask a question. 

Mr. Fatuon. Yes, Mr. Dooley. 

Mr. Dootry. Mr. McMillan, in one part of your dissertation you 
mentioned that all costs involved in controlling outdoor advertising 
should be reimbursed to the respective States on the same pro rata 
basis as established for the construction of the Interstate System. 
Would you explain that a little bit ? 
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Mr. McMuan. I do not think we ought to take that money and 
offer a premium to some State to go out and clear its outdoor adver- 
tising. We all have our own problems. Back 25 years ago in South 
Carolina, we had a man who took my position and the women there 
got after him and he decided to clear up the whole State of all the 
outdoor advertising. He went over the State and got an agreement 
among the people to let us take the signs down on their property. We 
failed to do one thing. We did not go to see the man who owned the 
signs. We started taking down those signs, and were immediatel 
thrown into court by the owners of the signs, and with a little wea 
highway department it like to broke us. 

That is the last time we have ever jumped onto it like that. We 
know a whole lot more about it, if we ever do it again. We keep 
it clear of the right-of-way, but we do not go out and fool with other 
people's property, even though it is on somebody else’s land. 

Mr. Dootxy. The thing that troubles me is the reimbursement to 
the States. 

Mr. McMinian. There was some information in there that maybe 
you would put a premium on the State doing it. 

Mr. Dootxy. Yes. I remember that. 

Mr. McMixan. But I do not think much of that. It would be the 
same thing as buying right-of-way. 

Mr. Dootzy. Thank you very much. 

Mr. Becxer. The only question I was going to ask was on the ques- 
tion of outdoor advertising and the technicalities involved. I was 
going to ask the gentleman what his personal feelings are with respect 
to advertising on the highways concerned within the States? 

Mr. McMuay. I think there is a movement in every State, certain- 
ne to regulate outdoor advertising, if not completely get rid of it now. 

n the large billboards, there are some of them that are of advantage 
to the traveling public. These signs that make everyone sore about 
signs are these little strip signs which are nailed onto trees and which 
destroy the beauty of the countryside. I think, when you come down 
to it, these outdoor advertisers now are doing a fine job on some of their 
signs. They are building beautiful signs and give information which 
people need to know. 

Mr. Becker. Thank you. 

Mr. Mack. Mr. McMillan, I compliment you on having a very excel- 
lent statement and a most helpful one to the committee. The question 
I wanted to ask you is this: Under the existing law, there is appro- 
priated each year to the primary, secondary, and urban roads $900 
million. In addition to that, there is appropriated $30 million for 
forest highways and $2 million for other roads over Federal lands. 
On yesterday, Mr. Rothschild, the Under Secretary of Commerce, 
recommended that this $32 million be taken out of the trust funds. I 
would like to know if, in your opinion, that would be a diversion of the 
trust-fund money and would represent a cutting down of the amount 
of money available for primary, secondary, and urban roads, and 
whether your association has taken a position on that recommendation ? 

Mr. McMiian. Well, we feel like that money could well be taken 
out of funds derived from the sale of timber on that property, rather 
than from highway users’ funds. In our State 

Mr. Mack. You are talking about access roads. They are talking 
about forest highways. Forest highways are the roads built to serve 
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the traveling public. The policy has been for the Federal Government 

in the past to pay for forest highways out of general funds, The pur- 

= of these roads is not to bring out timber and their cost should not 
e charged to timber. 

Mr. McMutan. If it is a highway users’ road and if it is built for 
him then it ought to come out of the highway users’ funds. 

Mr. Mack. The trust fund ? 

Mr. McMitxan. Well, any highway users’ trust funds, whether they 
come out of the trust fund or wherever it may be. 

Mr. Mack. If it comes out of the trust fund then there will not be 
the $932 million which is now being received for both types of road, 
but will be reduced by $32 million during the coming year. 

Mr. McMirzan. We match that money in South Carolina and 
match it with highway users’ money. So I could not take any different 
position. 

Mr. Mack. If we do accept the Secretary’s proposition the amount 
of money available for primary, secondary, and urban roads will be 
decreased by $32 million a year; will it not? 

Mr. McMiurxan. It will come out of that fund. Whether it came 
out of the ABC money or came in addition to that, I do not know. 

Mr. Mack. There was one statement in paragraph 3 on page 3 in 
which you say : 

* * * additional authorizations for the 1960 and 1961 fiscal years should not be 
less than those provided for the preceding biennial period. 

Mr. McMitxan. Yes, sir. ' 

Mr. Mack. Yesterday the Under Secretary of Commerce said the 
Department favored increasing the funds by $25 million in 1960, 
as was originally planned, but not increasing it by an additional $25 
million in 1961. By your statement do you mean you are in agreement 
that it will be all right to give the States $900 million during 1960 and 
1961 and not increase it to $925 million and $950 million as was origi- 
nally intended ? 

Mr. McMitxian. It would make our jobs in the States more difficult. 
The people in our State, and I think it is generally true all over the 
country, are interested in that ABC money and what it does, because 
it affects more people. We would have an awfully tough time to go out 
and build the fotecetati System by itself. I expect you would have a 
lot of changes in highway personnel. 

Mr. Mack. Does your association want the $25 million increase in 
1960 and 1961? 

Mr. McMrrian. Yes, sir. We very definitely want an addition each 
year of $25 million. 

Mr. Mack. Then you do not agree with the Secretary’s proposition 
that $25 million additional be given in 1960, but no additional amount 
in 1961? 

Mr. McMirian. No, sir. 

Mr. Dempsey. Mr. Mack, will you yield? 

Mr. Mack. Yes; I yield. 

Mr. Demesey. I attended the last meeting at Albuquerque, N. Mex., 
peoneaat over by Senator Gore of the Senate Committee on Roads. 

r. Cliff was there representing the Forest Service and did a very 
good job. He calculated the money received from year to year was 
inadequate and should be increased. As I remember it, he said they 
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were getting about $25 million to $30 million a year for roads. 

Senator Chuthis asked him the question as to how long it would take 
to get these roads in proper condition at that rate of expenditure, and 
his answer was 125 years. 

Now, if you are going to start doing this job, of course we will not 
be here for 125 years, but I think the amount will be increased annually 
out of the trust fund, which I do not favor at all. 

That is all, Mr. Chairman. 

Mr. Fation. Are there any questions ? 

Mr. Grorce. Yes, Mr. Chairman. 

Mr. Fation. Mr. George. 

Mr. Grorer. Mr. McMillan, are the States having any trouble when 
they go out and sell people on the change in rights-of-way on the loca- 
tion of roads? The last act requires the State highway departments 
to go out and sell the public before you make a relocation. Is that 
causing you any inconvenience ¢ 

Mr. McMiuxan. No, sir. We were a little afraid it was going to 
delay us a little bit, but we got along with it very nicely and have not 
found anything to complain about. 

Mr. Grorce. Are most States able to meet their local financial re- 
quirements as far as their ABC roads are concerned ? 

Mr. McMiizan. Yes. A few of them have to have some additional 
laws passed, but they are all going to make provisions for it and it is 
coming along nicely. 

Mr. Grorcr. They intend to match the Federal-aid program ? 

Mr. McMixan. Yes. 

Mr. Groree. Do all States now have control on limited access road 
laws or are they in the process of getting them ? 

Mr. McMuuan. They either have them or are in the process. 

Mr. Groren. Did the fact that the Congress passed the act in 1956 
give some impetus to that program ? 

Mr. McMitxan. Oh, yes. 


Mr. Georee. It helped you to get things through your own local 


legislature ? 

Mr. McMirxian. Yes. We got ours passed by the State legislature 
in the spring of 1956, prior to the Congress passing their act. We 
thought the Congress was going to pass it and it helped us a lot in 
getting it through the State legislature, so we would be prepared for it. 

Mr. Georeex. I notice here you said: 

Trust fund moneys should not be used to reimburse utilities for moving in- 
stallations from public rights-of-way that they are occupying by sufferance * * * 

Did the fact that we passed the law in 1956 which allowed the States 
on the Interstate System to reimburse utilities, cause you any incon- 
venience or change your opinion ¢ 

Mr. McMirxan. No, it has not in our State. We have had some 
of the utility people that we have been in contact with who asked us 
if we would agree if the State legislature were to pass an act author- 
izing us to do it. We have not agreed to it and it has not gone any 
further. In some States such an act has been passed authorizing 
them to pay for the movement of the utilities. 

Mr. Grorce. My understanding is 17 States have changed their 
laws whereby they reimburse utility companies. It did give an edge 
whereby they could be required to be reimbursed. Is that not true? 
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Mr. McMitxan. That’s about it. It was introduced in 35 States, 
I believe. 

Mr. Grorer. And passed in about half of them ? 

Mr. McMiixan. Yes. 

Mr. Scuerer. I always thought there were 17 States that did pro- 
vide for reimbursement. 

Mr. Gerorce. There were three that provided for reimbursement 
until the amendment went into the other act. 

Mr. Fatton. Are there any more questions? 

Mr. Groror. Yes. 

On control of outdoor advertising, how are you going to control 
billboards outside of your right-of-way lines unless you buy an ease- 
ment, of buy the property rights and bar advertising from that whole 
farm ? 

Mr. McMitxan. You would have to do that and as to the people 
who are on there, of course, you would have to settle with them before 
you could move them. 

Mr. Grorce. Would that not increase right-of-way costs tremen- 
dously ? 

Mr. McMitxan. Oh, yes, sir. 

Mr. Grorcr. They have a vested right in their property. 

Mr. McMiian. Yes. 

Mr. Greorcr. Outside of your right-of-way line, unless you pay them 
for it. 

Mr. McMuuan. And they can rent that property for outdoor ad- 
vertising. So unless they can get something for it they are not going 
to sign the agreement for us. 

Mr. Grorce. I realize it sounds nice for people to say that we should 
bar outdoor advertising, but I think at the same time the people who 
are advocating that do not realize the tremendous costs that might 
be involved in such programs. 

Mr. McMr1an. I believe on this Interstate System that these unde- 
sirable signs will pass out and disappear on their own, because you 
will not be able to see them and they will not amount to enough to 
make it worth while to put them up. The large ones that can be 
seen and are built cee may certainly improve their type of sign 
which is installed along that system. 

Mr. Grorce. In the next to the last paragraph on page 3 of your 
statement you recommend that we do not extend section 115 of the 
Highway Act of 1956 to apply to these roads. I presume that refers 
to the Davis-Bacon provision. Is that right? 

Mr. McMii1an. That is right, sir. 

Mr. Grorce. Have your labor costs gone up extensively in your 
State due to this provision ? 

Mr. McMitzan. Not much. Asa matter of fact, down in the South 
we expected more trouble out of that than we encountered. I, person- 
ally, am well pleased with the way we are getting along on it. 

Mr. Grorar. That is all, Mr. Chairman. 

Mr. Becker. I want to pursue that one question. 

Do you find that the provisions of the Davis-Bacon Act, just men- 
tioned by Mr. George, are not working any hardship up to the present 
time ? 

Mr. McMu1an. No, sir. 
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Mr. Becker. Is that a report of your association ? 

Mr. McMiuan. It causes a little additional redtape, but that’s 
about all. 

Mr. Becker. Generally it is working out all right ? 

Mr. McMixan. I have not heard from any State that had any big 
gripe about it. 

Mr. Becxer. Your entire statement here representing the associa- 
tion is that you would like to see the renewal of the present act. 

Mr. McMuuan. Yes, sir. 

Mr. Scuerer. Mr. McMillan, Mr. Mack asked you about the recom- 
mendation of the Bureau of Public Roads and the Department of 
Commerce with reference to paying for the rebuilding or the construc- 
tion of highways that are on the Federal-aid system that pass over 
and through public lands. Has the American Association of State 
Highway Officials taken any position whatsoever officially on the rec- 
ommendation of the Bureau of Public Roads with reference to that? 

Mr. McMiutxan. No, sir. As a matter of fact, I am not familiar 
with it. 

Mr. Scuerer. Will they take such a position? I would like to have 
your recommendation because that seems to be one of the controversial 
amendments that this committee will have to consider in the next few 
weeks. 

Mr. McMitian. We will be glad to do it. 

Mr. Scuerer. How do you feel about it personally? I believe you 
expressed your personal views. You felt if a highway that was part 
of the Federal-aid system passed over Federal lands, that the im- 
provement of that highway and the rebuilding of that highway and 
all of the costs of doing that job should be taken out of the trust fund. 

Mr. McMuuan. Yes, sir. Out of highway users’ funds. 

Mr. Scuerer. That is your personal feeling ? 

Mr. McMitxan. Yes, sir. 

Mr. Dootry. Will the gentleman yield? 

Mr. Scuerer. Yes. 

Mr. Dootry. Mr. Chairman, one thing we are likely to overlook is 
the amount of traffic on these public domain roads. I understand 
more than 70 million people used the national parks last year and cer- 
tainly that should be given consideration in the light of the contribu- 
tion they are making, that is, the users of these roads are making, in 
the form of the fuel tax. 

Mr. McMiuan. Yes, sir. 

Mr. Scuerer. May I ask another question ? 

Has the American Association of State Highway Officials officially 
taken any position with reference to how outdoor advertising should 
be handled on the Interstate System? Has it taken a position? 

Mr. McMuuian. The only position we have taken was that we sug- 
gested that problem be left with the individual States to work it 
out for themselves. 

Mr. Scuerer. I understand that and I gathered that from your 
statement. 

Mr. McMirr1an. Yes. 

Mr. Scuerer. But have you as an association recommended any 
uniform procedure that should be followed by the various States in 
handling this problem ? 
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Mr. McMutan. No, sir; we have not. We have discussed it at 
length at different times, but it is a controversial situation between 
the different States. 

Mr. Scurrer. And you have not come to any conclusion as to how 
this matter should be handled ¢ 

Mr. McMutan. No, sir. 

Mr. Scuerer. Or whether it should be handled at all ? 

Mr. McMuxzan. No, sir. 

Mr. Scuerer. I have no further questions. 

Mr. Groree. May I ask a question ? 

Mr. Fauion. Will the gentleman yield ? 

Mr. Scuerer. I have finished. 

Mr. Grorce. You mentioned internal revenue stamps. My under- 
standing is that you want that item repealed so when you buy your 
rights-of-way and make real-estate transactions the deeds do not 
have to carry a stamp. 

Mr. McMunan. Yes, sir. 

Mr. George. A Federal stamp. 

Mr. McMirxan. Yes, sir. 

Mr. George. It occurs to me that we should make some correction 
in that because it requires an inconvenience both to property owners 
and the State highway departments as well as the Federal Govern- 
ment. 

Mr. Scuerer. Will you yield? 

Mr. Grorce. Yes. 

Mr. Scuerer. We have had the problem raised in my district. 
Maybe I can pinpoint it. 

When the State comes in and takes a piece of property for the 
Interstate System road then the owner objects strenuously to being 
compelled first to sell his property in many instances, mai then pay 
for Federal revenue stamps. 

Mr. McMuri1an. To put the stamp on. Yes,sir. That is where the 
complaint is. 

Mr. Grorce. That would require action by the Ways and Means 
Committee, would it not ? 

Mr. McMiitan. Yes. 

Mr. Grorae. Have you some formal request before that committee 
on this problem ? 

Mr. McMuuan. Yes, sir. 

Mr. Scuenrer. I really feel, Mr. George, that when we take a man’s 
property, particularly when we take it against his will, that we should 
not require him then to pay to the Federal Government a tax on the 
transfer. 

Mr. Fatron. Any more questions, Mr. George? 

Mr. Grorer. Yes, I have one more, Mr. Fallon. 

In the 1956 act we changed somewhat the reimbursement for dam- 
age that a person might be able to draw on the Interstate System. 

e provided in that act for moving, loss of property, and incon- 
venience. That is my understanding anyway, that in the 1956 act 
it was done more or less to provide for reimbursing people who might 
be in tenements or in city areas. 

Have you gone into that problem enough to know what the extra 
cost is going to be involved in rights-of-way in cities, and how much 
litigation you may have ? 
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Mr. McMixian. That was not included in that, I do not think. 
All the States were opposed to that provision. 

Mr. Grorcr. I knew the States were opposed to it, but this commit- 
tee in its wisdom overrode some of us who knew what was involved in 
it. I am wondering how much trouble you have had, or how much 
you anticipate having, especially in urban and city areas. 

Mr. McMiuian. We are not having too much trouble in the urban 
and city projects. 

Mr. Scuxrer. You really have not as yet reached that problem in 
the development of the Interstate System. 

Mr. McMitxan. Not in the Interstate System because in South 
Carolina we are staying out and not going into but one city in the 
State. However, in the urban work on the ABC system we are get- 
ting into that. 

Mr. Dootxy. Will the gentleman yield ? 

Mr. Scuerrer. Yes. 

Mr. Dootzy. Mr. George, in New York State where they built 
several hundred miles of roads which are on the Interstate High- 
way System, the problem of acquiring land and rights-of-way was not 
too difficult. It was accomplished in about 4 years and was con- 
cluded practically in that time with moving people and apartments 
and homes. 

Mr. Scuerer. Do you want Federal money used for moving people 
off the right-of-way? 

Mr. McMitan. We would like to have it. 

Mr. Scuerer. I come from an industrial district and I certainly 
do not want Federal money used for moving those houses. 

Mr. Faxon. Mr. Wright. 

Mr. Wricut. No questions, Mr. Chairman. 

Mr. Fatton. Mr. Scherer. 

Mr. Scuerer. No further questions. 

Mr. Fation. Mr. Hull. 

Mr. Hutu. No questions. 

Mr. Fatton. Mr. Withrow. 

Mr. Wrrurow. No questions. 

Mr. Fation. Mr. McFall. 

Mr. McFatu. No questions. 

Mr. Fatton. Mr. Baldwin. 

Mr. Batpwin. I have just one question. 

Mr. McMillan, going back again to this question of going up from 
$900 million to $925 million for 1960, the t testimony yesterday by the 
Bureau of Public Roads was that they wanted to hold it at $900 ‘teil 
lion to keep a balance between the Interstate System and the ABC 
system, apparently because of the great increase in cost that occurred 
on the Interstate System. The implic ation was the Interstate System 
mileage was not going to be as much as they expected. 

I take it from your testimony you feel if we have to show a pref- 
erence as to which system we should not cut, your feeling would be 
the puéfexence should go to the ABC roads rather than the Interstate 
System roads? 

Mr. McMirian. That is right, sir. 

Mr. Batowi. That is all. 

Mr. Fation. Mr. Schwengel. 
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Mr. Scuwencet. I have one question. 

Mr. McMillan, how do you feel about the provisions in the bill that 
provide for limited access which keeps business off the highways and 
controls business ¢ 

Mr. McMuan. I think that is the finest thing we ever really 
moved into in our highway program is the controlling of access. The 
people in the States “where we did not know much about it, got a lot 
of wild tales out of it, but in our State now they are pretty well 
sold on it and think they will get an advantage from it. 

The property value is going up wherever we are building one, 
whether it is to be an interchange or whether we are having to use 
an access road. 

Mr. Scuwencev. The idea of controlling business on the highways 
has met with general approval then, as far as you know ? 

Mr. McMinan. Yes. 

Mr. Scuwenceu. I note what you say about outdoor advertising. 
Is that not a form of business on the highways also ? 

Mr. McMu1an. It is. 

Mr. Scuwencer. And it would not be there except for the high- 
ways? 

Mr. McMinzian. That is right. 

Mr. Scuwencet. Then how can you justify your statement which 
you made here when you said limited access is fine for one group, but 
we should not control the other group which has a right to have a 
business right next to the highway, but which does not have any 
access to it unless they have access to it in the nature of advertising ¢ 

Mr. McMiuian. The purpose behind the controlled access is to 
save lives from the standpoint of the safety feature. The billboard 
that is out clear of the right-of-way, if it furnishes information that 
the man traveling the highway needs, I think it is an addition to 
the highway and is a contributing factor. 

Mr. Scuwence.. Limited access was not just for the purpose of 
safety, was it? 

Mr. McMiian. Principally for safety. That is what I have sold 
it on. To keep people from coming in and killing one another; and, 
also, protecting the investment that we put there to keep it from 
getting antiquated and out of date. 

\tir. Scuwencet. And also to let traffic go through the country. 

Mr. McMirxan. Yes. 

Mr. Scuwencet. And it is a defense highway, too, is it not? 

Mr. McMiizan. Yes. 

Mr. Scuwenete. You endorse the idea of controlling business in 
one phase, but you do not want to control the other phase ¢ : 

Mr. McMiiuan. As far as I am concerned and as far as the States 
are concerned, we would all be glad to have all of the outdoor adver- 
tising done away with, and have the beauty of the countryside there 
for the people to look at, and not have any signs. But we think we 
have other items that are more important to deal with than fighting 
with everybody about the signs that are clear of the right-of-way. 

Mr. Scuwenceu. Then I take it if Congress would pass some law 
regulating the control of signs on the highways, there would be no 
serious opposition as far as your association is concerned ¢ 

Mr. McMitian. No. 

Mr. Scuwencet. That is all. 
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Mr. Scupper. Will the gentleman yield ? 

Mr. Scowencet. Yes. 

Mr. Scupprer. The highway commissions of the country, of course, 
are very much interested in safety along the highways, and it rather 
struck me that the most dangerous signs that we have along our high- 
ways oe the small letter signs that you have to concentrate on in order 
to read. 

Mr. McMuzan. That is right. 

Mr. Scupper. Is there a recommendation from the highway com- 
missioners of the country that no signs should be along the highway ? 
I do not think you should recommend Federal legislation, nor do I 
believe we should get into that field. I feel it is a State problem, 
but a survey could be made as to the size of the lettering on a sign 
which might determine a reasonable size of a billboard. If you could 
regulate the size of the lettering on a billboard that faces a highway 
you might be doing something in the way of promoting safety and 
still permit a legitimate business to operate. 

Mr. McMutxan. I think you would want both to describe the design 
and the accuracy of the information they give. I think that that 
can be handled by the States by permits when the States come to it, 
and only allow signs to be put up that are permitted to be put up 
under our State government section. 

Mr. Scupper. I believe the great preponderance of the people who 
object to signs along the highways are mainly the little eeand which 
many times are very unsightly. 

Mr. Scuerer. And, of course, you have some of those which I have 
seen which carry some of these big silk stocking ads. 

Mr. Scupper. If they are big enough they should not interfere with 
driving ability. 

Mr. Fatton. Mr. Byrne. 

Mr. Byrne. No questions. 

Mr. Fatuon. Mr. Dooley. 

Mr. Dootry. No questions. 

Mr. Fation. Thank you very much, Mr. McMillan. May I on be- 
half of the committee compliment you on the very fine and intelli- 
gent manner in which you conducted your answers in response to 
the interrogation of the members ? 

Mr. Mack. May I make one observation ? 

Mr. Fation. Yes. 

Mr. Mack. Mr. McMillan, you are president of an association com- 
posed of men who have more to do with the construction of < al 
ways and the carrying out of the program in this bill than any other 

roup of men in the country, obviously you know a great deal about it. 
[ have been very much disturbed by the fact that some States have 
done a bang-up job in taking advantage of this program, while other 
States have not. 

On the Interstate System your State has programed about 85 per- 
cent of the money allocated. That is an excellent showing. 

Mr. McMittan. Yes, sir. 

Mr. Mack. California has programed 93 percent, and Ohio has 
programed 98 percent. On the other hand, there are a group of States 
that have only programed 25 to 50 percent, including such States as 
Maine, New Jersey, Delaware, and my own State of Washington. 
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I wonder if your staff or the officials of your association would pro- 
vide the committee a letter showing why in the opinion of the asso- 
ciation the programing is lagging in some States. Then perhaps we 
could do something to speed it up. 

Mr. Scuerer. Could ask one question ? 

Mr. McMillan, the frailties of human nature being what they are, 
has the American Association of State Highway Officials considered 
any recommendations to the Congress with reference to legislation 
that might prevent frauds that can so easily occur in such a tre- 
mendous program as this? Have you considered that subject at all? 

Mr. McMuzan. I think your law protects against that very well. 

Mr. Scuerer. Do you think you need any additional legislation on 
the part of the Federal Government? Do you think the laws in the 
individual States are sufficient, particularly in the purchase of right- 
of-way ¢ 

Mr. McMuttan. I think so. 

Mr. Scuerer. Where fraud can occur more easily than in any 
other transaction ? 

Mr. McMitxan. I do not see how anybody with good sense would 
attempt to defraud. 

Mr. Scuerer. We know it has been done. 

Mr. McMittan. Yes, sir, but they got caught. 

Mr. Scuerrer. But we know in the practice of criminal law that 
only 1 out of 10 gets caught. So there may be nine other frauds that 
have not been brought to light. 

Mr. George. Is it not true that the Bureau of Public Roads tight- 
ened up and set up State groups which are checking right-of-way 
costs all the time and also following through on it from toa here? 

Mr. McMitan. The Bureau has tightened up there and they are 
checking closely. Certainly all of the States that will do a good job 
have tightened up theirs, Tataies on this news about this program 
coming up everybody wanted in a little bit, and you just have to be 
diligently behind it to keep them from getting in. 

Mr. Georce. Since the Government is paying 90 percent to the 
States’ 10 percent on rights-of-way on this interstate system I think 
they felt it was incumbent on them to set up proper safeguards. I am 
asking you, do you think that they have? 

Mr. McMiixian. They have moved right in and are doing a good 
job on checking it. Certainly our State now feels that that 90 percent 
is just as much our money, and our people are paying for it just as 
much as any money that we are putting in it from our own State 
money. We certainly want to be just as careful that none of us mis- 
use or ill-use the money in the rights-of-way, or in any other form. 

Mr. Scuerer. The only reason why I asked that question, as Mr. 
George pointed out, is that we are putting up 90 percent of the 
money and maybe some States are not so interested in protecting that 
90 percent as they would be if they were putting up 50 percent of the 
money. As a member of this committee I think we should know if 
your association has any recommendations with reference to the 
passage of legislation by this committee that would prevent fraud. 

Mr. McMitzan. We will certainly look into that matter and bring 
you any recommendations that the association has. 
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Mr. Scuerer. Yes. We are going to have some frauds and I would 
like at least to be in the position of having attempted to do something 
to make it more difficult. 

Mr. Fatxion. Are there any other questions by members of the 
committee ? 

(No response. ) 

Mr. Faxon. On behalf of the committee let me thank you again. 

Mr. McMitan. Mr. Johnson wants to answer a question that Mr. 
Mack asked. 

Mr. Mack. Is this related to the Interstate System ¢ 

Mr. Jounson. I am A. E. Johnson, executive secretary of the 
American Association of State Highway Officials. 

This is in relation to the question you asked. 

Mr. Mack. It is not germane to the particular bill under consid- 
eration, but I think it would be helpful if you would send a letter 
for the committee to read. 

Mr. Jonson. We can fill it in the record at this point, if you 
wish. 

Mr. Mack. Yes. I would appreciate that. 

Mr. Jounson. You referred to the eight States who are still oper- 
ating in the 1958 fiscal year. 

Mr. Mack. They are far behind. 

Mr. Jounson. They are not way behind. There is accomplishment. 
They still have 18 months under the law in which to obligate these 
funds. 

Mr. Fatxon. I think I understood the question of the gentleman 
to be different. We know the States that are back because we have 
a list of them. We wanted to find out the reasons for that. 

Mr. Jounson. All right. 

Mr. Mack. If you will put something in the record on that, I would 
appreciate it. 

Mr. Jounson. Thank you very much. 

(The information furnished is as follows:) 


AMERICAN ASSOCIATION OF STATE HIGHWAY OFFICIALS, 
Washington, D. C., February 6, 1958. 
Hon. Grorce H. FALLon, 
Chairman, House Roads Subcommittee, 
House Office Building, Washington, D. C. 


Dear Mr. CHAIRMAN: In accordance with the request of your committee at 
the time representatives of the State highway departments testified on January 
29 that we furnish explanations by the 8 States, still obligating 1957 fiscal year 
interstate funds as of December 31, 1957, as to why they were in that status, 
please note the following copies of telegrams furnished by those States: 


Delaware, January 30, 11:25 a. m. 


“Legislative appropriations on a biennium basis and change in State adminis- 
tration precluded effective interstate planning prior to passage of law in June 
1956. Limitations in size of highway organization necessitated retaining con- 
sultants for all interstate work, obtaining consultants, line studies, public opposi- 
tion to recommended lines, studies of alternate alinements, and delays in ap- 
proval of plans and lines retarded preparations of plans. As of January 30 
projects have been forwarded from State to Bureau for programing all 1957 and 
part of 1958 funds. Confirmation follows. 

“R. A. HABER, 
“Ohief Engineer, Delaware State Highway Department.” 
Idaho, January 30, 11: 45 a. m. 


“Re your telegram January 29 received this date. Idaho is proceeding on 
schedule established July 1956 to accomplish interstate program as directed in 
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1956 Highway Act. We will accomplish these objectives within time allotted by 
Congress. No projects were ready for construction at the start of this program. 

“Change of standards proved to be major consideration in Idaho where low 
traffic volumes under pre-1956 standards allowed surface connections rather 
than complete control of access. Normal time required to develop freeway-type 
project is 3 to 4 years. We have cut this in half during this acceleration period. 
Increase of interstate funds more than doubles Idaho total annual construction. 
Method of allocating interstate funds first 3 years of program confuses picture. 
Allocations for 1959, for instance, is nearly double that expected for 1960 and 
considerably larger than expected for subsequent years of program. Efforts to 
provide rapid acceleration by use of consulting engineers, electronic computer, 
streamlining of highway organization, and other items has been fruitful. We 
anticipate advertising $20 million of interstate this year with $15 million 
scheduled for first 6 months. 

“Major delay is right-of-way acquisition. Five million dollars could be ad- 
vertised immediately if right-of-way was clear. So far we have been unsuccess- 
ful in acquiring right-of-way by Federal condemnation. 

“Further details contained in our letter of November 13, 1957, to Tallamy, 
copy furnished to you. 

“In short, we do not feel that we are lagging. Further, we cannot reconcile 
figures of obligation of funds of various States with charts showing construction 
progress of the various States. 

“G. Bryce BENNETT, 
“State Highway Engineer.” 
Indiana, January 31, 12:34 p.m. 

“Re your wire January 29 Indiana Legislature in 1951 requested extensive 
resurfacing program State road system, majority of which was done with State 
funds, allowing Federal funds unobligated to pile up. This continued until 1955 
when Indiana Legislature recognized the situation and requested Federal funds 
be used wherever possible, but because of lack of State matching funds which 
was not corrected until 1957, it was not possible to catch up. Indiana gas tax 
remained at 4 cents per gallon regardless of repeated requests for increase until 
spring of 1957, at which time it was raised to 6 cents, of which State highway 
department gets 53 percent. Lack of adequate salaries for engineers did not 
encourage expansion of highway organization to accelerate planning, resulting 
in actual reduction in forces. In meantime, Federal allocations were materially 
increased by 1954 and 1956 Federal acts. Salary scale corrected commensurate 
with adjoining States in July 1957 has not yet adequately encouraged sufficient 
expansion, resulting in increasing amounts of engineering contracts with outside 
firms. Necessity of complete reorganization approved by BPR June of 1957, 
with entirely new personnel in right-of-way division, further aggravated lack 
of progress during 1957. However, as of now work is well underway with 
prospect of good success toward realization of $120 million program for calendar 
1958, including some $70 million of interstate funds. It is expected that by end 
of biennium, July 1, 1959, State will be current with Federal fund allocations. 

“GEORGE M. Foster, 
“Heecutive Director, Indiana State Highway Department.” 


Maine, January 30, 1: 49 p. m. 


“Reurtel January 29: Tallamy statement to committee showed Maine with 
S1 percent of 1957 interstate funds covered by contracts advertised and funds 
obligated as of December 31, 1957. Considering preliminary engineering, right- 
of-way, construction and planning survey, all 1957 funds and 4 percent of 1958 
funds were obligated or advanced to the plans approved State, as of December 31, 
1957. By April 1, 1958, 73 percent of 1958 funds should be obligated. Delays 
caused by necessity to await results of referendum on bond issue held in Septem- 
ber 1957 and the results of a special session of the legislature held during the 
week of January 13, 1958. Work on Turkey Bridge, Portland, and other projects 
on Portland urban connection, for which plans are either completed or nearly 
completed, are held up by Bureau order of January 3, 1958, awaiting results of 
a traffic study being made for the Maine Turnpike Authority. Results are ex- 
pected soon after February 20, 1958. In a letter dated January 6, 1958, to 
Tallamy, referring to the January 3 decision, it was stated ‘We (the State 
highway commission) are confident that you will take into consideration these 
delays when reviewing the progress of construction on the Interstate System in 
Maine and will give recognition to the fact that a decision as set forth in your 
letter of January 3, 1958, will have a very detrimental effect on this progress.’ 
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Way cleared, as the result of a hearing on January 28, for advertising projects 
totaling nearly $10 million from turnpike spur in Falmouth to Cousins River in 
Yarmouth. First project on this section advertised on January 29. 
“Davin H. STEVENS, 
“Chairman, Maine State Highway Commission.” 


Montana, February 3, 12: 09 p.m. 


“Reurtel January 29, lack of sufficient number interstate projects beyond 
planning stage precluded obligating 1957 funds before December 31. These 
funds were necessarily programed for grade-crossing projects to utilize limited 
State matching funds to the fullest extent possible to accomplish construction 
program on all Federal aid systems. Presently there are eight interstate proj- 
ects scheduled for contract prior to July 1, 1959. Totaling more than balance 
of 1957 funds. ‘ 

“FRED QUINNELL, Jr., 
“State Highway Engineer.” 
South Carolina, January 30, 2: 33 p. m. 

“Retel, 55 miles interstate contracts let are only for grading and drainage 
which is less than half cost of base and surfacing. We receive more bids 
and better prices by stage construction. Will begin letting base and sufacing 
contracts this spring in addition to grading and drainage contracts on other in- 
terstate sections. We did not have State law for control of access until Febru- 
ary 16, 1956, and were unable complete plans and proceed with right-of-way 
acquisition prior to that date. If original contracts had included base and sur- 
facing, amounts would exceed 1957 apportionment. Our interstate program now 
progressing on satisfactory schedule. LBighty-five percent of apportionment 
through 1959 has been programed. We do not anticipate any difficulty placing 
contracts underway. Utilizing our apportionment in compliance with time spe- 
cified Federal Aid Act 1956.” 

“O. R. McMILian, 
“Ohief Highway Commissioner.” 
South Dakota, January $1, 8: 44 a. m. 


“South Dakota Legislature convened in January and February 1957. Added 
1 cent of gas tax effective July 1, 1957. The additional funds from this tax were 
not sufficient in 1957 to meet full matching of Federal funds. Time will ac- 
cumulate sufficient moneys so matching will be complete. This delayed our con- 
tract letting. Moneys were allocated in July 1956 without any provisions for 
matching until after legislature met. Also South Dakota does not have a right- 
of-entry law. Part of our projects were tied up on condemnation proceedings. 
These will be released within the next few months. Two years ago in January 


South Dakota was among the leaders in programing efficiency. If concerned . 


Congressmen will make a survey of South Dakota position in July 1958 they will 
find that we are not only current but ahead of schedule. Several interstate 
projects are timetabled for letting in March, April and June. We cannot move 
before then because of financial difficulties. 
“CHAS. J. DALTHORP, 
“Director, South Dakota Department of Highways.” 


West Virginia, January 30, 12: 52 p.m. 

“Retel January 29, West Virginia had no plans even preliminary for any sec- 
tions of interstate routes and therefore started from scratch. Because of topo- 
graphy preliminary engineering and traffic studies took many more months than 
anticipated to secure comparative estimates of various locations and to secure 
approval of sections for actual design. Despite fact that outstanding consulting 
engineering firms were engaged on all interstate routes and have worked dili- 
gently completion of plans has been slow because of time consumed in reaching 
agreement between all parties on various phases of location and design. 


“P. C. GRANEY, 
“West Virginia State Road Commission.” 


We wish to advise you that each of these States still had 18 months left on 
December 31, 1957, under the law yet to obligate 1957 fiscal year Federal fund 
apportionments. 

We also wish you to observe that of the 8 States, 6 received a disproportionate 
and heavier share of interstate funds the first 3 years than were actually in- 
dicated on a needs basis. 

With 49 highway departments (48 States and the District of Columbia) co- 
operating to build the Federal-aid program, we have never seen the time when all 
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departments were current and had advanced programs to the same level of de- 
velopment and with the many problems encountered by 49 agencies it is highly 
unlikely that we ever shall. 

One highway letting, of the type projects involved in the interstate program, 
can change the status of the funds obligated by the States very materially and 
change their relative positions as to the funds committed. 

We are happy to advise that on December 31, 1957, the States had collectively 
reached the interstate program capacity of $1.7 billion of funds obligated per 
year and trends indicate an annual capacity rate of approximately $2.0 billion 
by the end of this current year. 

The program is on schedule and the States have reached a rate above which 
the current trust fund receipts and section 209 (g) of the Federal Aid Highway 
Act of 1956 can sustain. 

In other words, the States have geared up to the rate that they must cut back 
if current legislation continues. We have been advised that the 1960 fiscal 
year interstate funds will be apportioned by the Commerce Department in 
December of this year and instead of the total apportionment being $2.2 billion 
as authorized in title I of the act of 1956, the total will be only $1.6 billion, 
or less than the capacity we had reached on December 31, 1956. We had in- 
tended to avoid any reference to this matter of interstate progress during our 
~~ “yeaa before your committee on January 29, and testify entirely on H. R. 

We are, however, happy to furnish the above explanations from the States in- 
volved and the general information, as your committee requested. 

Respectfully submitted. 

CO. R. McMinian, President. 

Mr. Fatxon. Our next witness is Mr. R. R. Bartelsmeyer. Will you 
come up and have a seat, please, and I will have somebody present you 
to the committee who knows more about your reputation and accom- 
plishments than I do. 

Mr. Gray ? 

Mr. Gray. Thank you, Mr. Chairman. It is a real pleasure to have 
the opportunity to introduce to my distinguished colleagues the next 
witness, Mr. R. R. Bartelsmeyer, the chief highway engineer of the 
State of Illinois, a man who has done much to better the highway 
program in the State. 

As all of you know, geographically the State of Illinois is located 
in the Midwest, and we hope to be an integral part of the Interstate 
System when it is finished. Mr. Bartelsmeyer is doing a tremendous 
job administratively and engineerwise to help speed up that program. 
I wanted to have an opportunity as a Member from Lllinois to intro- 
duce him to you at this time and say we are happy to have him. He 
has been a great credit to the State and the Nation on this program. 

I yield to my distinguished colleague, Mr. Kluczynski. 

Mr. Kuuczynsx1. Mr. Chairman and members of the committee, I 
do not know why we Democrats of Illinois should praise a Republican 
of Illinois, but I have known Mr. Bartelsmeyer for a number of years. 
I have served in the house and senate of Illinois, and I know what a 
job he has been doing and the job he will continue to do. 

Weare happy to have him here this morning. 

Mr. Bartelsmeyer is just like the members of this committee. We 
are neither Democrats nor Republicans. We are an all-American com- 
mittee, and I am sure Mr. Bartelsmeyer and the membership of his 
great organization, the American Association of State Highway Offi- 
cials, want to do and will do a great job to stop the slaughter on the 
highways and get more miles per dollar out of it. 

We are happy to have you here, Mr. Bartelsmeyer, and I know you 
will continue to do the job you have done in the past. 
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I yield to Mr. Byrne. 

Mr. Byrne. I want to associate myself with my two good friends, 
the Democrats on this committee from Lllinois. As a Republican, I 
want to endorse the fine work you are doing too, Mr. Bartelsmeyer. 
I am sure some of the polish that you have displayed undoubtedly is 
attributable, too, to our fine Governor back there, Bill Stratton. 

Mr. Fauion. May I say the affiliation of some of the members will 
appear in the record at this point. I might say to you, Mr. Bartels- 
meyer, we could take some members from that side and put them over 
on this side, and from their conduct and voting on this committee you 
could not tell them apart. 

You may proceed, Mr. Bartelsmeyer. 


STATEMENT OF R. R. BARTELSMEYER, CHIEF HIGHWAY ENGI- 
NEER, ILLINOIS DEPARTMENT OF HIGHWAYS, VICE PRESIDENT, 
AMERICAN ASSOCIATION OF STATE HIGHWAY OFFICIALS 


Mr. Barretsmeyer. Mr. Chairman and members of the committee, 
I am appearing before you as the vice president of the American 
Association of State Highway Officials. My only statement will be 
a very brief statement endorsing President McMillan’s formal state- 
ment and testimony. 

I do, however, want to emphasize the importance of providing 
funds for the continuance of what is commonly known as the ABC— 
the primary, urban, and secondary Federal funds for highways as 
are provided in H. R. 9821. 


We in Illinois, those of you who have the record know, are well: 


along on our expenditure and programing in putting under contract 
Interstate System funds. We are also well along in the ABC cate- 
gories. Therefore, we feel it is very important “that this phase of 
highway construction be continued at the rate you have suggested, 
and as has been suggested in our formal] statement. 

Mr. Fatxion. Are there any questions, gentlemen ? 

Mr. Kuvuczynsxt. What is Lilinois’ position on this program where 
you mentioned some States have programed up to 80 and 90 percent? 

Mr. Mack. I have the figures here. You have programed 89 per- 
cent of the money allocated to you, and only 11 percent is 
unprogramed. 

Mr. Kuvozynsxt. Thank you. That satisfies me. 

Mr. Faxon. Are there any further questions on my left? Any 
questions on my right? 

(No response. ) 

Mr. Fatuion. Thank you very much, Mr. Bartelsmeyer. The 
committee appreciates your coming down "for your testimony. Now, 
gentlemen, the next witness probably needs no introduction to the 
other members of the committee. However, since we have a repre- 
sentative on the committee from his State—who I would not say 
knows more about the gentleman than I do because I have been asso- 
ciated with him for a long time—I would like the Representative 
from Texas, Mr. Wright, to introduce our next witness. 

Mr. Waricur. Mr. Chairman, it will be a pleasure. Mr. Chairman 
and members of the committee, I want to say that down in Texas we 
are inordinately proud of our highway department and of its execu- 
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tive officer, DeWitt Greer. He has been our State highway engineer 
for some 18 years, I believe. During his administration in that 
capacity we feel that he has given us ample reason for pride in the 
development of our Texas highway system. We think DeWitt Greer 
has done a tremendously good job and it would be a pleasure for me 
to introduce him anywhere, or to any group. 

As the chairman pointed out, those of you who have been here 
on the committee for a number of years have been hearing from 
DeWitt Greer off and on for as long as he has been coming up here, 
but I do appreciate this opportunity to present him to the members 
of the committee and to say that we in Texas feel we have as able 
and as efficient a State highway engineer as there is anywhere in the 
country and we kind of feel that DeWitt Greer knows what he is 
talking about. 

Mr. Fauton. Mr. Greer, will you proceed ? 


STATEMENT OF D. C. GREER, STATE HIGHWAY ENGINEER, STATE 
OF TEXAS 


Mr. Greer. After that introduction I am slightly thrown for a 
loss. I appear before the committee with the same humility that I 
have always appeared before you to express to you my personal ap- 
preciation, and on behalf of the States, of the great wisdom and fore- 
sight you have shown to give us leadership in highways throughout 
this country. I do want to supplement our President’s statement 
about the ABC system. 

First, I feel quite proud that you have called these public hearings 
for the purpose of Seibe the ABC system itself. You have not 
gone off and left the fundamental systems of highways of this coun- 
try, the ABC systems. The Interstate System has the glamour and 
what not as we have been publicizing it publicly before and during 
the passage of the 1956 Act. But the ABC is the system that touches 
the very lifeblood and roots of our whole country. You have so 
acclaimed it over the 30 years of its existence, and it is still just that. 
It touches every man, woman, and child in America who drives an 
automobile. 

The Interstate System touches a part, but this touches all of it and 
it will always be a popular program with the people of this country. 
So, I am quite pleased that you have conducted these hearings and 
I think our rod will be glad when you have passed and enacted into 
law H. R. 9821 exactly as written. 

That is the way I personally would like to see it done. It is a 
beautiful job of composing, and that is the way you sort of stated 
your case as you passed the 1956 act. You have reaffirmed it by the 
writing of H. R. 9821, and I think all of us are inclined to say to you 
on the State level that is exactly the way we would like to see it 
passed— just like it was written. 

That, sir, is the total statement on behalf of H. R. 9821. I would 
like to call your attention to this: Previously the Federal Highway 
Administrator, Mr, Tallamy, injected into your records a table called 
table 4. That was with his formal presentation. That shows you the 
progress of the primary, secondary, and urban programs. You will 
see if you have that before you that seven States as of that date were 
operating in the 1959 money. I would add to that that seven States 
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are still operating in the 1957 money. The rest of the States in the 
middle bracket are in 1958 money. At this date, sitting here now, 
those figures being a little out of date now, I think you would find at 
least 11 or 12 States in their 1959 money. 

What does that mean? It means that the prompt passage of H. R. 
9821 and, I might add, if the Secretary of Commerce can see fit to do 
so, the immediate apportionment to the States of these moneys, is 
highly important to keep the highs and lows, the peaks and valleys, 
out of the construction program. That is what costs us money and 
slows us down—when we get down into those peaks and valleys on the 
construction program. 

At the State level we should try to keep it level and level it out 
where the volume goes on all during the year. In that way your 
competition in bidding is better and it is a more economic way to 
ane on your work with your supplies of materials and everything 
else. 

If you see fit to pass H. R. 9821, even though it might appear 
that there is not sufficient money to move the Interstate System ahead 
according to pattern, the first one to get funds from the trust fund 
is the ABC system. There are certainly funds for that apportion- 
ment. We have been accustomed to having the apportionment come 
in the latesummer. The statement has been made we may not expect 
these until late December. It will hurt these 12 States in the pos- 
sibility of the leveling out the programing to eliminate the peaks 
and valleys in their construction program. 

If they are fortunate enough to have a lot of State money they can 
throw it in there to fill the breach. 

Mr. Fatton. It is a matter of administrative decision. 

Mr. Greer. It is. It is not written in the act, although in the 
act of 1956 you gave the apportionments or urged them to make the 
apportionments immediately after the passage, for the remainder of 
1957 and probably 1958 and 1959, which was actually done. It gave 
us the impetus and a start in moving forward this program. 

Mr. Fatton. Do you suggest that we make the same suggestion ? 

Mr. Greer. I doubt it is necessary to write it in. There is no pro- 
hibition against the earlier apportionment and, let us say, we might 
wait on the Secretary and see if we can get it done that way, believing 
that if he does it, maybe we can take the peak out of this. If we have 
to slow down on the Interstate System in those areas where some of 
the States are heavily into the 1959 money, as Mr. Mack knows from 
his chart—if they have to slow down on the Interstate System they 
a 7 the nak out with the ABC and keep their programs on a 

evel. 

That is all I would like to say unless there are some questions I 
might be able to answer. 

Mr. Faxon. Are there any questions? 

Mr. Dempsey. Mr. Greer, if the allocation of funds is held up until 
next December, as has been publicized and as has been stated might 
happen, what is going to happen to the contractors who bought all of 
this heavy equipment who believe there will be a continuation on a level 
basis as you pointed out? 

Mr. Greer. That is exactly the problem, Congressman Dempsey, 
we are up against now. 
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Mr. Dempsey. You are going to have a recession in the construction 
program, are you not ? 

r. Greer. In our State, unless we can get an earlier apportion- 
ment of the ABC funds, we will have to throw some States funds 
into the breach to hold the contracts up. We do not want to have 
contractors get away from us. We have built up quite a professional 
group of them. . 

Mr. Dempsey. You are about the only State of the Union that has 
those funds available then. 

Mr. Greer. We have to borrow them. We are not too rich but 
have some foresight so that we keep some in reserve. 

Mr. Dempsey. We are your next door neighbor and because you are 
so big we try to keep up with you. I would think the program in 
New Mexico is going along about equally with the State of Texas. 
It is pretty high, is it not, Mr. Mack ? 

Mr. Mack. I have only the figures and the Interstate System. 

Mr. Dempsey. On the Interstate System I mean. 

Mr. Mack. New Mexico had $57 million allocated to it in Interstate 
System funds. New Mexico already has programed $45 million, and 
has $12 million unprogramed. 

Mr. Greer. New Mexico is one of the States that is over in the 
1959 money on the ABC. 

Mr. Dempsey. I am afraid if that money is not allocated in the 
next couple of years you will see quite a recession in the construc- 
tion program, because I notice that the bidding is very much lower 
now than it has been. 

FF oe: Greer. We are running about 4 percent above pre-Korea in 
exas. 

Mr. Dempsey. I just had 1 project in New Mexico that was $600,000 
and the bid was $75,000 to $100,00 under the estimate. 

Mr. Wricur. Is there anything that the Congress could do to ex- 
pedite the allocation of these funds, or is that purely an administra- 
tive determination ¢ 

Mr. Greer. In prior acts you have given some indication of your 
desire on apportionments. In the 1956 act, however, in the title II 
section, you dealt with approtionments and state that consultations 
should be held between the Secretary of the Treasury and the Secre- 
tary of Commerce on the amount of the apportionment and probably 
the time. That is not even mentioned in there, but the time is pretty 
well left open I expect due to the conference between these two 
officials of the Government. 

Mr. Wrieurt. I would like to ask you, Mr. Greer, from the stand- 
point of your experience in our State, how does the actual cost of com- 
pleting the Interstate System compare with the anticipated cost ? 

Mr. Greer. I presume, Mr. Wright, you are referring to the needs 
estimate of this year as compared to that of 1954? 

Mr. Wrieur. Yes, sir. The cost per mile. Has it skyrocketed or 
increased measurably ¢ 

Mr. Greer. No. Our new estimate is above that of 1954 on the 
Interstate System. That is true. It is appreciably above, but it is 
not due generally to the increased cost of the work—cubic yards of 
dirt and yards of concrete. There is some small percentage of that 

in there, but it is really an increase in the vista and vision and con- 
cept of the construction of the system itself. 
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Mr. Wricur. In other words, in your opinion such increases in 
cost as have been experienced have been due not so much to rising 
prices of highway materials, or actual performance of highway work, 
as they have been due to an expansion of the project itselfi—an expan- 
sion and an improvement of the standards for the project. 

Mr. GREER. That i is right. You see, if you go back and remember 
our 1954 estimate was hurriedly made, that is true, but it was made 
prior to the passage of your 1956 act. In the wisdom of the Con- 
gress, in your 1956 act you recited certain characteristics of design 
in the act, which certainly did change the concept on the part of the 
States thr ough Federal leadership. 

Mr. Wrieut. Do you feel that those characteristics of design set 
forth in that act are realistic ones? 

Mr. Greer. Yes. I think the way we are interpreting them in 
Texas and putting them into the road system, they are realistic and 
very right and proper. 

Mr. Wricut. The requirement on right-of-way you regard to be a 
realistic one / 

Mr. Greer. Yes, sir. There is no specific requirement on right-of- 
way. In our State we are getting practically all of it on a 300-foot 
width, controlled access patter n. How ever, we are operating on the 
literal interpretation of controlled access. Not denial of access, but 
controlled access, namely, that everyone has access to this system or 
public roads in the State of Texas, but we do control where they enter 
and where they leave. That is controlled access. That is not denial 
of access. That is receiving public acceptance. 

Mr. Fatiton. Will the gentleman yield ? 

Mr. Wrient. Yes. 

Mr. Farton. Has not “denied access” been a misnomer? There is 
no such thing. 

Mr. Greer. Some things are called the freeways. 

Mr. Fation. Sometimes they have to go a little bit farther to get 
on the highway, but it is not denied in any instance, is it? 

Mr. Greer. When you think of a toll road, a toll road is denial of 
access. 

Mr. Fation. But the word “control” is the word to use. 

Mr. Greer. Yes. That is the proper word and the proper concept 
in my estimation. 

Mr. Wricurt. Do you find, Mr. Greer, that in areas of relatively 
sparse population like in west Texas, for instance, that a 300-foot 
right-of-way is necessary ? 

Mr. Greer. It will not be necessary for many years to come, Mr. 
Wirght. What we have done there is we are handling that on what 
we call a selective basis. We are sort of anticipating the trust fund 
might not be as lush as one might think and there we have cut ours 
down to what we are doing interstate work on. In sparse west Texas 
we have one road that is on the Interstate System and only carries 
600 vehicles a day. We are not going to 300-foot right-of-way. For 
an immediate improvement that might be necessary now we are ac- 
tually improving the road with pure State funds and not calling on 
the Interstate System funds because we think it would be rather 
ridiculous to do it at the present time, and we need it at the present 
time on the other portions of the system that carry a heavy volume 
of traffic. 
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Mr. Wricut. That makes sense. Thank you very much. 

Mr. Fauxon. I recognize our colleague Mr. Kilgore. 

Mr. Kizeore. Mr. C hairman, I want to.express my personal appre- 
ciation to Mr. Greer for his appearance before the committee, and asso- 
ciate myself with the remarks Mr. Wright made prior to Mr. Greer’s 
statement. We feel he has done an outstanding job in his capacity as 
a State highway engineer in our State for many years, and I can com- 
mend him to the committee as an able and conscientious public servant. 
Thank you very much. 

Mr. Mack. Mr. Greer, Governor Dempsey’s question implied he had 
heard rumors or reports that funds might not be made available by the 
Bureau of Public Roads until December. In the past the alladetions 
have always been made, have they not, just before the beginning of 
the fiscal year—at the exact beginning of the fiscal year—and never 
later than 45 days beyond the beginning of the fiscal year ? 

Mr. Greer. Of course, these ‘funds, - ‘Mr. Mack, are actually for the 
fiscal year beginning July 1959. They are the ones that would be 
passed i in this act. Consequently, in apportioning them in December 
he is making them ready for actual withdrawal of the funds in July 
of 1959, which is still ample time, but it takes time for us to get the 
show on the road in the way of right-of-way and planning, and so 
forth. 

As I said, preferentially, in most of the States the earlier the appor- 
tionment, the earlier we can begin to form our programs, even though 
we do not draw a voucher on the Treasury until after July. 

Mr. Mack. You would like to know as soon as possible? 

Mr. Greer. That is right. 

Mr. Scupper. Mr. Greer, according to your testimony I inferred that 
you desired that preference be given to ABC roads as against the 
Interstate System. We have been asked to reduce the amount of 
money going into this program. Would it be your opinion that the 

ABC roads should take precedence over the Interstate System if funds 
were reduced. 

Mr. Greer. Mr. Scudder, I would answer it this way: If I were 
ever privileged to be a Congressman and vote on this committee, I 
would pass H. R. 9821 exactly as it is written, which I think is answer- 
ing your question in an indirect manner by saying this: You said 
in the 1956 act two things: One is that the first call on the trust fund 
is the ABC system ; and, secondly, you said we will incrementally in- 
crease this, based on ine rease in price, or inflation, or other characteris- 
tics, to be sure the ABC system will not suffer due to the introduction 
of the Interstate System into the pattern. I still think that is good 
and I think you were right and ought to stay with it. 

Mr. Scupper. The present situation is still in accord with your view- 
point. Is that right? 

Mr. Greer. Yes, sir. 

Mr. Scupper. Thank you very much. 

Mr. Faxon. Mr. George. 

Mr. Grorer. No questions. 

Mr. Fation. Mr. Scherer. 

Mr. Scuerer. No questions. 

Mr. Fatton. Mr. Baldwin. 

Mr. Batpwin. No questions. 

Mr. Fatxon. Mr. Stauffer. 











56 FEDERAL-AID HIGHWAY ACT OF 1958 


Mr. Sraurrer. No questions. 

Mr. Fation. Mr. Byrne. 

Mr. Byrne. No questions. 

Mr. Fation. Any other questions on my right? 

Mr. Jongs. I would like to ask Mr. Greer one question. Mr. Greer 
has been before this committee for a number of years and I think if 
anybody would be personally knowledgeable of what took place in 
this committee Mr. Greer would. Mr. Greer, I would like to direct 
your attention to a statement made by the Under Secretary of Com- 
merce to the committee on yesterday at which time he stated that the 
President had pointed out the principle that when the Government 
provides a service conferring a special quasi-commercial benefit on 
certain groups above and beyond the benefits to the public generally, 
the beneficiaries should be charged for it rather than the general 
taxpayer. 

From that he reasoned the beneficiaries should be charged with the 
taxes involved rather than the general taxpayer being taxed for gen- 
eral revenue purposes, and pointed out that this principle had been 
put into practice in the financing of the new highway program 
through the payment of excise taxes by highway users into the high- 
way trust fund. 

Was that your understanding of why the trust fund was estab- 
lished, and that there had been neglect of some of the programs which 
were excluded from that because this committee used the principle 
of beneficial use? 

Mr. Greer. As I understood it from where I sat at the time you 
were passing it, you were creating a trust fund that would be held 
inviolate for the development of this system of public highways. 
You, in your wisdom, saw fit to reach over into certain tax structures 
and pull taxes over into that trust fund. You did not get them all, 
as you probably know. I mean, even those that have to do with the 
man that drives his automobile on the public highways. You left out 


lubricating oils and some others. I can’t quote them all but you did 
not get them all. 


r. Jones. That is right. 

Mr. Fation. Will the gentleman yield? 
mately 50 percent. 

Mr. Greer. Yes. 

Mr. Fatiton. Approximately. 

Mr. Jones. Would you recommend the transfer of other categories 
of roads not now included, so that they will be paid for out of the 
trust fund? Would you recommend their transfer to the trust fund? 

Mr. Greer. I recommend you pass H. R. 9821 as written. Oh, that 
simply goes back to this: Any time you do that you just decrease the 
number of miles of roads for people to ride on in this country. If 
you think we have enough, then cut it down. I do not think that is 
what the people think. Any time you add anything to it or make 
any diversion from it, you are just cutting down the amount of roads 
that can be built. 

Mr. Jones. Are you familiar with, or have you heard of, the various 


proposals of Federal activitiess that are suggested to be transferred 
to the trust fund ? 


I think it is approxi- 
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Mr. Greer. I only heard yesterday, sitting in the audience, the sug- 
estion about the forest highways and public lands highways trans- 
ers. 

Mr. Jones. Have you reflected on the proposition enough to give 
an expression of opinion as to whether you think it would be wise 
for the trust fund to assume further obligations ? 

Mi. Greer. I would pass H. R. 9821 as written. 

Mr. Sraurrer. Mr. Chairman, I want to make one statement. If 
the Texas Highway Department does not require Mr. Greer’s serv- 
ices any longer we can use him up in Pennsylvania. 

Mr. Fatton. How long have you been coming up and appearing 
before this committee ? 

Mr. Greer. Mr. Fallon, I have just completed my 18th year as 
chief administrative officer of the Texas Highway Department and I 
believe since I first started that I have been coming in. Prior to that 
I was preceded by the then chairman of the highway commission, 
Brady B. Gentry. 

Mr. Fauton. I think I remember you coming up as far back as 10 
or 11 years ago, or something like that. 

Mr. Greer. Yes, sir. About that. 

Mr. Fauton. At that time we passed legislation out of this com- 
mittee calling for a Government contribution of $200 million. 

Mr. Greer. Yes, sir. 

Mr. Fatiton. And we have moved it up to pretty near $1 billion. 
I must say this has come about in no small part through the con- 
fidence and work of people like you who have dedicated their lives 
to the safety of the motorists and the economy of this country. I 
want to say we appreciate your coming this long distance to testify. 

Mr. Greer. It is my pleasure, sir. 

Mr. Fatxon. There are no more witnesses scheduled for today. I 
would like to announce the program for tomorrow. The committee 
will meet at 10 o’clock at which time General Prentiss, of the American 
Road Builders Association, will be the first witness, Mr. Glenn Rich- 
ards, of the National Municipal Association, will be the second wit- 
ness, and Mr. M. Clare Miller, of the Associated General Contractors, 
will be the third witness. 

(Whereupon, at 11:45 a. m., the committee adjourned to 10 a. m. 
the following day, Thursday, January 30, 1958.) 
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THURSDAY, JANUARY 30, 1958 


House or RePreseNTATIVES, 
ComMITreE ON Pustic Works, 
Washington, D. C. 

The committee met, pursuant to call, at 10:15 a. m., in room 1302, 
New House Office Building, Hon. George H. Fallon, presiding. 

Mr. Fatton. Gentlemen, this is a continuation by the committee 
of hearings on H. R. 9821. The committee has invited the American 
Road Builders Association to testify this morning. This is a na- 
tional organization which has been working for better roads since the 
days of the bicycle. We appreciate the fact that the roadbuilders 
have given this committee, through their task force on highways, in- 
formation which was most helpful in our deliberations of the 1956 
Federal Highway Act. 

This organization will be represented here today by General Pren- 
tiss, the executive head of the association. We are glad to welcome 
the general, who recently ended his engineering career with the Army 
after 35 years of service. President Truman appointed him as Engi- 
neer Commissioner of the District of Columbia and President Ejisen- 
hower promoted him in rank while on that job. 

I might say as Engineer Commissioner of the District of Colum- 
bia the general served in effect as public works administrator, deter- 
mining the policy on streets, roads, and other projects. 

Now on behalf of the committee, may I welcome you here this 
morning, General Prentiss. 


STATEMENT OF MAJ. GEN. LOUIS W. PRENTISS, UNITED STATES 
ARMY, RETIRED, EXECUTIVE VICE PRESIDENT; ACCOMPANIED 
BY BURTON F. MILLER, DEPUTY EXECUTIVE VICE PRESIDENT, 
AMERICAN ROAD BUILDERS ASSOCIATION 


General Prentiss. Thank you, Mr. Chairman. I appreciate the 
very fine introduction. 

Mr. Chairman and members of the committee, my name is Louis 
W. Prentiss. I am executive vice president of the American Road 
Builders Association, with offices in Washington, D. C. I speak for 
the 7,000 members of our association in firm support of H. R. 9821, 
as introduced and pending before the committee. 

Mr. Chairman, we are most grateful for your cordial invitation to 
_— before this honorable body. In your invitation you request 
that our statement be strictly confined to the subject matter set forth 
in H. R. 9821, now under consideration. Your wishes in this regard 
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will be strictly respected, although we hope at a later date to be 
privileged to reappear before your committee to discuss problems 
affecting the orderly progress of the highway program and make our 
recommendations for their solution. 

I would like to take a few minutes to explain the position of our or- 
ganization in the highway field. It was organized in 1902 and has been 
active continually since that time; in fact, only last week we held our 
56th annual American Road Builders convention here in Washington. 
We are representative of the entire highway industry and are organ- 
ized into nine operating divisions. We list among our members high- 
way officials at city, county, and State level, as well as highway 
contractors, equipment manufacturers and distributors, materials pro- 
ducers, consulting engineers, bankers, publishers of trade magazines, 
educators in the highway-engineering field, college students studying 
to be highway engineers, airport engineers and officials. Through the 
years we have supported and strongly advocated a highway-construc- 
tion program which we feel first is in the best interests of our country 
and second in the best interests of the entire highway industry. We 
have consistently championed a long-range, balanced, soundly financed, 
and accelerated construction program to produce as quickly as possible 
the kind of roads this country needs for its future economic growth, 
and must have in the interest of national defense and the driving safety 
of our people. 

Highway transportation provides essential movement of people and 
goods ; in addition, it has itself become a major element of the economy, 
generating directly or indirectly approximately one-seventh of all 
gainful employment and an equal proportion of the gross national 

roduct. One out of every six retail, wholesale, and service businesses 
is connected with highway transport. The trend in vehicle-miles of 
highway use follows the trend of economic expansion. When many 
of the highways in use today were built, the economy of the Nation 
was at an entirely different level. In the 1930’s the gross national 
product—the value of the goods and services produced in the Nation— 
averaged about $100 billion per year. In 1939 we had 30.6 million 
vehicles on the road, including 4.4 million trucks. Passenger cars 
were then being produced at the annual rate of 3.5 million. The annual 
vehicle travel amounted to 285 billion vehicle-miles. Less speed was 
then built into passenger cars and there was much less commercial 
hauling on the roads. Highways built to 1930 specifications became 
obsolete like the vehicles that used the roads. 

Today the gross national product, the level of doing business, is 
$433.9 billion—we heard this morning that was the latest figure 
quoted by the administration—more than four times as great as in 
the 1930’s. This places new demands on our highways. New develop- 
ments in passenger cars and higher speeds require modern highways. 
New developments in trucks with the extension of freight service 
require more adequate roads. Car production, motor-vehicle regis- 
tration, and motor-vehicle use have doubled. Motor vehicle travel 
in 1957 was 655 billion vehicle-miles. It is estimated that by 1965 
the traffic load will increase to about 825 billion vehicle-miles. 

I learned since writing this paper that by 1975 we will be up in the 
trillion vehicle-mile zone. 

Today’s motor-vehicle registration is over 67 million and it is pre- 
dicted that it will be 80 million in 1965. 
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Since the passage of the Federal-Aid Highway Act of 1956, in which 
you, Mr. Chairman, and this committee played such a dominant role, 
the attention of the general public has been attracted more to the 
glamorous Interstate Highway System than to the equally important, 
but less dramatic, primary, secondary, and urban systems which we 
refer to as ABC roads. By introducing H. R. 9821, Mr. Chairman, 
you have made it clear to the public that the basic importance of 
the ABC program will not be overlooked. 

This bill is taking a positive step toward insuring that satisfac- 
tory progress is made to modernize these roads, bring them up to 
safe operating standards, and have them ready to carry their pro- 
portionate share of the future traffic of our nation. 

It is interesting to note that of the 3.4 million miles of highways in 
our country only one-fifth, or 720,000 miles, roughly, are included 
in the Federal-aid systems. The primary system, consisting of 
235,000 miles, includes the 41,000 miles designated as the Interstate 
System. The secondary system is composed of 485,000 miles. So 
when we talk of ABC roads we refer to a total mileage of 680,000 
miles of primary State routes, secondary or so-called farm-to-market 
roads, and extensions thereof in urban areas. 

The Interstate System, comprising only 1.2 percent of the country’s 
road mileage, will, when completed, carry 20 percent of its total ve- 
hicle mileage, but it can do so only if our construction program is so 
balanced that the ABC roads are ready at that time to serve as feeder 
and interconnecting routes. The Clay Committee survey—House 
Document 120, 84th Congress—of the construction needs of the ABC 
highways to bring them up to a satisfactory standard set the cost at 
$45 billion in 1954. On the customary 50-50 Federal-aid basis this 
would require $22.5 billion of Federal funds. The 1956 Federal-Aid 
Highway Act established a $25 million annual accelerating rate of 
construction on the ABC system for 1957-59. The House version 
of the bill expressed an intention to continue this acceleration of $25 
million a year through the fiscal year ending June 30, 1969. If such 
were done, the ABC Federal aid for the duration of the 13-year au- 
thorization program would be as follows: 





In millions In millions 
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TGR Sih aiid tdasbicibbadenes CVS P Riek tena e ee sie. 1, 075 
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Even if this accelerated rate were maintained, the total would still 
be $10 billion less than the Federal share of the need on ABC roads 
as estimated by the Clay Committee. It should be pointed out also 
that the Clay Committee was dealing in 1954 costs. ‘These same costs 
payable in 1958 dollars would be about $55 billion. 

One other factor which needs consideration is that the Clay Com- 
mittee survey was predicated upon a program to correct inadequacies 
in 10 years to handle the traffic of 1964; whereas the Federal-Aid 
Highway Act of 1956 is predicated upon meeting the traffic demands 
projected to 1975. 
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For these reasons, it is believed that the increase in ABC authori- 
zations as oe by the Fallon bill is indeed a modest one. It 
amounts to only 2.86 percent for 1960 over 1959 and 2.78 percent for 
1961 over 1960. These small percentage increases are not enough to 
offset the annual loss in road purchasing power of our dollar. In 
light of the constantly increasing cost of living, a leveling off in au- 
thorizations at this time would result in a serious reduction of many 
miles of improvements a year. Instead of going forward we would 
have difficulty holding our own against the rising demands and in- 
creasing prices. 

During the first 6 months of fiscal year 1958, the States have made 
a remarkable record of fund obligation against the ABC highway 
fund authorization. The average for all States is 56 percent obli- 
gated during the first 6 months of the fiscal year. Seven of the 
States have obligated all of 1958 money and have obligated up to 23 
percent of 1959 money. Only four States and the District of Colum- 
bia, Hawaii, and Puerto Rico have been unable to obligate all of the 
1957 funds. It is not believed that there will be any matching fund 
problem involved. 

From the point of view of these responsible for providing adequate 
and safe highways in our country, postwar motor vehicle registra- 
tions have been increasing at an alarming rate, with an average annual 
increase of 3 million vehicles between 1945 and 1957. The 67 million 
cars in 1957 will become 80 million by 1965, and even greater in 1957. 
Each yearly increase will add to the nationwide need for roads and 
streets of greater capacity and safer characteristics. The all-weather 
farm-to-market road is as essential to the motorized farmer of today 
as the paved street is to his brother city dweller. 

There are many places in the United States where new primary 
and secondary roads are needed because of recent rapid population 
growth and industrialization. However, the greatest need on the pri- 
mary and secondary systems today is the modernization of these roads 
to eliminate the death traps and convert many of them from model 
T or at best model A roads to the type demanded by the high-powered 
cars of tomorrow. 

The fund authorizations in H. R. 9821 will make possible the elim- 
ination of many of the blind curves or blind grades, narrow roads, 
soft shoulders, narrow bridges, and narrow traffic lanes and speed up 
the elimination of some of the 227,000 railroad crossings that each 
year take their tragic toll of lives. 

At this point I would like to ad lib a minute. Several years ago, 
when I was stationed down in Fort Belvoir, I learned a lesson that I 
have never forgotten. We had a highway in those days that was 
considered wide enough, but the bridges were narrower than the 
highway, and I saw what happens when two vehicles 8 feet wide try 
to pass simultaneously at 4 o’clock on the morning on a bridge which 
was not wide enough for the two of them to go through. One of 
them happened to be a bus loaded with people, and another happened 
to be a truck loaded with eggs. The side of the bus was sheared off 
and all of the passengers on that side were killed, and the eggs were 
thoroughly scrambled. I remembered it because they brought all of 
the dead and wounded into Fort Belvoir and I was gotten up out of 
bed in the middle of the night in order to help to take care of an 
emergency situation. 
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Mr. Fatton. May I say, General, at this point, I think the subject 
of elimination of grade crossings has been brought to this committee 
as forcibly as any subject could with the death of a former member 
of this committee, Mr. Lanham of Georgia, just this past year. 

General Prenviss. Many of these crossings lie on the ABC road 
nets. In addition to these dangerous eae crossings, there are more 
than 40,000 unsound, narrow, or otherwise inadequate structures, 
such as bridges or culverts, on our — system, and more than 
73,000 on our secondary system, all of which need to be improved or 
removed. The total cost of this badly needed construction was 
officially estimated in 1954 as $814 billion. 

The benefits from modern safe highway design are so great in terms 
of lives saved, casualties prevented, property damage reduced, that 
we suddenly realize that this accelerated highway construction pro- 
gram is a “must”; the economic and defense benefits are so great 
that our country cannot afford to be without it or to let it slow down. 

With the passage of the Federal-Aid Highway Act of 1956, the 
highway industry studied carefully, not only the specific provisions 
of the act, but also the expressed intent of Congress to provide a 
balanced and an accelerated construction program. As a result of 
these studies, the industry has expanded its capacity in anticipation 
of the increased supply and construction load which it will be called 
upon to carry, if the authorizations in the act are implemented as 
planned. Our industry is ready, willing, and able to support an an- 
nual program of $10 billion in 1959. It will welcome the predicted 
increase of 15 percent in the program volume in 1958 over 1957, but 
has the capacity to handle a 50-percent increase. 

At this time, Mr. Chairman, I would like to invite the attention 
of the committee to the task force reports which we have provided 
each of you as reference material. These were first peipaanie? in 1955 
in order to provide the Congress with a statement as to the capacity 
of the major segments of the highway industry to produce an accel- 
erated highway program. 

Mr. Fation. General Prentiss, I think your organization prepared 
these reports as a result of the request of this committee. 

General Prentiss. Yes, I believe we did. It happened before I 
joined the organization and I was not familiar with it. 

Mr. Fatton. I think it cost you a lot of time and money that would 
ordinarily have to be paid by the taxpayers had you not made these 
intensive investigations and studies. 

General Prentiss. I would like to point out that each year since 
that time we have reviewed these subjects in order to be able to assure 
the Congress that the engineering, the contracting, the equipment 
manufactured, and the production of materials and services would 
be adequate to any program that the Congress saw fit to pass. Last 
year also we looked into the question of credit. At the time we did, 
money was tight and credit was short, and we were afraid unless that 
subject was thoroughly investigated we might find credit might be 
more a limiting factor. We made a thorough and detailed study of 
the subject of credit and have some recommendations I would like to 
make later to the committee by which credit requirements can be re- 
duced and by doing that we can reflect a reduction in the cost of the 
highways. 
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Mr. Scuerer. In view of the general’s statement that the industry 
is able to handle a 50 percent increase, I go back to the discussions we 
had during the hearings on the 1956 act, when some of us worried 
about whether industry was able to meet the demands of the program 
we were contemplating. 

Mr. Faxon. I think it was as a result of that apprehension that 
this organization, representing all phases of the people who were 
producing the materials and the people who were constructing the 
roads, made this investigation to prove to us that it could be done. On 
that basis I think it satisfied a lot of Members who shared the 
apprehension. 

General Prentiss. Yes, sir. 

Shall I continue? 

Mr. Fation. Yes, General Prentiss. 

General Prentiss. Mr. Chairman, I do not know of any other ex- 
penditure of public funds to match the widespread impact of the 
Federal-aid highway ABC program on our Nation’s economy. It 
not only distributes its benefits geographically into every section of 
the country, but it also is felt in a great variety of businesses all of 
which are heavy employers of labor. I speak, of course, of the con- 
tractors, the producers of basic road materials, such as steel, cement, 
asphalt, rock, sand and gravel; and of the manufacturers of con- 
struction equipment and the special items of lights, signs, paint, and 
guard rails that go into the modern highway. Studies indicate that 
the highway dollar expended in a project area generates $4 to $5 
of business. The benefits are widespread and they reach the grass- 
roots. 

Our association is concerned, Mr. Chairman, as I am sure your 
committee is, with unexpected moves to siphon off money from the 
highway trust fund intended to finance the Federal-aid roadbuilding 
program. We oppose any diversion or reduction in the trust fund. 

One of the recommendations made to your committee this week is 
to transfer the financing of projects on forest highways and public 
land highways, which do not require State matching funds, from the 
Treasury’s general fund to the trust fund. The American Road 
Builders Association certainly recognizes the need for the forest high- 
ways and public-land highways and their linkage with the Federal- 
aid system gives added significance to the importance of their con- 
struction. However, the 1956 Highway Act carries no provision for 
financing this construction out of the trust fund. I am opposed to 
shifting this burden to the trust fund unless tax revenues in an amount 
sufficient—and that amounts to $32 million annually—to cover the 
added cost, accompany the transfer. 

If the shift is made without provision for this added revenue to the 
trust fund, the capability of the fund to finance the Interstate System 
construction during the next 10 years alone will be reduced by an 
amount equivalent to the cost of 320 average miles of Interstate 
System highways. 

In conclusion, Mr. Chairman, in addition to the recommendations 
which I just made concerning the Federal forest and park roads, I 
sum up the position of the American Road Builders Association as 
follows: 

(1) We support your bill as it has been introduced and we urge 
its prompt passage. 
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(2) We feel that the proposed increases in ABC authorizations are 
essential to offset the reduced highway buying power of the dollar. 

(3) We believe that the economic, defense safety benefits from this 
program are so great that our country cannot afford even to allow 
it to slow down. 

(4) We believe that the proposed increases in ABC authorizations 
are necessary to maintain the desirable balance between progress on 
these programs and Interstate Highway construction. 

(5) We recommend prompt passage of this bill, followed at the 
earliest possible time with appropriate apportionments in order to 
permit sound, long-range planning by the highway departments and 
the most efficient distribution of the engineering and construction 
work loads. 

The American Road Builders Association is very appreciative of 
this opportunity to appear before you. Our president, Julien Steel- 
man, president of the Koehring Co. of Milwaukee, Wis., asked me to 
convey his personal thanks for the invitation and express his regrets 
that he could not be here to testify in person. 

Thank you very much, sir. 

Mr. Faxon. General Prentiss, on behalf of the committee I thank 
you for, as usual, the detailed papers that you always present to us, 
which shows that you put a lot of time in on research. 

I know from experience that you command the most experienced 
and best brains in the country that represent your organization in 
all the States. 

Are there any questions, Mr. Jones? 

Mr. Jonrs. No questions. 

Mr. Fauxon. Mr. Auchincloss. 

Mr. Avucuincioss. Mr. Chairman, I would like to say this: It is 
quite evident that the general has not slowed up at all, even if he is 
retired. A fine statement. 

Mr. Fation. Any other statement ? 

Mr. Aucutncioss. No. 

Mr. Fauton. Mr. Dempsey. 

Mr. Dempsey. A very good statement. 

Mr. Fatuon. Mr. Mack. 

Mr. Mack. Very excellent and comprehensive. 

Mr. Fation. Mr. Kluczynski. 

Mr. Kiuczynskr. The general, as usual, does a good job, and I am 
happy to have him here this morning. 

Mr. Fatuon. Mr. George. 

Mr. Grorcr. No questions. 

Mr. Fatuon. Mr. Hull. 

Mr. Hutu. No questions. 

Mr. Fation. Mr. McFall. 

Mr. McFatu. No questions. 

Mr. Fation. Mr. Scherer. 

Mr. Scuerer. No questions. 

Mr. Fatxon. Mr. Baldwin. 

Mr. Batpwrin. One question. 

General Prentiss, the testimony of the Department of Commerce 
was that it was to keep the balance between the construction of the 
Interstate System and the ABC system, which was the reason why 
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they were recommending that the level be kept at $900 million for 
fiscal year 1961, instead of going up to $925 million. The implication 
in that testimony was that because of the increased construction cost 
on the Interstate System they felt the evenest balance would be main- 
tained by that procedure. 

Does your testimony imply if we have to make a choice between 
endeavoring to complete the Interstate System at the earliest possible 
moment and keeping up our original plan of going up by $25 million 

a year on the ABC system, that you would prefer that the choice be 
' to go up $25 million in the ABC system, even if we cannot as a result 
complete the Interstate System as soon as we otherwise would? 

General Prentiss. That is a complicated question, Mr. Congress- 
man. 

I feel this way: At best the funds which the committee made avail- 
able last year and the $900 million which the Department of Com- 
merce indicated should be the leveling off figure, are going to be com- 
pletely inadequate to do the job which has to be done in the time 
which the Congress indicated they want this program to be com- 
pleted in. The increased costs of the Interstate System as reflected in 
the presentations before the Senate committee earlier this month, 
show very definitely that there are going to be inadequate funds in 
the highway trust fund to accomplish that which the Congress indi- 
cated is their intent. 

It also shows, Mr. Congressman, that title I of this bill is going to 
have to be restudied, because even though title II furnished sufficient 
funds to meet the authorizations that appear in title I, we would still 
be somewhere around $10 billion or $12 billion short of the funds 
needed to finish the Interstate System at the proper time. 

I believe in direct reply to your question that we should be certain 
that we are doing as much to hold our own with these primary, sec- 
ondary, and urban roads, and then attack that major problem, which 
I am certain is going to have to be attacked, namely, where are the 
moneys coming from to permit the Interstate System to be built at the 
rate the Congress wants it built. 

Mr. Batpwin. Thank you. 

Mr. Fatton. Mr. Stauffer. 

Mr. Sraurrer. I have no questions. 

Mr. Fauuon. Mr. Byrne. 

Mr. Byrne. No questions, Mr. Chairman. 

Mr. Scuerer. May I ask one question ? 

Mr. Fatxion. Mr. Scherer. 

Mr. Scuerer. Where is the greater need today, General? On the 
ABC system or on the Interstate System, in order to relieve the traffic 
bottlenecks ? 

General Prentiss. I think that it is impossible to say there is a 
greater need in one place than another, for this reason : When we build 
the Interstate System we are going to take a tremendous load off of the 
primary and secondary systems and we are going to put on, as I said 
in my statement, 1.2 percent of the roads of America—we are going to 
put on to them 20 percent of the total vhicle mileage. If that can be 
done we are helping the primary, secondary, and urban roads. 

The whole thing has to fit together like a jigsaw puzzle. Wecan put 
that traffic on these roads only if we have built our primary, secondary, 
and urban roads up to do their job at the same time. 
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Mr. Scuerer. Does not what you just said completely indicate 
that the primary need and the priority need is for the building and 
developing of the Interstate System ? 

General Prentiss. It would, Mr. Congressman, except that these 
systems, even though they are built, will not get that traffic unless you 
have the feeder roads and interconnecting roads which are to be built 
simultaneously as part of the Interstate System. 

Mr. Scuerer. All right. 

Mr. Fation. Are you through, Mr. Scherer? 

If you did not have the veins, you would not need the arteries. 

Mr. Scuerer. We have plenty of veins. What we have now is a 
congestion of the Interstate System. 

Mr. Faxon. Are there any other questions of General Prentiss? 

(No response.) 

Mr. Fatxon. If not, thank you very much, General, on behalf of the 
committee. 

General Prentiss. I appreciate the opportunity. 

Mr. Fatwon. Our next witness this morning is Mr. Miller. 

Gentlemen of the committee, Mr. Miller represents the Associated 
General Contractors of America. Mr. Miller, would you give the re- 
porter your full name and whom you represent ? 


STATEMENT OF M. CLARE MILLER, PRESIDENT, SAN ORE CON- 
STRUCTION CO., McPHERSON, KANS., REPRESENTING THE ASSO- 
CIATED GENERAL CONTRACTORS OF AMERICA, INC. 


Mr. Mitier. Thank you, sir. I have a short prepared statement. 
With your kind indulgence, I would like to read it. 

Mr. name is M. Clare Miller. I am president of the San Ore Con- 
struction Co., McPherson, Kans. My firm is engaged in highway con- 
struction, including in large part construction on the systems pres- 
ently being considered by this committee—primary, secondary, and 
urban extensions. 

I am past chairman of the highway contractors’ division of the 
Associated General Contractors of America, and currently cochairman 
of our joint cooperative committee with the American Association of 
State Highway Officials. I appear before you as a representative of 
more than 7,000 of the Nation’s leading general contractors. 

More than half of these firms are engaged in some aspect of highway 
construction throughout the United States, and many others perform 
work related to the highway field. 

Our association recognizes the need for continuing orderly author- 
izations for the so-called ABC systems, and for the modest increase 
in those authorizations as proposed by H. R. 9821, the Federal High- 
way Act of 1958. We wish to commend Representative Fallon for 
his keen interest and undertanding of the Nation’s highway needs, and 
for his farsightedness in drafting this measure, which provides, in 
our opinion, for a realistic program necessary to maintain the ade- 
quacy of our Federal-aid highway systems. 

In the preparation of this testimony, the highway contractors’ divi- 
sion of the Associated General Contractors conducted a survey of our 
chapters and branches throughout the country, requesting informa- 
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tion on local conditions which we felt would be of interest to this 
committee. 


Based on the reports received, we wish to submit the following: 
1. CONTRACTORS’ CAPACITY 


The highway construction industry has the capacity to carry out 
promptly, efficiently, and economically the program under considera- 
tion by this committee. Replies received on this point were unani- 
mous. 

In no area of the Nation is any delay of any type on highway con- 
struction caused by the contracting industry. Asam atter of record, 
our survey revealed that, on a nationwide basis, highway contractors 
are equipped to handle at least twice their current volume of work. 
That capacity can, if necessary, be greatly expanded. 


2. AVAILABILITY OF MATERIALS AND EQUIPMENT 


Aside from a few spot shortages of structural steel, materials and 
equipment required for highway construction are readily available. 
Cement is no longer a problem, and the equipment supply is adequate. 

Virtually all State highway departments are either specifying the 
use of prestressed concrete or allowing it to be bid as an alternate wher- 
ever possible to alleviate any possible delay due to shortages of steel 
for construction of bridges and other structures incident to highway 
construction. 


3. CONTRACTORS’ BID PRICES 


The very keen competition among highway contractors during the 
ast year has kept bid prices for construction work at a most econom- 

ical level. The financial benefits derived from this competition un- 
der the contract method of construction will certainly permit many 
more miles of highways to be constructed from funds available. 

We are pleased to be able to say that highway construction, today, is 
probably the best buy the public receives for its tax money. Coopera- 
tion between highway officials and our association, together with the 
very vigorous efforts of the Bureau of Public Roads i in demanding 
open competitive bidding in all States, have been highly instrumental 
in providing contracting conditions under which public funds can be 
utilized so economically. 

Figures released last week by Bertram D. Tallamy, Federal High- 
way Administrator, show the index of average bid prices for construc- 
tion on Federal-aid highway systems increased only four-tenths of 1 
percent for the fourth quarter of 1957 as compared to the previous 
quarter. This almost negligible increase in view of the continuing 
and much greater rises in cost of the major construction components— 
materials, equipment, and labor—give a most favorable indication of 
the efficiency and ability of the highw ay contractor to do the job. The 
same index of bid prices gives a 1.9 percent increase in composite mile 
cost from the last quarter to the same period a year ago. 

Compared to the some 4.5 percent increase in labor wage rates (ex- 
cluding fringe benefits and the effects of certain restrictive practices 
of some unions) the nearly 8 percent increase in cost of construction 
machinery, and about a 6 percent rise in the cost of steel and cement 
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over the same period of time, the 1.9 percent construction cost rise is 
considered remarkable, and again a forceful example of the ability of 
the construction industry to meet the challenge of the great public 
works program which this committee is now studying. 

In view of the 1.9 percent construction cost increase, together with 
the rise in price of real estate for right-of-way and other costs in sup- 
port of construction work, it again seems only reasonable to require 
a modest $25 million increase in Federal-aid funds in order to continue 
at least as much improvement in primary and secondary road systems 
as is currently being undertaken. The $25 million increase in authori- 
zation for both fiscal years 1960 and 1961 would seem to be adequate 
under present competitive conditions. In many regions of the country 
advertised projects have recently received from 15 to 20 bids, giving 
a strong indication of the economical trend within the contracting in- 
dustry. This trend should be helpful in reducing the influence of an- 
nounced future prices rises for steel and other construction materials 


in the years ahead. 
4, APPORTIONMENT OF FUNDS FOR ABC SYSTEMS 


We would like to bring to the attention of this committee the matter 
of scheduling of apportionments to the States by the Bureau of Public 
Roads. For the past several years, Federal-aid highway funds have 
been apportioned on about the ist of August, permitting award of 
many construction contracts for the ABC systems at an early date. 
According to present planning by the Bureau of Public Roads, the 
next apportionment, that for fiscal year 1960, will be made about next 
January. The 5 months’ delay in apportionment, together with the 
winter season shutdown of construction in many States, will have the 
effect of deferring a very sizable amount of highway improvements. 

A recent statement by Bertram D. Tallamy, Federal Highway Ad- 
ministrator, before the Senate Subcommittee on Public Roads, sub- 
stantiates this situation as follows: 


After the 1959 fiscal year funds have been fully obligated in any State, it will 
be necessary to defer approval for advertising additional projects in that State 
until 1960 fiscal year funds are apportioned, except for advance construction 
of interstate projects financed by State funds as provided in section 108 (h) of 
the 1956 act. The date of apportionment of 1960 funds and the amount of 
interstate funds that can be apportioned for the fiscal year 1960 will be con- 
trolled by the estimate of revenues accruing to the highway trust fund as pro- 
vided by section 209 (g) of the 1956 act. 

In view of the financial shortages now reflected by the new cost esti- 
mate for completing construction of the Interstate System, it does 
not, under these circumstances, seem appropriate to defer construc- 
tion on the primary and secondary systems for the apparent purpose 
of making all apportionments on the same date. While we certainly 
feel that construction of the Interstate System should proceed on 
schedule, it does seem advisable at this time to separate the system of 
apportionments to allow continued orderly construction of the ABC 
systems. We hope that the House Public Works Committee will give 
this matter serious consideration. 

With the committee’s consent, we would like to make several gen- 
eral observations pertinent to the expanded program being studied by 


the committee: 
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(2) We agree with the bill introduced by Representative Fallon 
which would restrict the use of the moneys in the highway trust fund 
for administrative expenses to the Bureau of Public Roads. 

(9) We support the bills introduced in both the House and Senate, 
including the one introduced by Mr. Schwengel, of this committee, to 
amend section 13 of the Federal Highway Act to permit reimburse- 
ment to States by the Bureau of Public Roads for materials delivered 
to the job site. This will serve to reduce the contractors’ credit re- 
quirements and will result in lower bid prices in many instances. It 
will also help to reduce the funding problems of many State highway 
departments. When the committee conducts hearings on this bill we 
will appreciate the opportunity of submitting tangible evidence of 
these facts. 

(e) We reaffirm our strong belief that the program should be carried 
out under the contract method which safeguards the expenditure of 
public funds, with contracts awarded to the lowest responsible bidder 
after public advertisement. 

(d) We repeat our long-standing opposition to any diversion of 
highway funds. 

CONCLUSION 


In conclusion, I wish to give you again, on behalf of the highway 
contracting industry, assurance that the industry can carry out the 
proposed program promptly, economically, and with constantly in- 
creasing efficiency. 

Continued improvements in the industry’s operations and the con- 
tinued keen competition between contractors and powerful forces 
which serve to make the public’s investment in highway construction 
increasingly more valuable. 

That, Mr. Chairman and gentlemen, concludes our presentation. 

Mr. Fatxion. Mr. Miller, on behalf of the committee I want to thank 
you for a very fine statement. 

Mr. Dempsey ? 

Mr. Dempsey. No questions, Mr. Chairman, but I think it is a very 
splendid statement and I am happy that he has called attention to the 
fact that the 1960 funds will set your construction back nearly a year if 
they are not allocated as they have been in the past few years. 

Mr. Gerorce. Is it not possible when we write the new bill that we 
can say that the moneys shall be apportioned at a certain time? Do 
we not have control over those authorizations ? 

Mr. Faution. We do. I think the Congress can control the time 
when the money should be apportioned. 

Mr. Georce. There are a lot of States which can operate through 
the winter months on certain type of construction if their money is 
available, and if instead of getting it July 1 they have to wait until 
January, they lose that entire construction period. That means they 
have to lay off their crews and disassemble their force and gather their 
machinery and return it to their home base, and they have these moving 
costs involved. 

It occurs to me it would be a shortshighted policy for the members 
of this committee to allow that condition to prevail. We can take it up, 
though, when we write the bill. 

Mr. Becker. It would seen to me on the same question, Mr. Chair- 
man, the allocation of funds at the present time must have something 
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to do with the income and revenue of the Government, and with the 
other expenditures which are involved, because the money we are talk- 
ing about, the ABC money, has to do with the funds coming out of our 
general revenue and not with the funds coming out of the money allo- 
cated to the trust fund. 

Mr. Fation. No. All agency money comes out of the trust fund. 

Mr. Becker. All agency money ? thought we said yesterday it 
was not. Oh, that was forest highways. But still the apportion- 
ments will have to do with the incoming money at given times in the 
year. : 

One point I would like to make is, everybody is talking about this 
and I know my good friend, Governor Dempsey, said that the high- 
way program may be delayed as much as 1 year if we do not have 
this. It seems to me with the demands that are being made on 
spending by the Government in various other fields which are vi- 
tally essential at this time, that we should take those things into 
consideration. 

As I drive throughout the country I note that we do need roads, 
and I certainly have been backing up this program from the begin- 
ning, along with the rest of the committee, but I think there are times 
when we have to slow down some spending somewhere if we have to 
do considerable spending in other directions which are more vital and 
essential at a given time. 

I am getting very much concerned as to the total amount of money 
we are spending in this country and how much our people are going to 
be able to absorb. 

I am perfectly willing, I frankly say here, that if we have to cut 
down $25 million a year for a couple of years, then I am Ton 
satisfied to do it, even though our road program generally overall 
is delayed for 1 year; but I do think somewhere weliovs to give just 
a little—just a little—to prevent our spending from going out of 
control and getting to the point where we may have to increase taxes 
on the people, which I think they can so ill afford, because we know 
that we come to a point in our economy where taxes can destroy it 
rather than help it. 

I think we are all aware of the fact that the people can spend their 
own money in their own pockets at any time better than the Govern- 
ment can spend it. 

I want to make it perfectly clear on the record now 

Mr. Demrsry. Will the gentleman yield ? 

Mr. Broker. Yes. 

Mr. Dempsey. The ABC funds have priority over the Interstate 
System funds. First they get their allocation and then the money 
that is left over goes to the Interstate System. I am quite familiar 
with the situation of the contractors. They have bought many mil- 
lions of dollars’ worth of new equipment which is paid for on a time 
basis. If the ABC money is held up for the time it is indicated it 
will be, then there is going to be quite a difference in the situation 
among the contractors. 

Mr. Becker. I agree with the gentleman. 

Mr. Dempsey. But this has nothing to do with the expenditures 
you are talking about. 

Mr. Becker. But it has to do with the overall spending. 

Mr. Demesey. No. 
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Mr. Becker. It has to do with the overall spending of the income 
of the Government under the present situation. I have read and the 
gentleman here has explained that according to his figures the in- 
creases in the cost estimates have not been so ‘great. Is that correct ¢ 

Mr. Mituer. That is correct. 

Mr. Brecker. Yet I have read in hearings before the Senate and 
statements which were made by the Bureau of Public Roads that our 
overall picture on the Interstate System is that it is not going to be 
finished in 13 years, but it may be 17 years, because the cost estimates 
made way back in 1954 have so vastly increased since that time. 
Therefore our money is going to have to be spread over more years, 
and also we will have to get more money. That is why I say now we 
should not push ahead so fast in using money which may be more 
vitally needed someplace else, because if we do we may get to the point 
where we have to increase taxes in order to carry out this program, 
when we can finish it at a later time. 

Mr. Fatron. The money that is in the trust fund has no bearing on 
the general taxes. If the money is there and is not used, the money is 
not being invested in something which I think is the greatest thing we 
can invest our money in, namely, improving our road system. "The 
money is there lying idle and becoming stagnant. W hy cannot the 
money be advanced or kept at the point “where there is a stable distri- 
bution just like there is now? It has no effect on the general tax levy 
which might be necessary, as you say. It may be necessary at some 
time if you look to new revenue to complete the system, but it has no 
bearing on the ABC system, because that money comes out first and 
what is left over goes to the Interstate System. 

Mr. Becker. That is quite true, but somewhere along the line we 
have been informed on this point. I am sorry I have not been able to 
sit in at the complete hearings here. I was indignant about this 

yesterday because of the cutting off of the New York State funds and 
cutting down of the mileage in New York State, which may be af- 
fected. Either the funds are not ready for apportionment or they are 
not in the trust fund to the extent needed for these allocations to be 
made at a given time. Iam looking into it right now and the members 
of the New York delegation are, and we are having a meeting with 
the Bureau of Public Roads to get the answer to it. 

If the money is lying there, Mr. C hairman, and if it is there then I 
can see no reason w hy an apportionment should not be made at an 
early date to give the contractors a chance to bid. 

Mr. Fation. I do not doubt that there will be a shortage, but it will 
not be a shortage in the first 900 million or 925 million. 

Mr. Scuerer. The shortage will be in the Interstate System. That 
will suffer. 

Mr. Fation. We are talking only about the ABC funds now. 

Mr. Becker. I understand. It all comes out of the trust fund 
except for the forest roads and highways. 

Mr. Fatxion. Do you have any other questions, Mr. Scherer ? 

Mr. Scuerer. Not of this witness. However, when he is finished I 
would like to ask General Prentiss 1 or 2 more questions. 

Mr. Fauion. Mr. Schwengel. 

Mr. Scuwence.. Yes, I have an observation to make. 

I want to say I appreciate this very fine statement and I want sort 
of to underscore and call attention of the members of the committee to 
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your statement that in spite of the fact that there has been a 4.5 percent 
increase in labor rates, excluding fringe benefits, and a 6 percent rise 
in the cost of steel, your rise has been only 1.9 percent. 

Mr. Mriter. That is true. 

Mr. Scuweneeu. I think that is commendable and I think that is 
something that we need to remind ourselves of, that this is happening 
in an atmosphere of free enterprise. I have a feeling that there is 
really more free enterprise in the contracting area than almost any 
other area of our economic life. 

Mr. Miuier. You are so right. 

Mr. Scuerer. There isa greater risk, I daresay. 

Mr. Scuwence.. A greater risk, but in spite of that they are still 
willing to make sacrifices and work and find shortcuts and ways to 
continue the program without causing inflationary tendencies. 

Mr. Mituer. I would like to say a part of that saving is a reflection 
of the terrific job the various State highway departments are doing 
in planning this work. Our industry has been amazed at the terriffic 
job they have done in such a short time, and that is reflected in our 
bids quite materially. 

Mr. Scuwencex. It has been an especially interesting study of 
mine for several years, ever since I have been here, and it is for this 
reason I introduced legislation to make it possible to offer even lower 
bids with the introduction of my bill, H. R. 10332. 

Mr. Miter. There cannot be the slightest doubt but what that 
will decrease costs, because financing has become a problem as the size 
of the projects grows. 

Mr. Scuwence.. Contractors in my State indicate that could be 
between 2 and 5 percent. Is that right ? 

Mr. Mituer. Yes. Two percent very readily, and in carryover jobs 
it could run as much as 5 percent. 

Mr. Fation. Mr. Stauffer. 

Mr. Sraurrer. No questions. 

Mr. Fation. Mr. Byrne. 

Mr. Byrne. No questions. 

Mr. Fatton. Thank you again, Mr. Miller. 

Our next witness will be Mr. Richards. Mr. Richards represents 
the National Municipal Association. 

Mr. Richards, would you give the reporter your full name and 
position? We all know you are commissioner of public works of 
Detroit, Mich. 


STATEMENT OF GLENN C. RICHARDS, COMMISSIONER OF PUBLIC 
WORKS, CITY OF DETROIT, MICH., CHAIRMAN, COMMITTEE ON 
HIGHWAYS, AMERICAN MUNICIPAL ASSOCIATION 


Mr. Ricuarps. Thank you, Mr. Chairman and members of the 
committee. 

Mr. Chairman and members of the House Committee on Public 
Works, I am Glenn Richards, commissioner of public works, city of 
Detroit, Mich. I am appearing today as I have before this commit- 
tee and other congressional committees for the past 14 years on be- 
half of the American Municipal Association, as chairman of its com- 
mittee on highways. 
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I miss our good friend, Congressman Dondero, but I see he is 
honored by having his picture behind us there. For many years as our 
chief Representative from Michigan, he has been a great proponent of 
highways for the Nation, and we miss him. I saw hima male of days 
ago, and he still has his heart in highways. He attended one of our 
very important highway meetings in Detroit, where we honored him 
for the work he had done in the past. 

I also miss Congressman Machrowicz, who is not on the committee 
any more. I am sorry that Michigan does not have representation an 
longer on this Roads Committee, but I am sure you gentlemen can well 
represent us along with the rest of the country. 

I understand, Congressmen, that we are limiting our discusison at 
this time to the ABC roads. I might state the ABC roads are just as 
important, and probably more important, to cities than the Interstate 
System. We in cities, of course, under the present bill, do participate 
in our network by Federal aid on the urban, secondary, or primary. 
Quite often we have not gotten too much of these funds, but we are 
eligible for them. So we certainly think that the feeder roads and 
connecting roads to the Interstate System are just as important to 
cities as the Interstate Sysem, and much more important to many of 
our cities, because there are thousands of cities which are not on the 
Interstate System, and the only help they get in solving their traffic 
problem are the ABC funds. 

The American Municipal Association is the national association of 
municipalities in the United States with nearly 13,000 member cities 
throughout the Nation. 

The cities of America have, of course, a tremendous stake in Federal 
highway legislation. Probably no other Federal-aid program can have 
or has had such a pervasive effect on the growth and development of 
the Nation’s urban areas. 

The inadequacies of the existing urban thoroughfares have become 
increasingly apparent as more and more rubber-tired vehicles have in- 
vaded municipal trafficways. 

As the expanding urban population has settled in sprawling subur- 
bia, municipal streets have had to absorb traffic originating well be- 
yond the limits of the cities themselves. To an increasing extent, 
these traffic problems have ceased to be those of the municipalities 
alone and have more and more become metropolitan problems, and 
problems of interurbia—of large urgan regions which more often than 
not transcend the boundaries of the States themselves. 

Problems of coordinating urban, suburban, semirural, and inter- 
city highway facilities daily become more acute. Increasing popu- 
lation migration into metropolitan areas and the concurrent increase 
in the number of motor vehicles in use in these areas make it manda- 
tory that Federal resources—both technical and financial—reflect the 
growing seriousness and immediacy of the overall transportation 
problem facing these areas—and the Nation. 

As we have already intimated, in our judgment the most formidable 
and immediate of our transportation difficulties exist in and around 
our urban areas. And let me point out here that, in speaking of trans- 
portation, we are speaking of the movement of both people and goods. 
In urban areas the movement of goods is as important or perhaps in 
some instances more important than the movement of people. Our 
city, county, State, and Federal economy depends, to a very great ex- 
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tent, on the efficient movement of goods and people through our 
heavily populated urban areas. ,It is our belief that the Federal Gov- 
ernment and the respective States must devote a larger share of their 
efforts and resources to the solution of urban transportation problems. 

I would like to point out that I do not look at this highway program 
as an aid, or a giveaway program, or whatever we used to call it. It 
is a cooperative program and a recognition by Congress of their re- 
sponsibility in the overall network of streets and highways of this 
country, and the overall importance of highways to our national econ- 
omy. It cannot be compared in any “~~ to the WPA programs, 
where they were make-work programs. These are must programs. 

We recognize that the eventual solution of these pressing matters 
will depend, to a large extent, on action taken by our respective State 
highway departments. We have gone on record on numerous occa- 
sions—both before this committee and through our State municipal 
leagues before the State government—urging greater emphasis toward 
developing solutions of urban highway and transportation problems. 

Because we believe it is important for the Members of the Congress 
to know precisely how the Nation’s municipalities are reacting to 
local, State, and Federal roads ae serene and because we consider 
it pertinent to the matter now before you, I should like to quote 
several sections of our national municipal policy on desirable State 
action in the development of adequate highway systems to serve all 
of our people. 

I would like to call attention to our new national policy adopted at 
our meeting at San Francisco the first of December. I would like to 
read one section of it, because I think it tells you how we go about 
establishing policies by and for cities. 

The national municipal policy is the vehicle through which the 12,530 mu- 
nicipalities affiliated with the American Municipal Association move forward 
together toward the goal of better local government. 

The policy sets forth the aims and purposes of municipalities. It suggests 
broad areas of responsibility for municipal, State, and Federal authorities on 
matters affecting localities. 

Formulation and execution of national municipal policy is a democratic proc- 
ess. Starting in midsummer each year, the membership is polled for policy 
suggestions. New and previously approved statements are then carefully re- 
viewed by officials of member cities, the 47 State leagues of municipalities, spe- 
cial committees, and finally by the resolutions committee. Those which are 
approved by the resolutions committee are submitted for consideration by the 
policymaking body which consists of the voting delegates to the annual Ameri- 
can Municipal Congress. 

Once adopted, the policy becomes the foundation around which municipal 
officials, acting through their State leagues of municipalities and the American 
Municipal Association, build their legislative action programs in city councils, 
State legislatures, and the National Congress. It is being distributed to repre- 
sentatives of all levels of government and others to promote increased under- 
standing and support for these programs which vitally affect the great majority 


of our people. 
. * ” of * * + 


22. HIGHWAYS, ROADS, AND STREETS 


Motor vehicle traffic in and around cities threatens to choke the economic 
life of these areas. The terminals for highway traffic—passenger cars, trucks, 
and buses—are in the cities. The same urban centers are the hubs of State, 
county, and Federal highway systems. Accordingly, traffic density is high in 
urban areas so that now more than half of the vehicle mileage is on urban 
streets. These streets, highways, and expressways within the cities and in- 
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corporated areas cost several times as much per mile as rural roads. Municipal 
street and road problems are critical. We therefore resolve: 


(The document referred to is as follows :) 
THD NATIONAL MUNICIPAL POLICY 1958 
Municipal Association Movement 


The municipal governments of America should represent the public 
interest in matters of State and National policy affecting the lives of 
the citizens. Without intending to arouse a conflict between public and 
private interests it is apparent that private interests make their im- 
pact in State and National affairs through their associations. It may 
be said that the Congress and the State legislatures represent the public 
interest, but they also represent the private interests as well, since they 
were selected by the private citizens and not by some other public 
body. Therefore State associations and a national organization of 
municipal governments may appropriately represent the public in- 
terest at the State and National levels in matters which are generally 
the local responsibility of municipal officials. (1956.) 


American Municipal Association, Washington and Chicago 
NATIONAL MUNICIPAL PoLicy OF THE AMERICAN MUNICIPAL ASSOCIATION 


The national municipal policy is the vehicle through which the 12,530 munici- 
palities affiliated with the American Municipal Association move forward 
together toward the goal of better local government. 

The policy sets forth the aims and purposes of municipalities. It suggests 
broad areas of responsibility for municipal, State, and Federal authorities on 
matters affecting localities. 

Formulation and execution of national municipal policy is a democratic 
process. Starting in midsummer each year, the membership is polled for policy 
suggestions. New and previously approved statements are then carefully re- 
viewed by officials of member cities, the 47 State leagues of municipalities, 
special committees, and finally by the resolutions committee. Those which are 
approved by the resolutions committee are submitted for consideration by the 
policymaking body which consists of the voting delegates to the annual Amer- 
ican Municipal Congress. 

Once adopted, the policy becomes the foundation around which municipal 
officials, acting through their State leagues of municipalities and the American 
Municipal Association, build their legislative action programs in city councils, 
State legislatures, and the National Congress. It is being distributed to repre- 
sentatives of all levels of government and others to promote increased under- 
standing and support for these programs which vitally affect the great majority 
of our people. 

Patrick HEALY, Jr., Executive Director. 


A SuMMARY OF FEDERAL LEGISLATIVE AND PoLicy OBJECTIVES FOR 1958 


(Details will be found in the complete statements following this summary.) 


Census: Institution of a quientennial census of population. 

Adequate funds for the completion of the 1957 census of governments. 

Civil defense: An adequate program with the Federal Government assuming 
75 percent of the administrative costs of recognized civil defense agencies and 
full financial responsibilities for the purchase and maintenance of all equipment 
for civil defense. 

The establishment of a civilian Department of Civil Defense with a Secretary 
of Civil Defense. 

The development of a nationwide system of shelter protection against effects 
of nuclear explosives. 

A broad program for the training of State and local civil defense personnel. 

Depressed urban areas: Federal assistance for those communities which 
suffer persistent unemployment. 

Disaster insurance: A Federal plan for natural disaster insurance. 
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Municipal bonds: Federal authorization of commercial banks to underwrite 
revenue bonds. 

Broaden the market for municipal bonds by permitting investment companies 
to distribute the interest on such bonds without loss of the tax exemption. 

Payment in lieu of taxes: A broad system of payments in lieu of property 
taxes in State and local governments. 

Tax avoidance: Prohibit private contractors doing work for the Federal Gov- 
ernment from being exempt from State and local taxes normally imposed on 
private persons engaged in similar operations. 

Permit States and local governments to subject persons to liability for pay- 
ment of property taxes on property located in Federal areas. 

Tax withholding: Provide for the withholding of municipal taxes at Federal 
installations on the same basis as such taxes are withhelld by private employers. 

Hospital construction: The Hill-Burton Act for hospital construction should 
be extended for an additional 5 years with construction grants being made 
directly to metropolitan areas. 

Public housing: Put greater emphasis on the specialized needs of the large 
family, the senior citizen, the fatherless family, and on the need to integrate pub- 
lic housing into the normal total community. 

FHA programs: A thorough administrative and legislative review of the FHA 
207, 213, 220, and 221 programs. 

Provide for a federally insured debenture to promote the financing of new 
rental housing. 

Intergovernmental relations: A permanent national commission on all phases 
of Federal-State local relations, 

Juvenile delinquency: Establish a National Advisory Committee on Juvenile 
Delinquency, provide grants-in-aid to State and local governments to combat 
juvenile delinquency and to train personnel in the field of juvenile delinquency. 

Libraries: Extend the program of Federal grants to rural library systems to 
cover metropolitan library systems. 

Federal aid to metorpolitan areas: Recognition of the metropolitan areas in 
the earmarking of Federal grant-in-aid funds. 

Radio communications: Appointment of a radio study group similar to the 
1944 Radio Technical Planning Board. 

Social security: Extension of optional social-security coverage to municipal 
police and firemen in all States. 

Surplus Federal property: Sale to State and local governments of Federal 
surplus property at private or negotiated sale. 

Airports: Aid for airorts to be continued on a long-term authorization basis. 

Civil Aeronautics Board: Legislative investigation should be made of the 
apparent inability of the CAB to process route certification with reasonable effi- 
ciency and in a reasonable amount of time. 

Highways: Amend existing legislation so that secondary as well as major 
city streets within the corporate limits of municipalities are eligible for Federal 
aid iu ihe same proportion that Federal aid is available for roads outside of 
the cities. 

To provide that any further increases to the interstate mileage be equitably 
shared with the urban areas on the basis of need. 

To prevent any diversion of highway funds from the relocation of privately 
owned utilities. 

The Bureau of Public Roads is urged to authorize the inclusion of plans and 
specifications for mass transit accommodations in the planning of interstate 
highways. 

Mass transit: Establish a Federal lending agency in the transit field to assist 
transit companies in providing needed capital for improvements. 

Urban renewal: The President is urged to appoint a new Advisory Commit- 
tee on Urban Renewal. 

Increase the Federal share of net project costs from two-thirds to four-fifths. 

Authorize a 10-year urban renewal program with annual authorizations of 
additional capital grant reservations of $500 million a year. 

Provide for a greater share of the program’s resources to redevelopment for 
commercial and industrial purposes. 

Permit acquisition of project land at an earlier stage than is now possible. 

Authorize URA to accept certifications of local public agencies as to local actions 
taken. 

Allow capital improvements to become eligible for prior approval as local non- 
cash grants-in-aid. 
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Provide for the more expeditious processing by FHA of applications under 
section 220. 

Urban policies of the Federal Government: The President and the Congress 
are urged to create a council of urban advisors, a Presidential agency to conduct 
continuing research and make recommendations on urban problems. 

Water resources: Continue and expand the 1956 Water Pollution Control Act. 

Municipal water supply: Direct appropriate Federal agencies to take into 
consideration present and future water needs of all urban areas accessible to 
new dam sites and authorize provision of additional capacity for such projects 
to provide storage facilities for municipal water supply. 

Make it possible for the Federal Government to make grants for flood control 
and interest-free loans for irrigation features of State projects constructed pri- 
marily for development for municipal and industrial water. 


1. CENSUS 


Eeonomical and efficient operation of municipal government depends in part 
on adequate information and State and Federal agencies which collect and 
distribute facts on municipal government should be encouraged to strengthen 
and expand their work. A good statistical agency in each State should gather 
municipal data in a uniform manner mutually agreed upon by representatives 
of the Federal, State, and local governments. The work of Federal agencies 
would be minimized, and more complete and current information would be 
available. It is highly desirable to discuss public matters on the basis of fact, 
but only a minimum amount of comparable information is now available on a 
national scale. Municipal-government policy should be directed toward the 
strengthening of the agencies which can collect and publish desirable municipal 
data (1955, revised 1957). 


Census of population 

1-1. Because of the continuing high rate of population increase and the highly 
mobile nature of our population, we recommend to the Congress that they 
institute a quintennial full census of population (1957). 


Census of State and local governments 


1-2 In view of the value to municipalities and to the Nation at large of the 
information provided by the periodic census of governments and by related cur- 
rent governmental statistics of the Bureau of the Census, we urge that the 
Congress provide adequate funds for completion of the 1957 Census of Govern- 
ments, for the conduct of future similar censuses at 5-year intervals as author- 
ized by law, and for the maintenance of current Bureau of the Census reporting 
on governmental finances and employment (1957). 


2. CENSUS DEFENSE 


Due to recent Soviet scientific achievements which produced sputnik, and the 
probable existence of Russian intercontinental ballistic missiles, as well as in- 
creasing international tensions, the American Municipal Association empha- 
sizes to its members the continuing importance of adequate civil defense prepara- 
tion and the necessity for all levels of government having the capability to func- 
tion in time of great emergency. 

The use of terribly destructive weapons, with the subsequent radioactive fall- 
out which may make thousands of square miles uninhabitable, makes civil de- 
fense a matter of grave importance to our metropolitan areas and to smaller com- 
munities and rural areas as well. 

Such a threat to our national survival calls for early action toward a common- 
sense shelter program, financed by the Federal Government, with priority being 
given to dual-purpose type of shelters and to light shelters for protection against 
radioactive fallout. The administration should submit a shelter construction 
program to Congress which should make the necessary appropriations to initiate 
such a program. 

Equally important, the United States Senate when Congress reconvenes recog- 
nizing the constitutional responsibility of the Federal Government to provide 
for the common defense, should immediately enact H. R. 7576, which was unani- 
mously approved by the House before adjournment. This legislation, which car- 
ries out a number of recommendations of the American Municipal Association, 
would amend the present Federal Civil Defense Act to provide that the Federal 





inder 


gress 
duct 


Act. 
into 
e to 
jects 


trol 
pri- 


FEDERAL-AID HIGHWAY ACT OF 1958 79 


Government should assume greater responsibility for civil defense, including the 
sharing of administrative and personnel costs. 

It further provides that the Federal Government shall share the costs of State 
and local personnel attending FCDA training schools, and procure, distribute, 
and maintain radiological detection instruments for the States and local agencies. 
We feel that many Members of Congress have not been fully and adequately 
aware of the need for civil defense. The Nation is now faced with a civil defense 
emergency that can no longer be ignored. 

We support the comprehensive policy of FCDA which is directed toward in- 
creasing the capabilities of State and local government to function during an 
emergency : 

(1) By the establishment of lines of succession in depth for the executive 
legislative, and judicial branches; 

(2) By the preservation of records necessary to the continued operation 
of government ; 

(3) By the obtaining and equipping of alternate locations from which 
emergency government operations can be conducted; and 

(4) By the full utilization of all personnel, facilities, and equipment in 
a properly trained and coordinated program. 

We ask that continuing attention be given to all other aspects of civil defense 
as they affect our national preparedness, including among others the broad train- 
ing program of FCDA staff college, assistance to all elements of local training 
programs, and the public-information program. 

We feel that the States, municipalities, and localities should make a concerted 
effort to reappraise, review, and strengthen their facilities, programs, and poli- 
cies for the efficient administration of civil defense. We therefore resolve— 

2-1. There should be a continuing heavy emphasize on the education of people 
on the effect of nuclear weapons so that they can make advance personal deci- 
sions for their own safety consistent with official plans, since the entire Nation 
is highly vulnerable (1954, revised 1957). 

2-2. Since the threat of nuclear attack is so enormous, all Members of Con- 
gress ought to continue thoughtful and well considered action in international 
affairs so that the very existence of American cities is not jeopardized (1954, 
revised 1957). 

2-3. We especially recommend to the Congress again a much more complete 
and adequate financial program of civil defense which recognizes the urgent 
importance of protecting and defending our homeland. To this end we recom- 
mend that the Congress of the United States provide for matching funds under 
the FCDA which will assume 75 percent of the administrative costs of recog- 
nized local civil-defense agencies. We further recommend that the Federal 
Government assume full financial responsibility for the purchase and main- 
tenance of all equipment primarily purchased to further the civil-defense effort. 
We further recommend that local agencies be reimbursed on the above-mentioned 
basis for funds already expended for equipment purchased primarily for civil- 
defense use by local government agencies (1956). 

2-4. Since certain Federal agencies are advocating limited dispersal of indus- 
try over a period of time, State associations affiliated with the American Mu- 
nicipal Association should recommend to their State legislatures a study of the 
effect of Federal dispersal plans as they may affect the financial, economic, 
and political structure of cities within the target area or States themselves 

(1954). 

2-5. We recommend that the Congress of the United States continue laws 
which give to all civil-defense agencies a high priority in the procurement of 
such Federal surplus properties as are necessary to the organization, mainte- 
nance, and operation of an effective civil-defense and disaster program (1954). 

2-6. Educators should be encouraged to include a basic course on the need 
for civil defense and disaster preparedness planning as a part of the course of 
study of all schools with emphasis on the importance of volunteer help in 
civil-defense organizations. 

Civil-defense and disaster preparedness have become a permanent part of our 
American way of life, and acceptance of this point of view at the school level 
will assure the development of a reservoir of informed adults ready to assume 
their responsibilities in local civil-defense and disaster organizations (1954, 
revised 1957). 

2-7. We recognize that there will be difficulty in sustaining a proper level of 
civil-defense preparedness if international tensions lessen. We also recognize 
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that we cannot allow the preparedness to fall below a position which makes the 
Nation vulnerable and unready for sudden emergency. 

Therefore, Federal, State and local governments should stress the use of 
trained cadres of civil-defense workers for civil and natural disasters. The 
concept of civil defense should not neglect the primary concept of aid in civil 
disaster (1954). 

2-8. An effective civil-defense organization depends on the people’s aware- 
ness of its importance to community security, and to State and National security. 
People need facts about the real nature of the national emergency in order to 
be convinced of the necessity of civil defense. Only the Federal Government 
has the facts (1950). 

2-9. Cities need a defense manpower policy with the same consideration given 
to their manpower requirements as is given to the requirements of the military 
and to industrial production (1950). 

2-10. The Federal Government should be free to deal directly with critical 
target cities and areas whenever circumstances make it necessary. It should 
not be bound by law or policy to deal only with a State government regardless 
of competence or adequacy or organization (1950). 

2-11. Establishment of a Civilian Department of Civil Defense with a civilian 
Secretary of Civil Defense is recommended. This is the best means of coordi- 
nating military and civilian defense and security at the Federal level. Cities 
and State leagues of municipalities are urged to take prompt action to initiate 
effective and adequate State civil defense organizations where this has not 
already been done (1956). 

2-12. The American Municipal Association respectfully requests and urges the 
President of the United States and the Secretary of Defense to adopt and en- 
force policies relating to the “military and manpower” recruitment of municipal 
personnel which will preserve the capacity of municipal government to protect 
its citizens and to discharge its national obligations for civil defense in case 
of national emergency (1956). 

2-13. The Federal Government should establish a system of issuing priorities 
for critical items in times of national emergency. A single agency should deter- 
mine these priorities and the essential needs of municipalities should be given 
a preference at least equal to that afforded private industry (1956). 


Joint responsibilities of Federal, State, and local government 


2-14. Federal, State, county, and city civil-defense organizations, especially 
by training and education, should bring home to units of government located in 
the support areas the full realization of the immensity of the problems that will 
befall them following dispersal or evacuation of a major target area (1954). 

2-15. States must assume an even greater responsibility in coordinating and 
assisting development of civil-defense plans and programs especially in arrange- 
ments to be made between target and support areas (1954). 

2-16. Cities, counties, and other local governmental agencies should fully 
cooperate in making such programs effective and in providing such aid as may 
be required within the limits of their resources (1954). 

2-17. All levels of government especially municipalities should review their 
present legislation regarding civil-defense and disaster preparedness in the light 
of present-day requirements. Action should then be taken to make necessary 
enactments, amendments, revisions, or deletions of municipal ordinances. Exist- 
ing State legislation should be reviewed by affiliates of the American Municipal 
Association and necessary legislative action sponsored to bring civil defense 
and disaster preparedness laws up to date (1954). 

2-18. Federal and State programs for the expending of highway funds in 
target areas should be increased to allow for rapid voluntary dispersal of 
people if the community desires it. We feel that this program will allow people 
to live in or near a target city and still have a means of protection. This tre- 
mendous investment made in our cities need, therefore, not be abandoned nor 
would it be necessary to invest additional large sums in new facilities (1954). 

2-19. State and Federal policies allowing for grants-in-aid for slum clearance 
and urban redevelopment should be kept consistent with civil-defense require- 
ments for reduction of the richness of target areas (1954). 

2-20. We recommend that the Federal Government through the FCDA de- 
velop a nationwide system of shelter protection against blast, heat, and radiation 
effects of nuclear explosives. We further recommend that the Federal Govern- 
ment raise sufficient funds to finance the construction of shelters in cooperation 
with State and local governments, including school and other special districts. 
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We recommend also that the shelter program give proper consideration to the 
multiple public use so as to make them as self-liquidating as possible (1956, 
revised 1957). 

2-21. All levels of government should review the fiscal problems involved not 
only in the preparation of defense but involved in operating an economy after 
a major attack. This means that not only will there have to be an appropria- 
tion of funds for target and support areas, but it also means that a financial 
policy must be evolved in case the major production and financial centers are 
destroyed (1954). 

2-22. Federal and State governments should give particular attention to the 
planning for and the providing of all possible financial and all other necessary 
assistance to support areas, without which they will be unable to meet the 
burdens placed on them (1954). 

We recommend that the Federal Government through FCDA maintain a broad 
and comprehensive program for the training of State and local civil defense 
personnel in all the various fields of civil defense activity (1957). 


Responsibilities of local governments 

2-23. Target cities should study methods of providing alternate water and 
power supplies for their own benefit (1954). 

2-24. Cities must study the problem of zoning and construction codes to re- 
duce their own vulnerability, particularly to fire and blast hazard (1954). 

2-25. Civil defense and disaster preparedness should be a part of every 
municipal employee’s training and civil defense and disaster assignments should 
be made so that the employees are better equipped to carry out their responsi- 
bilities (1954, revised 1957). 

2-26. Target cities where dispersal is considered possible should develop and 
maintain close liaison with suburban and rural governmental units for mutual 
aid and cooperative surveys and agreements on welfare, medical, and evacuation 
problems (1954). 

2-27. We recommend continuation of survival plan studies for cities and re- 
quest that they be made more definite in objectives and accomplishments (1956). 

2-28. We recommend that the Secretary of Defense in consultation with the 
Federal Civil Defense Administration establish and implement an effective pro- 
gram of training Active and Reserve military personnel in civil defense duties 
as a defined part of regular military training and all military personnel should 
be given a civil defense assignment compatible with their military assignment 
and mission (1956). 

2-29. The Federal Government and Federal Civil Defense Administrator 
should have special authority to coordinate and assure the preparation of the 
civil defense plans of metropolitan areas that reach across many local govern- 
ment boundaries and State boundaries (1956, revised 1957). 


3. DEPRESSED URBAN AREAS 


8-1. Congress should assist those communities which suffer persistent unem- 
ployment due to underdevelopment or decline to achieve economic health. Such 
communities should include the city even if the labor market area in which it is 
located is not depressed. The older core city has special problems with its 
obsolescent industrial facilities. 

To be successful, however, Federal aid must cope with basic problems and not 
confine itself to a stepped-up letting of defense contracts in the depressed com- 
munity. AMA recognizes that such Federal aid without initiative and active 
participation by the municipality will not bring about the desired revitalization. 

Specifically, AMA recommends: 

1. Supplementary unemployment benefits, especially for workers taking vo- 
eational training courses. 

2. Loans for construction or rehabilitation of industrial plants. 

3. Assistance for public works plans. 

4. Special tax amortization benefits for new defense facilities. 

5. Placing Government contracts as far as practicable in surplus labor areas. 

The distressed areas bill sponsored by Senator Douglas in the 84th Congress, 
which failed of passage, makes a good start in achieving these objectives (1956). 


4. DISASTER INSURANCE 


4-1. The American Municipal Association calls upon the administration and the 
Congress to develop a plan for natural disaster insurance which will adequately 
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protect our cities and which will allow for the maximum participation of private 
business (1955). 


5. FINANCING MUNICIPALITIES 


The municipal governments are entitled to sufficient revenue to finance the 
activities required of them by custom or law. The revenues they need will be 
determined by the responsibilities they assume. In general the public interest 
will be served best when the public officials who are responsible for an activity 
are also responsible for raising the revenue. Sources of revenue should be allo- 
cated in such a way that unreasonable duplication is eliminated. Real-estate 
taxes should be used solely by local governments. Each property should be 
assessed by only one governmental unit. Even though some types of property 
can be best assessed and taxed by the State, still the revenue in such cases should 
be returned to the local governments as unearmarked, shared taxes. We, there- 
fore, resolve : 

5-1. Where the local citizens demand a local service they must expect to pay 
for it. When a State imposes duties or standards of performance on a local 
government, the State should be responsible for providing the money necessary 
to carry out its mandates. Where social services require expenditures that 
cannot be financed appropriately from local revenues, then the State (or in some 
cases the Federal) government must furnish the funds for equalization (1948). 

5-2. Within the reasonable limits of their economic ability, and considering 
the funds withdrawn by State and Federal taxation, the municipalities should be 
permitted to raise as large a portion of their revenues as they can from locally 
imposed taxes (1948). 

5-3. The States cannot appropriately say that municipalities can solve their 
revenue problems alone if given the right to use a greater number of local revenue 
sources. Such a theory is not sound because the State may take for its own 
use some easily collected highly productive sources such as sales, income, and 
gasoline taxes, while requiring local governments to finance from inadequate 
sources the cost of city streets, traffic control, education, social services, and 
many others. But the municipalities should be permitted to adopt a larger 
number of taxes for local use. Unless the State provides adequate revenue by 
other measures, municipalities which can administer them should be authorized 
to use as local taxes the payroll-income tax, local sales taxes, license taxes based 
on volume of business, cigarette and tobacco taxes, amusement or admission 
taxes, hotel taxes, liquor taxes, utility taxes, and various service charges (1948). 

5—4. Simplicity and directness of the entire local, State, and Federal tax sys- 
tem should be considered when new local taxes are imposed. If a single new 
tax can equitably provide additional needed funds, it would be preferable to use 
one tax instead of many. A logical and orderly tax system will not evolve without 
some leadership and direction. As far as the cities are concerned, the State-local 
tax system should be carefully planned by joint State and local action. Other- 
wise confusion for the taxpayers and municipal officials is bound to follow the 
search for new revenues (1948). 


Municipal bonds 


Federal tar immunity.—It is the sense of American Municipal Association that 
the constitutional immunity of the States and municipalities and their agencies 
from Federal taxation is necessary to the preservation of the Federal form of 
dual sovereignty in American Government upon which depends the integrity of 
local self-government in the United States and with it the firmest assurance of 
democracy and the preservation of human liberties. 

5-5. Local self-government cannot survive if the Federal Government re- 
ceives the power to determine local policy by penalizing certain local activities 
by Federal taxation while rewarding others by exemptions. The constitutional 
immunity of State and local activities from Federal taxation must therefore 
continue intact without exception. Therefore, we call upon the Congress to 
retain the statutory exemption of all State and local obligations and activities 
(1955). 

Model law.—5-6. The American Municipal Association urges State legisla- 
tures to adopt the model law providing a validation procedure for municipal 
bonds. This would minimize the filing of “nuisance suits.” These suits have 
delayed the financing and construction of needed municipal facilities because of 
prolonged litigation. The model law would require that all suits relating to the 
validity of an issue of municipal bonds be determined in a single validating 
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proceeding, while protecting the right to challenge the validity of an issue of 
municipal bonds in that proceeding (1956). 

Underwriting.—5-7. Cities are turning increasingly to revenue bonds to 
finance necessary public works. It is estimated that revenue borrowing now 
approaches one-half of total municipal financing. Interest charges which cities 
must pay for revenue financing is determined in large measure by the competi- 
tion between financial institutions for these issues. Commercial banks may 
deal in general obligation bonds but are prohibited by law from underwriting 
revenue bonds. This restriction in competition has the effect of increasing in- 
terest costs and as a result, the cost of many municipal public works is unneces- 
sarily increased. The American Municipal Association calls upon the Congress 
to amend section 5136 of the Revised Statutes of the United States to authorize 
commercial banks to underwrite revenue types of Government securities and 
allow commercial banks to compete freely with other financial institutions for 
these issues (1955). 

Market.—5-8. The American Municipal Association urges the Congress to 
enact legislation which will broaden the market for municipal bonds by per- 
mitting regulated and unregulated investment companies to distribute the in- 
terest on such bonds to their shareholders without loss of the tax exemption 
(1957). 

Municipal credit—5-9. Municipal credit can be protected by a national pro- 
gram to (1) improve municipal financial reports, (2) promote full disclosure 
of all pertinent facts affecting municipal credit, (3) encourage better planning 
of bond issues to correspond more closely with investors’ wishes, (4) require 
that all bonds contain on their face all pertinent facts with respect to redemp- 
tion or call, (5) minimize the constant unfavorable publicity about municipal 
matters (1949). 


Taxation 

Federal admissions and amustments taves.—5-10. The admissions and amuse- 
ment tax now levied by the Federal Government has every characteristic of a 
good local tax and should be made available to all municipalities which wish 
to use it. To accomplish this, the Federal Government should withdraw from 
the Federal admissions tax or institute a credit device similar to that employed 
with respect to the inheritance tax (1950). 

Payments in lieu of tawes—The American Municipal Association and the 
12,530 cities which it represents consistently have urged the Congress to author- 
ize the payment to municipalities by the Federal Government of local property 
taxes or the payment of an annual sum in lieu of taxes on federally owned prop- 
erty. The Commission on Intergovernmental Relations in its report to the 
President noted that the immunity of the National Government from State and 
local taxation requires urgent attention. This immunity reduced the tax base 
of municipalities. The burden falls unevenly, being most severe in areas where 
the value of Federal property is large in proportion to the total property value, 
the Commission reported. 

Congress has from time to time recognized the necessity of obligating the 
Federal Government to pay some State and local taxes or their equivalent. The 
84th Congress passed Public Law 388 which grants temporary relief to about 60 
communities by authorizing Federal agencies to make payments to local authori- 
ties in lieu of property taxes on property transferred since 1946 by the Recon- 
struction Finance Corporation. 

The American Municipal Association commends the Congress for its efforts but 
recognizes that the measure does not meet the needs of our cities. What is 
needed is a greatly expanded and permanent program for payments in lieu of 
taxes. Wetherefore resolve: 

5-11. The impact of Federal acquisition of real and personal property on tax 
rolls of local government places an undue burden on, and seriously threatens 
the continued existence of, many local governments. In addition, tax avoidance 
by the Federal Government and its departments has become a pattern for 
thousands of Federal agents and private contractors, thereby drastically reduc- 
ing nondiscriminatory local sales, license, and excise taxes (1957). 

5-12. The association urges the Congress to adopt the recommendations of the 
Commission on Intergovernmental Relations and “* * * inaugurate a broad sys- 
= . payments in lieu of property taxes to State and local governments” 
(1955). 

5-13. The American Municipal Association urges its more than 12,000 member 
municipalities to take vigorous action in support of in-lieu legislatiton by direct 
contact with their representatives in Congress (1956). 
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5-14. Congress should enact legislation which will prohibit the operations of 
private contractors doing work for the Federal Government from being exempt 
from nondiscriminatory State and local taxes normally imposed on private per- 
sons engaged in substantially similar operations (1956). 

5-15. Until such time as a broad system of payments in lieu of taxes is 
adopted, the association urges that the executive branch of the Federal Govern- 
ment discontinue the inequitable practice of placing in defense contracts a par- 
tial or advance payment clause. Any payment under this clause regardless of 
amount, causes title to personal property used in defense production to pass to 
the Federal Government at the time such payment is made. This practice re- 
sults in exempting such personal property from all local property taxation al- 
though the property is in the possession of and used exclusively by the private 
contractors (1956). 

5-16. The American Municipal Association will continue to vigorously support 
Federal legislation providing a broad program of payments in lieu of taxes and 
legislation completely prohibiting the extension of Federal tax exemption from 
nondiscriminatory local taxes to private contractors and others doing work for 
the Federal Government (1957). 

5-17. The Congress is urged to amend title IV of the United States Code to 
permit States and other duly constituted taxing authorities to subject persons 
to liability for payment of property taxes on property located in Federal areas 
within such State (1957). 

Tax withholding.—5-18. Congress should protect the integrity of local munici- 
pal income taxes in those States where these taxes are levied by authorizing 
Federal agencies to withhold such taxes from Federal employees on the same 
basis as that required of private employers. The legislation should provide for 
withholding at Federal installations within a reasonable distance outside the 
limits of the city in those cases where nonresidents who work in the city are 
subject to the tax (1956). 


6. FIRE INSURANCE RATING 


6-1. The American Municipal Association expresses its disappointment at the 
fact that the revised grading schedule of the National Board of Fire Under- 
writers has been adopted without review by representatives of municipal gov- 
ernment who are responsible to the taxpayers for furnishing fire protection 
Services. Since the revised grading schedule has been adopted without this 
review, the staff of the AMA is instructed to make an analysis of the revised 
schedule to determine the significance of any changes that have been made. 
The staff is further instructed to make a study and report of the different ways 
in which the grading schedule is applied throughout the United States by the 
National Board of Fire Underwriters and related grading agencies. An evalu- 
ation and report is to be made of the pressure brought to bear and influence 
exerted on public expenditures for fire protective services by the application of 
the grading schedule by the National Board of Fire Underwriters and related 
grading agencies. The AMA staff’s study should include a report on such 
other subjects as may be pertinent to the problem, and the study and report 
should be made as soon as possible. President Dwight D. Eisenhower is re- 
spectfully requested by the AMA to appoint a factfinding committee to make a 
thorough study, investigation, and report from the standpoint of public policy 
of the effect of the system of grading public fire protective facilities and of 
insurance rating generally prevailing in the United States. The AMA offers 
and pledges its full cooperation in such study and investigation (1956). 


7. HOME RULE 


The rights of home rule should be extended to all American cities. Within 
the framework of broad constitutional grants and broad statutory grants and 
limitations, the incorporated municipalities should have the right to adopt and 
amend their own charters and to pass all other local laws consistent with their 
powers and not inconsistent with the State constitution and State statutes. 
The basic right of all people in a democratic society is to govern themselves as 
long as they can do so without infringing on the rights of others. The extension 
of home rule would provide a more democratic government in the United States. 
At the same time, greater responsibility would be fixed on those persons most 
directly responsible for the conduct of those affairs in government which most 
directly affect the lives of its citizens. Wetherefore resolve: 

7-1. The people of an incorporated city should have the right to handle their 
own affairs under a constitutional grant of power from the State. Home rule 
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would permit cities to amend their own charters by action of the local electors, 
to choose the activities they wish to perform, and to raise their revenue as 
they see fit. They should be free to choose their own form of government, not 
merely to operate a government given them by the State. They should have 
the right to decide for themselves what services they require, without asking 
State permission for each new undertaking. They should have authority to 
raise revenues from any local sources, without being required to beg for funds 
to pay for the services they need. The municipalities should not be required to 
support State prejects, pay for State services, or carry financial burdens im- 
posed on them by the State (1948). 

7-2. The principle of municipal independence carries with it the obligation of 
cities to face their own problems, to meet ther own responsibilities, to finance 
their own enterprises within the limits of local resources, and consistent with 
practical economic and social factors (1948, 1949, 1950, 1951). 

7-3. Local governments in the United States should be autonomous so far as 
practical and consistent with public welfare. While the Federal Government 
and governments of the several States may invoke their broad powers and 
greater financial resources to make possible some local government services, still 
these powers and finances should be delegated for the purpose of administration 
to the municipal authorities, in a manner consistent with responsible local self- 
government (1948, 1949, 1950, 1951). 

7-4. The American Municipal Association believes in and will work for ef- 
fective governmental and administrative organizaton and practces in municipal- 
ities, seeking to preserve the representative character of municipal government, 
and to assure the people a high standard of municipal service, to the end that the 
greatest public benefit may result from the use of public funds. While no mu- 
nicipality can have complete autonomy, the cities should have the maximum local 
authority consistent with their position as constituent elements in a sovereign 
state (1948, 1949, 1950, 1951). 

7-5. The American Municipal Association maintains that efficient and econom- 
ical municipal government can best be attained if the citizens of cities have both 
the power and the duty to require their chosen representatives to constantly 
seek the best methods of operating municipal activities, without being hamstrung 
either as to organization or financing by arbitrary restrctions in State con- 
stitutions or statutes (1954). 

7-6. The administration of elections, schools, and police must always remain 
within the control of the States and loca! governments. Democratic govern- 
ment cannot easily be overthrown by a highly centralized government as long as 
the elections are local, the educational system under State and local control, 
and the police are primarily under local jurisdiction. Municipal officials pledge 
their efforts to retain control in fact as well as in theory under these three 
mportant activities (1949). 

7-7. The AMA supports the national franchise and local home rule consistent 
with the provisions oft he United States Constitution for the District of Columbia 
(1956). 

8. HOOVER COMMISSION 


8-1. The American Municipal Association recogniezs the importance of the 
reports of the Hoover Commission for the Organization of the Executive Branch 
of the Government and will support those recommendations affecting cities which 
will increase economy and efficiency while preserving an adequate level of all 
necessary Government services. A special committee is authorized to be ap- 
pointed by the President from the membership to review the reports and upon the 
approval of the executive committee to encourage those measures which will best 
promote the cause of sound overall municipal government and to oppose those 
measures contrary to municipal welfare (1955). 


9. HOSPITAL CONSTRUCTION 


9-1. We favor the extension of the Hill-Burton Act for hospital construction 
for an additional 5 years, with an additional provision added for the renovation 
and modernization of existing facilities through a program of long-term, low- 
interest loans. 

We advocate that the formula for the distribution of Hil!-Burton hospital 
grants be modified to take into consideration the fact that city-centered hospitals 
serve a metropolitan area extending far beyond city, and in many cases State, 
boundaries. 
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In order to accomplish the objective of bringing grants into line with the pop- 
ulation area served by hospitals, we favor hospital construction grants be made 
directly to metropolitan areas by the United States Public Health Service (1957). 


10. HOUSING 


Every person should have a decent home. The greatest number of homes 
are in cities and most of the people live in cities. Decent homes tend to make 
good citizens. Good homes are the best basis for an economically sound and 
socially desirable city. The municipal government, in cooperation with other 
governments, controls the conditions upon which homes are constructed. Home 
building can be encouraged or discouraged by municipal government activities. 
Municipal support for decent homes should be an active and not a passive part 
of community activity. Municipal governments, on a national scale, should lead 
a movement to provide good housing for all the people. Municipal governments 
through their organizations should support, in principle, all reasonable efforts to 
provide and improve the housing of urban dwellers. We therefore resolve: 


Public housing 


10-1. The 1950 census revealed that there were 10 million substandard non- 
farm housing units. President Hisenhower’s Advisory Committee on Govern- 
ment Housing Policies and Programs pointed out that local governments with 
their limited taxing powers are not in a position to provide standard housing 
for the low and middle income groups in our population. Private enterprise 
has also failed to provide adequate shelter for these income groups (1954, re- 
vised 1957). 

Public housing was designed to serve a cross section of families having low 
incomes and living in substandard shelter, not through choice, but because they 
could not afford standard housing provided through normal private channels. 
That basic purpose must be continued, although more emphasis is required on 
the specialized needs of the large family, the senior citizens, and the fatherless 
family. Efforts should be made to integrate public housing into the normal, 
total community making use of rehabilitated homes as well as new structures. 
In size and scope it should be adequate not only for these needs but to provide 
relocation housing for families that are being displaced through Urban Renewal 
and Highway Program activities. 

The Public Housing Program should be strengthened with these requirements 
in mind (1957). 

Housing in built-up urban areas 

10-2. American cities desperately need more middle income housing. This is 
supposed to be one of the prime responsibilities of FHA. Yet the amount of 
FHA insured new sale or rental housing in built-up urban areas is insignificant. 
The amount of rehabilitated housing with FHA insurance is negligible. 

Measured by the acid test of housing starts the 220 and 221 programs are 
almost a total failure. 

A thoroughgoing administrative and legislative review of the reasons for this 
failure are urgently needed (1957). 


Federal insurance for rental housing 

10-3. The Congress is urged to enact legislation which will assist in the financ- 
ing of new rental housing by authorizing the development and use of a federally 
insured debenture of a type suitable for purchase by private pension funds, 
college endowments, and other similar sources of investment capital (1957). 


11. INTERGOVERNMENTAL RELATIONS 


The relations between the Federal, State and local governments determine the 
limits on the ability of municipalities to solve their own problems and to serve 
their citizens. Therefore, progress in American municipal governments is de- 
pendent on a proper relationship and understanding between the various gov- 
ernmental levels and units. 

The need for such an understanding is emphasized by looking at the many 
areas in which questions of intergovernmental policy and action arise. These 
include Federal-local relations, State-local relations, Federal-State relations, 
metropolitan area problems, county-city relations, intercity problems, and region- 
al relationships. 
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At least eight major reasons can be found for consideration of the relations 
between governments in the United States. These are: 

1. The competition for revenues. 

2. The overlapping and duplication of services. 

3. The tendency to provide so many independent governmental units in a 
geographic area that it no longer functions as a recognizable governmental unit. 

4. The tremendous effects of State and Federal grants-in-aid on local govern- 
ments. 

5. The impact of State and Federal standards and State and Federal personnel 
on local affairs. 

6. The demand for local services and expenditures growing out of Federal 
programs. 

7. The competition for high-grade personnel between the Federal, State, and 
local governments. 

8. The absence of any overall policy on relations between the levels and units 
of government. 

All these relations and problems are also opportunities—opportunities for 
initiative and constructive public action, serving the general community. 

There is no inherent antagonism between the Federal Government, the States, 
and the municipalities. The business of these levels of government is a joint 
business. In its overall aspects government should be conducted as if it were 
concerned with all of the people and with due regard for its impact on the indi- 
vidual citizen where he lives. We therefore resolve: 

Federal-local relations 

11-1. This organization endorses the guiding philosophy of government of the 
Kestnbaum commission on intergovernmental relations, which states that we 
should : 

“Leave to private initiative all the functions that citizens can perform pri- 
vately; use the level of government closest to the community for all public 
functions it can handle; utilize cooperative intergovernmental arrangements 
where appropriate to attain economical performance and popular approval ; 
reserve national action for residual participation where State and local govern- 
ments are not fully adequate, and for the continuing responsibilities that only 
the National Government can undertake.” 

It is the earnest hope of the American Municipal Association that the Congress 
and the executive branch of the Government will be guided by this same 
philosophy (1955). 

11-2. A permanent national commission on all phases of Federal-State-local 
relations should be created. The commission should be created pursuant to an 
act of Congress. The members should be true representatives of each type of 
government. The commission should have. the type of membership which will 
give it the greatest possible national prestige. In a federal government the 
most difficult questions arise between the types of government. Some clarifica- 
tion of policy is necessary. It can be accomplished best by a National Commis- 
sion on Federal, State, and Local Government Relations. Few activities are 
more urgent or more important as a means of proving that a democratic Federal 
Government can work effectively and harmoniously (1954). 

Federal grant-in-aid programs 

11-3. A committee of State governors and Federal officials is presently carrying 
on a series of discussions to determine whether an increasing number of functions 
now financed by Federal grants-in-aid can be turned back to the States. 

By curious irony, this program is being put forward under the guise of bringing 
Government closer to the grassroots, yet local governments, which are most 
directly concerned with these programs and which certainly constitute the level 
of government which lies closest to the people have been ignored in these 
discussions. 

The argument that this shift of responsibility will serve to curtail Federal 
involyment in local programs and bring governmental action closer to the people 
is completely specious, inasmuch as Federal grant-in-aid programs are not 
administered by the Federal Government but by the State and local governments. 
Rather than stifling, these programs have stimulated local action. 

The transfer of these functions to the State level will almost inevitably mean 
the impairment or abandonment of programs upon which the urban areas 
depend for their very survival. 
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In many cases the metropolitan areas stretch across State lines into two or more 
States. Future State legislatures cannot be bound to continue programs which 
are transferred to their jurisdiction. There will be no uniformity regarding the 
use of Federal revenues released to the States, and no assurance that revenues 
would be applied to programs which have been abandoned by the Federal Gov- 
ernment. In many cases, constitutional obstacles exist. Competition between 
States for industry would cause some States to seek competitive advantage by 
abandoning programs of urban areas to establish tax advantages for industry. 

The increased complexity of urban society makes not only the continuance but 
the expansion of federally aided programs necessary. If only two levels of 
government should be involved in these activities, it would be better to eliminate 
the role of the States, retaining the Federal Government to set overall standards 
and to allocate funds on an equitable basis, and the municipal governments to 
determine local needs and administer the programs. 

The AMA strongly opposes the effort of the Governors and Presidential Ad- 
visers Committee to abandon or weaken Federal grant-in-aid programs affecting 
municipal government and urges that the committee omit this subject from its 
agenda (1957). 


State-local relations 


11-4. The extension of municipal home rule is the greatest need in the field 
of State-local relations. Under the provisions of general State law the munici- 
palities should have the right to prepare and amend their own charters, to decide 
what activities they carry on, to have the form of government they wish, and to 
finance local government in the way they determine locally, As an alternate to 
home-rule charters, cities should have the option of operating under standard 
State acts of broad scope and liberal variety. Basic State legislation relating to 
municipalities should delegate to, and give broad “enabling” authority to, cities 
to exercise wide discretionary powers rather than prescribe detailed procedures 
and impose undue restrictions (1950). 

11-5. Municipalities are entitled to fair and adequate representation in their 
State legislatures. Where constitutional reapportionment is required, it should 
be carried out. Not only do municipalities need more equitable representation 
in the State legislature, but the municipalities themselves need to take action 
to see that the representatives elected from cities represent the interests of their 
municipalities (1950). 

11-6. The structure of local government needs to be simple enough so that 
any citizen can easily determine the units of government to which he has obliga- 
tions and from which he may obtain service or protection. This principle should 
be considered in the formation of appointed independent agencies, boards or 
commissions. The laws governing annexation of territory should be amended 
so that annexation may be simple, fair, and without undue delay. State laws 
should also permit the combination or joining of areas which desire to be brought 
together into a single government (1950). : 

11-7. State legislation should permit voluntary cooperation through contrac- 
tual agreements between municipalities. This voluntary cooperation will elimi- 
nate the necessity for local governments with limited functions and will permit 
both the centralization of services and the decentralization of authority. The 
right to make such contractual arrangements will advance home rule by per- 
mitting voluntary action among municipalities to do things that otherwise would 
be governed by State or Federallaw (1950). 

11-8. Some taxes which municipalities can appropriately use are collected 
best by the State. In such cases, consideration should be given to State collection 
and local sharing of the tax. But the fact that the State is the logical collector 
of a tax does not give it sole proprietary interest in the revenue from that tax. 
State aid should have a threefold objective: to stabilize local revenue; to provide 
a return to municipalities of money which the State can collect more advan- 
tageously than the cities; and to maintain reasonable standards of service for 
local activities in which the State has an appropriate interest but which cannot 
be financed from local funds. State fiscal aid, however, should avoid distortion 
of local services, should encourage local initiative and permit expenditures above 
the minimum, should not be used to perpetuate uneconomic local practices, and 
should not impoverish some areas for the benefit of the others. Federal and 
State taxation must not become so burdensome that local governments do not 
have enough resources to perform local functions (1950). 

11-9. State governments should refrain from “going over the heads” of mu- 
nicipal governments in establishing hours of work, scales of salaries, and working 
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conditions for groups of municipal employees. The hours of work and compen- 
sation of municipal employees should be determined solely by the municipalities. 
Conversely, local governments should not ‘run’ to the legislature to solve strictly 
local problems (1950). 

11-10. The relations between cities and the counties which contain them need 
to be examined. Differing policies between cities and their related county govern- 
ments cause difficult law enforcement, encourage tax migration, or distribute 
unfairly the services rendered by government and the revenues to finance them. 
There are many cases where functions are performed by both the city and the 
county, or where the city, through its county taxes, pays for services rendered 
only to county residents outside the city. Therefore, city governments and the 
eounties in which they lie are urged to undertake studies of city-county rela- 
tionships at once (1950). 

11-11. The municipal laws of each State need to be codified so that municipal 
officials may be aware of the State laws under which they operate. Each State 
which has not done so is urged to undertake a codification of its municipal 
statutes and as far as possible to bring these statutes into a clearly defined 
single statute or series of integrated and related statutes (1950). 

11-12. Great progress in municipal affairs, particularly in the field of legisla- 
tion, has been made in several States by interim committees or commissions to 
study all municipal statutes or to study a particular law or group of laws. Such 
State committees or commissions are an important device in the discussion of 
present laws and the preparation of comprehensive intelligent statutes relating 
to municipal affairs (1950). 





INTERNATIONAL MUNICIPAL COOPERATION 


12. 





Most municipal problems are common to cities, towhs and villages throughout 
the world. In no one country do city officials have a monopoly on financial 
worries. Relationships with central government and the day-to-day difficulties 
in handling increases in population and vehicular traffic, in maintaining adequate 
streets, public buildings, and other services concern local officials everywhere. 
Municipal leaders have long recognized this community of interests and are 
pledged to do all in their power to foster international municipal cooperation. 
Friendly exchanges of persons and publications and attendance at international 
municipal gatherings foster understanding. These activities benefits individuals 
and promote local government by the exchange of useful ideas. The cause of 
world fellowship and peace is also enhanced and the ideals of the democratic 
way of life are disseminated throughout the world. We therefore resolve: 

12-1. Municipal officials in the United States can learn much from the experi- 
ence and practices of municipalities in other countries and can also make 
available to foreign cities information on current municipal practices in the 
United States. Through the printed word, attendance at conferences, exchange 
of correspondence, and in some cases, exchange of personnel, all nations can help 
promote democracy and freedom. Two well-established and recognized inter- 
national associations of municipalities have as their purpose the promotion of 
the exchange of ideas, techniques, and friendship among municipal officials 
throughout the world. The American Municipal Association, therefore, urges 
member cities to participate actively in promoting the exchange of ideas and 
information through membership in the International Union of Local Authorities 
and the Inter-American Municipal Organization (1950, revised 1957). 

12-2. The American Municipal Association pledges its full support and coop- 
eration to the President of the United States in promoting peace and understand- 
ing in the world through his people-to-people program. Cities can plan an 
important role in this undertaking by promoting exchange of people, affiliating 
with sister cities and other activities designed to increase the friendly contact 
between private persons in every land. The Association has undertaken to 
develop and administer the municipal aspects of the sister city program, based 
on adequate financial asistance from outside sources (1956, revised 1957). 

12-3. By resolution of the General Assembly of the United Nations, unani- 
mously passed in 1947, the member governments of the United Nations are re- 
quested to observe October 24 as United Nations Day. The President of the 
United States annually proclaims October 24 as United Nations Day and calls 
upon Federal, State, and local officials to cooperate with the United States 
Committee for the United Nations in observance of United Nations Day. As 
a member of the Council of Member Organizations of the United States Com- 
mittee for the United Nations, the American Municipal Association urges the 
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municipal governments of the United States of America by official proclamation 
to designate October 24 as United Nations Day, to appoint local United Nations 
Day chairmen, and to call upon all municipal agencies and citizens to cooperate 
with the United States Committee for the United Nations in organizing the 
observance of United Nations Day (1957). 
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13. JUVENILE DELINQUENCY 





13-1. The American Municipal Association supports Federal legislation in the 
field of juvenile delinquency which will provide: 

(a) For the establishment of a national advisory committee to be appointed 
by the President ; 

(b) Grants-in-aid to State and local governments which adopt sound programs 
to combat juvenile delinquency ; 

(c) Grants to State and nonprofit educational institutions to train personnel in 
the field of juvenile delinquency ; 

(d@) Assistance in financing pilot projects to test the effectiveness of specific 
methods to reduce juvenile delinquency (1955). 


14. LIBRARIES 


14-1. At present, Congress provides aid to rural libraries but does not make 
grants to support public library systems in the Nation’s metropolitan areas. 

The metropolitan-centered educational institutions, scientific and research 
centers, hospitals, medical and professional schools and other institutions essen- 
tial to our educational and defense systems cannot thrive without adequate pub- 
lic library research and reference facilities. 

City-centered libraries are providing an increasing volume of service to 
nonresidents from surrounding areas. It is essential that expanding metro- 
politan areas be served by regional systems which will not have to duplicate 
the costly public reference and research libraries located in the cities. 

We therefore advocate that the program of Federal grants to the rural library 
system be extended to cover metropolitan library systems (1957). 







































15. METROPOLITAN PROBLEMS 


Approximately three-fifths of our expanding population is concentrated in 173 

metropolitan areas. These include territory in 42 States and the District of 
Columbia. In these areas people constantly are migrating across the core- 
city boundaries into the suburbs. At the same time, newcomers are establishing 
homes, businesses, and factories just beyond the boundaries of the central cities. 
Both types of movement have brought with them a demand for a high level of 
municipal-type services. The overall result is commonly referred to as the 
metropolitan problem. Actually, this is a series and combination of major 
problems. These include (1) jurisdictional limitations or other inadequacies 
of existing governmental organization; (2) areawide service and control de- 
ficiencies; (3) financial inequities, inequalities and weaknesses; and (4) diffi- 
culties in or lack of popular control of governments in the area. 

Local government in many such areas has responded to the challenge with 
bold new experiments. Special districts, cooperative metropolitan planning, 
intergovernmental contracting for services, consolidated city-county government, 
and other devices are being tried. Currently under study are several proposals 
to create general metropolitan units or federations of existing local govern- 
ments. 

As the national organization representing more than 12,530 municipal gov- 
ernments, the American Municipal Association encourages these experiments 
in the belief that the solution to metropolitan problems requires new concepts 
in local government organization, functions, and finances. At the same time it 
believes that, although this may not be feasible for some cities, intelligent and 
timely use of the annexation device, State laws permitting, coupled with some 
realignment of functions between cities and counties and with proper safeguards 
against unsound incorporation of new cities, may yet prove the best solution in 
many, perhaps most, metropolitan areas. In any event, such an approach can 
be developed into an effective preventive. 

As is now becoming widely recognized, metropolitan area problems are also 
the concern of State and Federal Government. State government, with its con- 
stitutional and statutory responsibility for distribution of functions and powers 
to various units, has a vital stake. The Federal Government must be concerned 
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with metropolitan areas which cross State borders and with the problems of 
coordinating civil defense. We therefore resolve: 

15-1. The American Municipal Association recognizes the seriousness of the 
metropolitan problem and pledges the full resources of this organization to its 
early solution. In support of this effort, a special Metropolitan Area Commit- 
tee, broadly representative of the major geographical sections of the country 
and of the different types of metropolitan areas, is authorized to be appointed 
by the President from the member leagues or cities, such committee to have 
the following responsibilities : 

(a) To assist the officers and staff in maintaining contact and mutually 
beneficial relationships with other nationally recognized organizations and 
groups conducting research on or otherwise actively concerned with the metro- 
politan problem. 

(b) To evaluate the recent and current experimentation throughout the 
Nation looking to solution of the metropolitan problem, including the relation- 
ships between metropolitan areas and State and Federal Governments, and to 
make at least a summary report of its findings and recommendations to the 
member leagues and cities (1956). 

(c) The staff of the American Municipal Association is directed to keep 
abreast of and report on the developments in metropolitan area government in 
all communities where studies are underway or a form of metropolitan govern- 
ment is functioning. It is recommended that a close liaison and exchange of 
information between the AMA and the National Conference on Metropolitan 
Problems be maintained so that the cities can be kept more fully informed of 
current events (1957). 

15-2. Recognizing that adequate use of the annexation device is not possible 
under the existing laws in many jurisdictions, and may not be practicable in 
others, the American Municipal Association requests the director and staff to 
arrange, in whatever manner and under whatever auspices they deem best, to 
have the statutes of the several States pertaining to annexations by and in- 
corporation of cities and towns collected, digested and evaluated, and a report 
thereon distributed to all State municipal leagues and member cities. If same 
be found practicable, such report shall include suggested uniform or model 
State laws on each of these two subjects (1956). 

15-3. In view of the fact that the existing metropolitan problem in large 
measure is due to archaic, inflexible, and even discriminatory State constitu- 
tional and statutory provisions, which must be modified and supplemented before 
any real and lasting solutions are possible, the American Municipal Association 
urges each State league of municipalities to make early provision for the crea- 
tion or adaptation of a mutually acceptable agency to aid in determining the 
present and changing needs of their metropolitan and other urbanized areas and 
to assist in the formulation of constitutional and statutory changes necessary 
and proper for the establishment and maintenance of adequate, efficient, and 
responsible local levels of government. Each such agency should be adequately 
financed and professionally staffed, and should be so constituted as to command 
respect and attention of the State government, including the legislature, of 
municipal and other local government officials, and of the general public (1956). 


Federal aid to metropolitan areas 


15-4. The metropolitan areas of the Nation, in which almost 65 percent of our 
population lives and whose residents contribute more than 75 percent of the 
revenues collected by the Federal Government, continue to be severely short- 
changed in the various Federal grant-in-aid programs. 

Because Federal grants are channeled through State governments, rurally domi- 
nated State legislatures have been able to divert a major portion of such funds 
to rural areas. 

City-based institutions and installations such as hospital and airports which 
serve great metropolitan areas have not received the funds to which they are 
entitled because Federal funds have been distributed according to the population 
of the city in which the institution or installation is situated, rather than the 
population of area served. 

Federal grant-in-aid programs are also failing to give proper consideration to 
the sharp changes taking place in the rapidly expanding suburban areas sur- 
rounding cities. 

We therefore advocate that all Federal grant-in-aid funds to the States be 
earmarked in two categories—metropolitan areas and to the States for all other 
purposes and that Federal funds in the former category be distributed to the 
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appropriate agency with due regard to the overall population of the metropolitan 
area served. 

Such a policy will draw together the city and suburban areas in programs of 
mutual interest, provide greater assistance to the institutions and installations 
serving the entire metropolitan area and encourage the development of coopera- 
tive efforts to cope with mounting problems which spill across present municipal 
and State boundaries (1957). 


16. PUBLIC-WORKS PLANNING LOANS 


16-1. The program of advance planning loans to assist cities in initiating 
needed public-works-improvement planning and in creating a public-works-proj- 
ect backlog for economic stabilization should be continued. We urge, however, 
that a termination date be established and no payments required for projects, 
plans for which become obsolete due to unavoidable or unforeseen circumstances 
(1956). 

17. RADIO COMMUNICATIONS 


17-1. The American Municipal Association supports the appointment of a 
radio study group, similar to the 1944 Radio Technical Planning Board for the 
purpose of formulating sound engineering principles and factual data upon which 
Congress, the Federal Communications Commission, and the radio industry can 
determine the further development of the industry in accordance with the public 
interest (1956). 

18. SOCIAL SECURITY 


18-1. Congress has in recent social-security amendments recognized the prin- 
ciple that old-age and survivors’ insurance coverage should be extended to munic- 
ipal employees on a voluntary, local option basis on the same terms that OASI 
is extended to other citizens. Municipal firemen and policemen covered by State 
or local retirement systems have been excluded by law from coverage. Con- 
gress has extended coverage to policemen and firemen in four States. We urge 
the Congress to extend this same authority to all States and to allow municipal 
police and firemen social-security coverage if they so desire (1956). 

18-2. The old-age and survivors insurance benefits of the Federal Social Secu- 
rity Act are now available to municipalities providing adequate State legislation 
is passed and agreements are entered into between the individual States and the 
Federal Security Agency. The individual States should pass legislation, if they 
have not already done so, in order that the municipal employees of the States 
may receive the benefits of the Federal Social Security Act (1950). 


Medical care for social security recipients 


18-3. Mounting medical costs are reducing the ability of older persons to main- 

tain themselves at a minimum level of decency on social security payments. 

Older persons are naturally more in need of medical services than other seg- 
ments of the population and heavy expenditures required for medical care is cut- 
ting substantially into amounts required for food, clothing, and shelter require- 
ments. 

We therefore recommend that a study be made to determine the feasibility of 
the extension of social security coverage to include hospitalization, nursing, home 
care and surgical services for men over 65 and women over 62 (1957). 


19. SURPLUS FEDERAL PROPERTY 


19-1. We urge the United States Congress to enact legislation permitting the 
sale to State and local governments of Federal surplus property at private or 
negotiated sale and at the same price that such properties are offered to other 
Federal agencies. State and local givernment should have priority for purchas- 
ing such property after other Federal agencies and after the donable program 
for health, educational and civil defense purposes (1956). 


20. TRANSPORTATION 


Municipal life is satisfactory only when good transportation exists. In the 
modern city people must be able to move within the city and from the city to 
outside areas with speed and safety. Long delays of goods or persons are costly 
and inconvenient. Speed without safety endangers the lives of people. Since 
transportation is so vital to the life of the city, the municipal officials must lead 
in providing, maintaining, or coordinating facilities for the various forms of 





, —- ee bt ae 


FEDERAL-AID HIGHWAY ACT OF 1958 93 


urban transportation including automobiles, buses, street cars, subways, ferries, 
railways and air transport, including terminals and parking. To provide the 
most economical means of urban transportation is a publie problem to be solved 
under public leadership whether the means of transportation be publicly or pri- 
vately owned. We therefore resolve: 


21. AIRPORTS 


Municipal airports serve the interests of the municipality, the Nation, com- 
mercial airlines, business and private aircraft, and other airport users. The 
financing of airports should be recognize this diversity of interest. To the extent 
that the Federal Government needs airports for national defense, air mail 
service or other uses, it should contribute to the capital and current costs. 
Fiscal relations between the municipalities, airlines and other airport users 
should be on a strict business basis controlled either by contracts which guar- 
antee the municipality a fair return as air traffic grows or by published tariffs. 
Long-term leases at absurdly low rates between airlines and municipalities do 
not protect the public interest nor investment in airports. The State govern- 
ments may render valuable help in developing a coordinated system of airports, 
but the States should not participate in airport matters unless they are willing 
to assume part of the financial responsibility. We therefore resolve: 

21~1. Federal aid for airports should be continued in a long-term authorization 
basis comparable to Federal aid for interstate highways and for the Federal aid 
primary, secondary, and urban system (1956, revised 1957). 

21-2. The association is directed to take whatever steps are appropriate, 
including the submission to Congress of further clarifying legislation, if neces- 
sary, for the inclusion of resealing of bituminous pavements and the cost of 
replacing joint sealing in rigid pavements as items eligible under the Federal 
airport program (1955). 

21-3. American Municipal Association committee on airports is directed to ask 
Congress to amend the statutes and instruments of transfer pertaining to munici- 
pal airports to eliminate “recapture clauses” pertaining to leasable airport prop- 
erty (as distinguished from flight and aircraft operational areas) so that such 
leasable areas may be used to the greater advantage for the support of the air- 
ports (1954). 

21-4. The combined pressures of civil and military airport requirements have 
overtaxed terminal facilities and are creating serious airspace problems in many 
localities. Congress has recognized that adequate civil airport facilities are as 
essential to the national economy as the Interstate Highway System and has 
authorized a 4-year program ending June 30, 1959, totaling about $260 million to 
partially assist local governments in their efforts to meet this need. Unless and 
until steps are taken to resolve conflicting use interests between civil and military 
aircraft, the purposes of the Federal-aid program cannot be attained, and military 
authorites can continue to prevent cities from seeking to cooperate in planning, 
providing, and operating adequate civil airport facilities essential to the normal 
growth and development of national civil aviation transportation requirements. 

Cities do not contest the requirements of the military for airport facilities to 
provide for the national defense nor do they resist the joint use of civil airports 
for commercial and military aircraft where conditions permit such joint usage. 
They do contend that civil aviation requirements, based on present and future 
need, must be given priority consideration and that military usage of ground 
facilities and airspace can, and should, be so planned and controlled so as not 
to prevent the fullest possible development of civil aviation facilities, 

In support of the basic American principle of supremacy of the civil over the 
military, we recommend that: 

(a) Funds appropriated for military airport purposes be so controlled as to 
assure the least possible disruption of civil aviation facilities and services. 

(b) Any agency, commission, or advisory group charged with the responsibility 
of investigating and resolving conflict of interest between the military and civil 
authorities on the construction, use, or operation of existing or proposed civil air- 
port facilities be so constituted as to provide at least equal representation of civil 
aviation interests on such commission or advisory body. 

(c) With the completion of the long-range study of the Nation’s requirements 
for aviation facilities by the President’s Special Assistant, the work of the Air- 
ways Modernization Board in implementing the plan should be vigorously 
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(@) Military airports should not be planned, improved, or constructed if, in the 
opinion of local civil authorities, the acquisition, improvement, or construction of 
such military facilities will prevent the development of civil airport facilities in 
the same vicinity, adequate to meet the ultimate civilian needs of the area (1956, 
revised 1957). 

21-5. The American Municipal Association endorses the activities of the Air- 
ways Modernization Board in its airport research program and other matters 
relating to modernizing aviation facilities, and further offers its support for any 
ae expansion of the Board’s program in this vital area (1956, revised 

957). 

21-6. The American Municipal Association protests the clear zone requirements 
laid down in the CAA Administrator’s regulations part 550 as a condition prece- 
dent to granting of funds under the Federal airport program since (a) justifica- 
tion has not been shown for imposition of this requirement, (b) urgently needed 
airport development is being delayed or made impossible by this additional 
burden, and (c) adequate approach protection is assured by the sponsor under 
section 11 of the Federal Airport Act (which requires the sponsor to adequately 
clear and protect aerial approaches by removing, lowering, relocating, marking, 
or lighting, or otherwise mitigating existing airport hazards and preventing the 
establishment or creation of future airport hazards) ; and, therefore, if the CAA 
continues to make this a requirement the Federal Government should pay 100 
percent of the costs of acquiring these clear zones (1956, revised 1957). 

21-7. The American Municipal Association endorses the following adminis- 
trative and legislative principles: The Secretary of Commerce should be author- 
ized— 

(1) To enter into grant agreements with local public agencies in advance 
of the years during which the grant funds are available for payment; 

(2) To make grants on account of work done prior to the actual signa- 
ture of grant agreements provided such work is done in accordance with 
plans approved by him; 

(3) (a) To make grants out of funds available during any year on account 
of work done during any prior year pursuant to a grant agreement, if the 
funds available during such prior year were insufficient for that purpose. 

(bv) No person other than the United States or the local public agency who 
is a party thereto should be permitted to sue upon a grant agreement. 

(c) As a condition to the making of a grant, the local public agency 
should not be required to make commitments except as follows: (1) To 
maintain facilities and services for public use by aircraft operators, passen- 
gers and other persons for the same purposes and of substantially the same 
nature, type and capacity as those at the airport when the grant agree- 
ment was signed; (2) to construct and maintain the project to which 
the grant relates; (3) to provide and maintain such other specifically de- 
scribed facilities or services, if any, as may be agreed, and (4) to make 
all facilities and services provided for public use available upon reason- 
ably and not unjustly discriminatory terms and conditions. 

(d) Differences in the terms, conditions and charges set forth in leases 
or airport use agreements having terms of a year or more (or differences 
between such terms, conditions and charges and those upon which facilities 
or services are made available to those who have no such leases or use agree- 
ments) should not constitute a basis for claims of unjust discrimination. 

(e) The local public agency should not be held to be in breach of a grant 
agreement because of any failure to perform due to conditions over which 
it has no control. 

(f) Grants should be treated as purely in aid of civil airports and not 
as consideration for use by Federal aircraft; that no condition be imposed 
in grant agreements regarding use of Federal aircrafts; and that any 
agreeinents for such use be negotiated separately upon their own merits 
(1957). 

The committee on airports recommends that the statements contained under 
the “other recommendations” section be incorporated under the appropriate 
sections of the airports policy statement (1957). 


Owwil Aeronautics Board 

21-8. The Civil Aeronautics Board has failed to provide the people of the 
cities of the United States with the air service to which they are entitled, and 
is apparently hopelessly enmeshed and entangled in a morass of procedures and 
hearings from which it has been apparently unable to extricate itself for a 
period of years. 
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The performance or nonperformance of the Civil Aeronautics Board presents 
a dismal picture, and the municipal leaders are of the opinion that this agency of 
the Government has woefully mismanaged the air route certifications of the 
United States. 

The Civil Aeronautics Board has made no attempt toward the regulations of 
the schedules of the various air lines to protect the public, resulting in nonuse, 
inadequate use, and misuse of certificates granted. 

It is therefore resolved by the American Municipal Association that the 
Congress of the United States be memorialized to give this matter investigation 
and consideration in the immediate future, so that remedial legislation may be 
enacted to provide for more efficient regulated air service (1957). 


22. HIGHWAYS, ROADS, AND STREETS 


Motor vehicle traffic in and around cities threatens to choke the economic life 
of these areas. The terminals for highway traffic—passenger cars, trucks, and 
buses—are in the cities. The same urban centers are the hubs of State, county, 
and Federal highways systems. Accordingly, traffic density is high in urban 
areas so that now more than half of the vehicle mileage is on urban streets. 
These streets, highways, and expressways within the cities and incorporated 
areas cost several times as much per mile as rural roads. Municipal street and 
road problems are critical. We therefore resolve: 


Local Action 


22-1. The first step for each municipality in solving traffic problems is to 
concern itself as a matter of public policy with effectively organizing and ad- 
ministering a modern program of traffic engineering. Responsibility for efficient 
traffic engineering should be definitely fixed by each municipality, with the ad- 
ministrative official reporting directly to the chief administrative officer of the 
municipality. Kach city should make a complete analysis of existing facilities 
and prepare a program to insure maximum traffic carrying potentials on exist- 
ing streets. Skillful traffic engineering principles and recommendations should 
receive the support of governing bodies in the light of the general public good. 
Municipal officials should display courage in meeting this important problem 
(1954). 

22-2. Once the proper administrative organization for traffic engineering is 
established by a municipality, the minimum program for such an agency would 
be: 

(1) Make an exhaustive study of — 

a. The most effective use of existing streets, including the pairing of 
streets for one-way traffic, proper regulation of curb parking, elimination 
of unnecessary turning movements, channelization, truck routes, and prop- 
erly designed and installed traffic control signals. 

b. The extent of the need for new traffic ways, with recommended loca- 
tions and costs and suggested means of financing. This study should, of 
course, project these needs for several years in the future. 

e. The extent of the need, over, and above existing permanent facilities, 
for off-street parking and the location of areas that are, or can be, made 
available for additional off-street parking. 

d. Blighted areas that would qualify for Federal aid under the Federal- 
State program of land clearance for urban renewal and redevelopment, which 
might properly include provision for off-street parking, (1954). 

22-3. Municipal traffic engineers, planners, and finance officers must be called 
upon by the governing body to provide plans for a modern system of traffic ways. 
Determination must be made, in the light of traffic demand, where new arteries 
of travel should be constructed, so that municipalities can build an integrated 
system of traffic ways, limited access freeways, and service roads. The financing 
of such improvements should bear a relationship to the use. The State and 
Federal Governments must bear their proportionate share of the cost. It is the 
responsibility of the governing bodies of all levels of government to provide the 
means by which the program can be realized (1954). 


State action 
22-4. There should be a more equitable distribution of highway-user revenues 
on the basis of road use. Although in some States large sums are distributed 


to be used in cities, in most States an equitable distribution will require that 
substantial increases be provided for municipal streets and highways (1951). 
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22-5. Those who use the roads and those whose activities require extra heavy 
construction should pay their share of highway costs. Since motor-user reve- 
nues are traditionally dedicated to highway and traffic use, it should be true 
that those who use the roads should pay for them. The State distribution of 
motor-user revenues plus any special local motor-user taxes should provide 
enough money for major local streets carrying heavy traffic loads (1951). 

22—6. The highway agency in each State should classify roads systems and 
establish standards for systems. The traffic permitted on each highway should 
be governed by the quality and character of the highway and its adaptability 
to particular uses. Laws should be uniform throughout the State and through- 
out the country for the same conditions, and these uniform laws should be 
known and publicized (1951). 

22-7. The State highway system including the urban links should constitute 
a well-integrated long-range plan for the entire State. The State highway 
departments should be urged to prepare and publish a continuous 5-year con- 
struction program for the State highway system including urban and rural 
highways (1951, revised 1957). 

22-8. Where urban highway problems are most acute they must be attacked 
on a statewide and metropolitan area basis by joint committees or joint con- 
sultation of State and local governments (1951). 

22-9. State laws should exempt municipal motor vehicles from all State 
motor fuel taxes just as they are now exempt from Federal gasoline taxes. 
Where State and county vehicles are exempt from motor vehicle registration 
fees, municipalities should enjoy the same exemptions (1951). 

22-10. Special technical assistance should be available to smaller communities 
from the highway agency in each State (1951). 

22-11. The State governments pass most of the legislation for traffic safety 
and traffic regulation. Therefore, the States themselves must take uniform 
and aggressive measures for enforcement of the State laws and regulations. 
The States should take all necessary steps within their jurisdictions for greater 
safety, such as the issuing of drivers’ licenses, the inspection of motor vehicles, 
and the provision of standards of traffic regulations in nonurban areas (1951). 

22-12. The weight and length of motortrucks should be controlled by State 
law and State police to protect the highways from disintegration and the other 
motorists from injury. Motortrucks which habitually and knowingly carry 
great excess weight should be impounded and their owners’ licenses rescinded 
(1951). 

22-13. The first duty of each municipality is to prepare a master street and 
highway plan as part of its comprehensive general plan, relate it to the State 
highway system, and develop at the earliest opportunity a realistic and practical 
appraisal of its highway needs (1951, revised 1957). 

22-14. Coordinated and unified action of all local governments is necessary 
to work out the urban highway problems within a State. The initiative should 
come from the municipalities, which unite in planning and in obtaining neces- 
sary legslation. Cooperation and teamwork among all State and local highway 
agencies is the key to securing a sound legislative and financing program for 
highways and streets (1951, revised 1957). 

22-15. Municipalities are fully justified in requesting the State governments 
to construct and maintain the State and Federal highways within municipal 
limits on the same basis as outside municipalities. There is no justifiable 
distinction between parts of State highways within and without incorporated 
places (1951). 

22-16. Wherever practical, municipalities should adopt the uniform traffic 
ordinance of the President’s Highway Safety Conference. The action program 
of the President’s Highway Safety Conference should be adopted as widely as 
possible. Variations may necessarily be made within a State to make the law 
conform to State statutes and court decisions. To the greatest extent possible 
there should be complete national uniformity in traffic laws, traffic signals, and 
traffic enforcement (1951). 

22-17. There is no substitute for adequate enforcements of traffic laws and 
regulations. Intelligently drawn traffic laws, impartially enforced law-enforce- 
ment authorities and courts, without favoritism, are essential to the lives and 
safety of people as well as the rapid movement of traffic (1951). 

22-18. Municipalities should establish a workable organization and have 
proper management of the traffic enforcement division in the police department 
and should coordinate with it its traffic engineering division (1951). 
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Intergovernmental action 


22-19. Within each State there should be an overall highway plan for the 
State including the federally aided highways, the primary State highway system, 
secondary State highway system, the State and county roads within cities, and 
the purely local roads in all jurisdictions. In any given governmental unit such 
as a city or county there ought to be cooperative planning study of the highway 
needs of that area. In any jurisdiction, incorporated place, county, or State, 
all streets or highways should be considered as part of a single integrated high- 
way plan. This implies the need for joint planning at different levels of govern- 
ment, such as joint planning of federally aided highways in cities by Federal, 
State, and local officials, of State highways within cities by State, city, and 
perhaps county highway officials. Such steps are necessary for integration of 
the street and highway system of the country (1951). 

22-20. Where countywide highway taxes are levied within municipalities, or 
road bonds issued to be paid from countywide taxes, a proportionate part of these 
property taxes and bond proceeds levied by the counties should be used in 
municipalities (1951). 

22-21. It is hereby declared to be the policy of the American Municipal Asso- 
ciation that secondary as well as major city streets within the corporate limits 
of municipalities should be eligible for Federal aid in the same proportion that 
Federal aid is available for the roads outside cities. The Congress is urged to 
amend existing highway legislation to that end (1951, revised 1957). 

22-22. The Federal-Aid Highway Act of 1956 provides for a balanced road 
construction program based on need. Surveys show that this need is greatest in 
and around our traffic-choked cities. Every effort should, therefore, be made 
to complete the vital urban sections at the earliest possible date. To accom- 
plish this State highway departments, in close cooperation with municipal 
officials should prepare realistic city highway plans that meet the more complex 
construction and cordination problems of urban highway construction. These 
highways should, in all respects, conform to the highest engineering standards 
of efficiency and safety. National, State, and local agencies responsible for 
highway construction should be organized for maximum efficiency to reflect 
that national importance of this mammoth undertaking and where urban divi- 
sions do not exist in State highway departments they should be so established 
as soon as possible. Salaries for employees in these agencies should be adequate 
to secure and retain the esrvices of the skilled peronnel needed to complete the 
program. Since this is a Federal-State program that is to be financed from 
highway-user fees, cities should not be required to contribute financially from 
local taxes to the cost of the Federal-aid highways (1956). 

22-23. The Congress is urged to amend the Federal-Aid Highway Act of 
1956 to provide that any further increases to the interstate mileage should be 
based on a fair and equitable share devoted to urban areas on the basis of need 
(1957). 

22-24. The Congress is urged to amend the Federal-Aid Highway Act of 
1956 so as to prohibit any diversion of highway fumds for the relocation of 
privately owned utilities (1957). 


Alaska 


22-25. Alaska has been excluded from the National System of Interstate and 
Defense Highways. 

A major portion of the Federal highway program embraces the Interstate 
System. 

The National System of Interstate and Defense Highways is intended to con- 
nect the major cities. 

Alaska is a strategic defense area as evidenced by the millions of dollars 
expended on defense installations during the past decade, and Alaska’s system 
of highways is inadequate for defense and civil purposes, and the residents of 
Alaska pay all the special Federal taxes which are used to finance the Federa! 
highway program. 

Therefore, the American Municipal Association endorses the inclusion of 
Alaska in the National System of Interstate and Defense Highways (1957). 


23. MASS TRANSIT 


With the people of America relying increasingly on various forms of trans- 
portation in, through, and around our cities in order to work, to shop, to go to 
school, and for cultural and recreational purposes, the growing plight of public 
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transportation facilities and systems can no longer be ignored. Transit com- 
panies, whether privately or publicly operated, are carrying fewer people paying 
more for a slower ride. Because of the bleak national outlook, the 1,700 privately 
owned transit companies have in the main been unable or unwilling to provide 
the necessary capital improvements. Traffic congestion has slowed transit 
operations, and the reduction in transit service has, in turn, increased traffic 
congestion. Transit has left the category of private convenience and is obviously 
a matter of public necessity facing a crisis. Since transit companies’ services 
are depended upon by people for transportation across city, county and even 
State lines, this is a problem which cannot be solved by the municipalities alone. 
What is needed here is the combined effort on the part of all levels of govern- 
ment and the complete cooperation of transit operators. We, therefore, resolve: 

23-1. The city governments should consider the possibilities of streets or 
traffic lanes reserved exclusively for transit vehicles during rush hours, making 
available public property for “park and ride” lots on the fringes of the city 
and traffic-enforcement measures to speed up the flow of transit vehicles (1956). 

23-2. Further recommendations on mass transit should await results of the 
studies being made by the National Committee on Urban Transportation. In 
certain metropolitan areas the mere creation of additional highway facilities 
will not solve the transit problem, and an integrated attack is essential, particu- 
larly in those cities having high-speed rail rapid transit. Such an integrated 
attack in cities of this nature can be accomplished more economically than by 
placing sole reliance on additional highway and parking facilities. It is, there- 
fore, to be hoped that means can be found for Federal aid for meeting such 
situations (1956). 

23-3. The Bureau of Public Roads is urged to authorize the inclusion in 
Interstate Highway planning—of plans and specifications for the construction of 
high-speed, mass-transit use of median strips or other parts of the highway 
right-of-way as an eligible Federal cost in planning of the urban sections of the 
Interstate System (1957). 

23-4. The Federal Government be urged to establish a Federal lending agency, 
Similar to the Federal National Mortgage Association. in the transit field. 
Such an agency could set up revolving funds, operating outside the Federal debt 
limit, to be advanced to transit companies for capital improvements which meet 
the standards of local governments, provided that such funds so advanced are 
not used to inflate the rate structure of the transit companies (1957). 


24. PARKING 


The primary responsibility for solving the parking problem rests with the 
municipality. For the welfare, safety, and convenience of its citizens, and to 
insure its own future existence, each municipality must accept the responsibility 
for definite action which will result in the furnishing of adequate, permanent 
parking facilities at reasonable rates. We, therefore, resolve: 

24-1. The provisions of parking places off the street, in the motor age, has 
come to be regarded as a legitimate, expected, and necessary public municipal 
service. For the welfare, safety, and convenience of its citizens, and to insure 
its own future existence, each municipality must accept the responsibility for 
definite action which will result in the furnishing of adequate, permanent park- 
ing facilities at reasonable rates (1954). 

24-2. With full factual data furnished by the traffic engineering agency, the 
city government should determine basic parking policies and delineate the areas 
which will be left to private enterprise. The municipality must also determine 
the extent and nature of controls which shall be imposed on parking-rate 
schedules and other phases of private parking operation (1954, 1956). 

24-3. The municipality should determine policy with respect to the require- 
ment of a fixed amount of parking facilities in connection with construction 
of new buildings (1954, 1956). 

24-4. The municipality should also develop and put into effect an adequate 
overall citywide parking plan and program that will cover both curb and off- 
street parking. This program must be designed for at least a 10- or 15-year 
period. The governing body of each municipality should, where possible, con- 
sider the enactment of legislation to enable private business to provide parking 
facilities or to adapt for local needs the parking programs successfully instituted 
by both public and private agencies in other cities (1954). 
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25. URBAN RENEWAL 


25-1. The President is urged to appoint a new advisory committee with full 
representation of mayors and other municipal representatives to study and 
recommend a national, workable program designed to eliminate slums and blight 
throughout America through Federal and local cooperation (1957). 

25-2. Increased Federal aid should be made available to municipalities for 
slum clearance and urban renewal (1954). 

25-3. We urge that the United States Congress enact legislation amending 
the existing urban-renewal law by increasing the Federal aid from two-thirds 
to fourth-fifths of the net project cost (1956). 

We recommend that the Congress amend the Housing Act of 1949 (as 
amended) as follows: 

25-4. Recognize the long-term needs of urban renewal and authorize a 10-year 
program with an annual authorization of additional capital-grant reservation 
funds of $500 million a year (1957). 

25-5. Recognize the need for a broadened approach to permit a greater share 
of the Federal program’s resources to be devoted to redevelopment for com- 
mercial and industrial purposes (1957). 

25-6. Permit acquisition of project land at an earlier stage in the project 
activity than is now possible (1957). 

25-7. Authorize the Urban Renewal Administration to accept certifications 
of the local public agency as to local action taken in meeting the requirements 
of the Federal law (1957). 

25-8. We urge that the United States Congress enact legislation amending 
the existing urban-renewal law to allow capital improvements to become eligible 
for prior approval as local noncash grants-in-aid (1956). 

25-9. The Congress and the administration are both urged to take all pos- 
sible steps to effectuate more expeditious and efficient processing on the part 
of the Federal Housing Administration of applications under section 220 for 
mortgage insurance on new residential construction in urban-renewal project 
areas (1957). 

25-10. The American Municipal Association urges the Housing and Home 
Finance Agency to investigate the possibility of greater delegations of the field 
offices by the various agencies of the Housing and Home Finance Agency to 
the end that the work of these agencies and municipalities can be accomplished 
more expeditiously and economically (1955). 

25-11. We recommend that all possible steps be taken to obtain maximum 
coordination in the planning and execution of urban-renewal and arterial-high- 
way projects, thus permitting enormous economies in highway right-of-way 
cost through property acquisition and utility relocation by local public urban- 
renewal agencies and the minimization of potential blighting effects of limited- 
access highways by application of redevelopment programs in areas adjacent 
to such thoroughfares. We recommend immediate and effective action by the 
United States Bureau of Public Roads, the Urban Renewal Administration, and 
by State and local highway and urban-renewal agencies to develop legislation 
for presentation to the Congress and administrative procedures to accomplish 
such coordination (1956). 


26. URBAN POLICIES OF THE FEDERAL GOVERNMENT 


Representatives of municipal interests have long been largely ignored in the 
shaping of national policies and programs which vitally concern them. The 
role of the cities in the national economy has seldom been fully evaluated or 
understood. 

To a large extent the problem stems directly from the fact that the representa- 
tives of urban interests affairs are not represented as such in the councils that 
shape fundamental Federal policy. 

No single individual or agency at the Federal level is concerned with the 
aggregate of the urban problem. Nowhere at the Federal level has it been 
sufficiently recognized that the many existing urban problems with which the 
Federal Government now deals, highways, airports, urban renewal, water-pollu- 
tion control, advance public facility planning loans, etc., are interrelated and 
cannot be fully effective unless coordinated with one another. Most of the 
proponents of Federal programs created along functional lines are too limited 
in their approach and too preoccupied with the progress of their particular effort 
to make a case for larger and more fundamental problems of urban community 
development. 
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A national urban policy must be developed on the part of the Federal Govern- 
ment. Only by way of such policy can the various functional programs now 
operative at the Federal level be meaningfully related and focused in such a way 
as to realize the full social and economic potential of the Nation’s urban areas. 
therefore resolve : 


Council of Urban Advisers to the President 


26-1. The President and the Congress are urged to create a Council of Urban 
Advisers, a Presidential agency to conduct continuing research and make recom- 
mendations on urban problems and empowered to coordinate all Federal programs 
affecting urban areas. 

The proposed Council would be charged to recommend the best kind of organi- 
zational device in government to represent urban interest. The proposed 
Council would specifically review the suggestion for a new Federal Cabinet post 
for urban affairs, previously endorsed by AMA. Unlike the other segments of 
our political economy, such as industry, labor, and agriculture, local governments 
have no one place to turn in their many dealings with the Federal Government. 
AMA believes that the proposed Council would start relating and coordinating all 
existing Federal programs which affect urban areas, and develop a Federal urban 
policy based on its studies of urban problems (1956, revised 1957). 

26-2. Congress should make the present Federal-aid programs that promote 
municipal activities fully effective by approving each year the full appropriation 
as permitted in the authorizing legislation. Thus, Congress should provide the 
authorized funds for housing, airports, water pollution, census of governments, 
aid to rural libraries, civil-defense contributions program, and others (1956). 


27. WATER RESOURCES 


The health and economic well-being of every community and of the Nation 
as a whole depend on adequate supplies of water satisfactory for domestic, 
municipal, and industrial purposes. Water requirements are steadily increasing 
as a result of population growth and industrial expansion. At the same time, 
the amount of water of suitable quality for municipal use is being reduced as a 
result of pollution of our streams and lakes by the growing volumes of wastes 
discharged from city sewers and factory waste outlets. 

Construction of sewage-treatment plants has lagged, due partly to financing 
difficulties and partly to the fact that, in comparison with other public facilities 
and services competing for municipal funds, the direct benefits to the taxpayer 
are less readily apparent. The strictly limited tax resources and debt capacity 
of municipalities will not finance the required sewage-disposal facilities, the need 
for which is estimated to exceed $3 billion in cost. We are also losing the fight 
against air pollution. We, therefore, resolve: 


Water-pollution control 


27-1. Passage of the Federal Water Pollution Control Act in 1948 and its ex- 
tension in 1956 indicates that the Federal Government, too, has an interest in 
the pollution problem because of its jurisdiction over the Nation’s waterway and 
because of the benefits of pollution abatement to the public health. The act 
establishes and continues the policy of Federal responsibility for research and 
technical services, financial assistance to States and municipalities, and enforce- 
ment of interstate pollution controls (1956). 

27-2. The Congress is urged to continue and expand the 1956 Water Pollution 
Control Act by: 

1. Providing for an expanded program of research and technical assistance; 

2. Liberalizing the financial provisions of the act by increasing the total loan 
and grant authorization and by raising the percentage of Federal contribution 
available for each project to cover at least 50 percent of the cost of the project, 
with no ceiling limitation as to the maximum amount; 

8. Increase the annual authorization from $50 million to $100 million; and 

4. Establish separate incentive aid program designed to promote the construc- 
tion of waste-treatment facilities on a metropolitan area basis (1956, revised, 
1957). 

27-3. We urge that the United States Congress amend the Internal Revenue 
Code (1) to permit Federal income-tax credits to reimburse industries for costs 
of constructing nonproductive waste-treatment works installed to eliminate 
water pollution in accordance with State and/or local law or ordinances; and 
(2) to permit 5-year depreciation of productive or profit-contributing waste- 
treatment works (1954). 
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Municipal water storage 


27-4. The Congress is urged to enact legislation which will : 

1. Direct both the Corps of Engineers and the Bureau of Reclamation to take 
into consideration the present and future water needs of all urban areas acces- 
sible to the location at which now flood-control, power, or reclamation dams or 
projects are to be planned for construction ; and 

2. Authorize both agencies to provide for additional capacity for such projects 
to provide storage facilities for municipal water-supply uses and purposes (1956, 
revised 1957). 


Development of municipal water facilities 

27—5. The Congress is urged to enact legislation which will make it possible for 
the Federal Government to make nonreimbursable contributions for flood-control 
and interest-free loans for irrigation features of State projects constructed 
primarily for development of municipal and industrial water (1957). 


I think you have all been sent a copy of this, and I have filed it with 
the clerk. If anyone wants extra copies, they are available. 

The sections on State action of our national municipal policy are as 
follows: 


There should be a more equitable distribution of highway-user revenues on the 
basis of road use. Although in some States large sums are distributed to be used 
in cities, in most States an equitable distribution will require that substantial 
increases be provided for municipal streets and highways. 

The highway agency in each State should classify road systems and establish 
standards for systems. The traffic permitted on each highway should be 
governed by the quality and character of the highway and its adaptability to 
particular uses. Laws should be uniform throughout the State and throughout 
the country for the same conditions, and these uniform laws should be known 
and publicized. 

The State highway system, including the urban links, should constitute a well- 
integrated, long-range plan for the entire State. The State highway depart- 
ments should be urged to prepare and publish a continuous 5-year construction 
program for the State highway system including urban and rural highways. 

Where urban highway problems are most acute they must be attacked on a 
staewide and metropolitan areas basis by joint committees or joint consultation 
of State and local governments. 

Special technical assistance should be available to smaller communities from 
the highway agency in each State. 

Coordinated and unified action of all local governments is necessary to work 
out the urban highway problems within a State. The initiative should come 
from the municipalities, which unite in planning and in obtaining necessary 
legislation. Cooperation and teamwork among all State and local highway 
agencies is the key to securing a sound legislative and financing program for 
highways and streets. 

Municipalities are fully justified in requesting the State governments to con- 
struct and maintain the State and Federal highways within municipal limits 
on the same basis as outside municipalities. There is no justifiable distinction 
between parts of State highways within and without incorporated places. 


I read this particular section because the State highway department, 
as your agent in carrying out the program which you are financing 
to a great extent now, should be responsible to Congress to a great 
extent, in my opinion, in seeing the intent of the legislation which you 
have passed is incorporated with the legislation on the State level, 
because only by working Federal, State, and local programs together 
can we accomplish what I am sure you had intended in your national 
network of highway programing. 

Within each State there should be an overall highway plan for the State 
including the federally aided highways, the primary State highway system, 
secondary State highway system, the State and county roads within cities, 
and the purely local roads in all jurisdictions. In any given governmental unit 


such as a city or county there ought to be a cooperative planning study of the 
highway needs of that area. In any jurisdiction, incorporated place, county 
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or State, all streets or highways should be considered as part of a single 
integrated highway plan. This implies the need for joint planning at different 
levels of governments, such as joint planning of federally aided highways in 
cities by Federal, Siate, and local officials; of State highways within cities 
by State, city, and perhaps county highway officials. Such steps are necessary 
for integration of the street and highway system of the country. 

It is hereby declared to be the policy of the American Municipal Association 
that secondary as well as major city streets within the corporate limits of 
municipalities should be eligible for Federal aid in the same proportion that 
Federal aid is available for the roads outside cities. The Congress is urged to 
amend existing highway legislation to that end. 


All we are asking is we be given the same treatment in cities that 
is given outside of cities and villages up to 5,000 population. 

As you will have noted, the Nation’s municipalities place consid- 
erable stress on the importance of coordinating and relating State 
highway programs with similar programs developed at the local level. 
The potential impact of State highway programs on urban growth and 
land use has already been alluded to. We feel that the Federal and 
State Government must recognize that considerably more study and 
research must be undertaken in order to determine the effect of 
highway location on the development of our urban communities. 

Considerably more coordination between the local, State, and Fed- 
eral levels involved in highway programing and construction must 
be effected and certainly the apportionment formulas now existing 
in Federal law should be reexamined in the light of the tremendous 
increase in population in the Nation’s urban areas. 

On this particular point, we should like to suggest that the bill now 
before you be See aed to the end that the same consideration be 
given to important secondary or “feeder” roads in cities as in rural 
areas in line with our policy statement 22-21. We believe that a more 
equitable distribution of highway user funds must be accomplished if 
we are to meet the needs of the 96 million people who are currently 
residing in our metropolitan areas. 

As I believe we have intimated in our statement thus far, we are 
most anxious to see that highway programs in urban areas are co- 
ordinated with the plans the community itself has developed to guide 
its future development and growth. In recognition of the fact that 
good highway planning in urban areas requires the cooperation of 
all levels of government—Federal, State, county, and city—the Amer- 
ican Municipal Association and the American Association of State 
Highway Officials have set up, with the cooperation of the Bureau 
of Public Roads, a joint committee to promote through statewide 
meetings mutual understanding of the problems posed by the develop- 
ment of the Federal-aid programs involving highways. 

We have held meetings in 6 States and are currently planning 1 to 
be held in Portland, Oreg., on March 24-25, which will involve city 
officials and highway people from 4 States—Oregon, Washington, 
Montana, and Idaho. 

We believe these meetings have been reasonably successful and have 
contributed to greater emphasis being paid to coordinate highway 
planning with community master or comprehensive plans. 

We are continuing to urge that each State highway department 
voluntarily set up an urban division. We hope this will be done within 
the next year without the necessity of legislation on the part of the 
Congress, to the end that it be made mandatory that the States set 
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up such urban divisions. We hope the States will do this voluntarily 
and we base this hope on the fact that more and more State highway 
departments are apparently recognizing the needs of urban areas and 
are increasingly directing their attention to the demands of these areas. 

We are convinced that the kind of continuing coordination and 
cooperation we are all working for can best be achieved in an atmo- 
sphere of mutual concern for one another’s problems—and mutual 
efforts to do an overall effective job of making the best possible use 
of the resources available. 

We of the American Municipal Association feel that the current 
Federal highway programs must move ahead unimpeded, and we 
are convinced that local officials can and will make their desires known 
to State highway departments and to the Federal Government. We 
further believe that, by and large, local officials and State officials will 
see to it that Federal primary and urban systems will, as they develop, 
conform to local plans and will be designed in the best interests of 
the entire community. 

Let me say I am sure the millions of people who reside in urban 
areas are not for a stretch-out program. We think 16, or 18, or 20 
years is just too long. We think the people in cities who pay a 
large part of the costs of the program are ready and willing to pay 
increased taxes if necessary to build these roads and carry out this 
program in 10 years instead of 20 years, and we in city governments 
will help vou to sell any such program. 

We were very pleased, and want to compliment Congress and Mr. 
Fallon and Mr. Gore, on promoting an increased tax upon which to 
place our program on a pay-as-you-go basis, particularly in the light 
of the year they did it in. We think it took courage. Iam sure, and 
I think you are sure, that the people who are willing to pay up to 30 
cents on a gallon of gasoline, or its equivalent, to ride on a toll road 
which is no better than the roads we propose to build as free roads, 
are willing to pay the few extra cents it takes to build a safe and ef- 
ficient highway system for the Nation. 

Mr. Scurrer. My mail, Mr. Richards, does not indicate that my 
constituents are anxious to pay any more taxes for anything. I do 
not know how the mail of the rest of you gentlemen is, but that is 
the fact with me. 

Mr. Ricuarps. Congressman, may I state I receive a pile of let- 
ters every day from people who are against things. Very seldom 
do I get letters from people who are for things. But I think through 
the years I have found people who are for things are in the majority, 
and not the people who are against progress. 

Mr. Scuerer. Mr. Richards, you are the Commissioner of Public 
Works for Detroit. Isthat right? 

Mr. Ricwarps. Yes, sir. 

Mr. Scuerer. And you represent the American Municipal Asso- 
ciation ? 

Mr. Ricuarps. Yes, sir. 

Mr. Scuerer. I might say at the beginning that I represent an 
industrial area too, the city of Cincinnati. Before you began your 
prepared statement—and correct me if I am wrong—lI believe you said 
that the development of secondary roads, the primary and secondary 
roads, was even more important to municipalities than the develop- 
ment of the Interstate System. 
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Mr. Ricuarps. Not quite. I said in some instances—in some cities. 

Mr. Scuerer. That would be true with small cities. 

Mr. Ricwarps. Yes. That is right. But I would like to point 
out if I may, Congressman, that feeder roads or secondary roads as 
access roads to our Interstate System are very, very important to 
your city and my city, because without these feeder roads our ex- 
pressways bypassing our cities are not going through the areas where 
— want to get to and will become less efficient. 

r. Scuerer. I understand that the Interstate System is not gen- 
erally bypassing cities, is it ? 

Mr. Ricwarps. Not large cities. 

Mr. Scuerer. Are they not going right through the big cities? 

Mr. Ricuarvs. We bypass them vertically—over or under them, 
usually. 

Mr. Scuerer. I understand, of course, that all of the road systems— 
the Interstate System, the primary, secondary, and farm-to-market 
roads—can stand improvement. I further understand that the first 
call on these trust funds goes to the primary and secondary systems. 
I was a little disturbed as I sat here for the last few days, however, 
at the emphasis from witnesses on the priority in their thinking of 
the secondary system over the Interstate System. I am worried about 
that because as General Prentiss points out in his statement the In- 
terstate System, which comprises only 41,000 miles and is only about 
1 percent of the total road mileage in this country, is the system that 
is today carrying 20 percent of the traffic on it. 

That is the system we are going to rebuild, we hope, in 15 years, 
or maybe in 16 years. That is the system that is today carrying 20 
percent of the traffic; and, I am worried if it is not that system 
which needs the priority if any system does. ‘The traffic density on 
this outmoded Interstate System which we are building is 14 times as 
great as on the rest of the road systems combined. Some say it is 
16 times, but let us say it is 14 times as much. 

So, I just do not like the thinking—to develop that these secondary 
systems must have a priority over the building of this Interstate 
System which was the reason for the Clay report. 

Mr. Ricuarps. Congressman, I am sure you are right and I am sure 
General Prentiss would concur, that we have no less interest in the 
Interstate System just because we happen to be talking about the 
ABC today. When we start talking about the Interstate System we 
will be more enthusiastic than we are about the primary. But we 
must recognize that there has been an indication that there might be 
a curtailment of this awfully important secondary program and we 
concur in the statement, as Mr. Fallon says, that there should not be 
any curtailment and it should go along evenly. 

Mr. Scuerer. I would hesitate to see any curtailment in any road 
program. What I am trying to say is, if we only have so much money 
to spend it should be spent where the greatest need exists. There are 
volumes of testimony Sefore this committee over the years which in- 
dicate to me where the primary need is and where our first effort must 
be, namely, on the Interstate System. 

That is all, Mr. Chairman. 

Mr. RicwaArps. I agree with you wholeheartedly. We could not be 
in more agreement than we are on that particular score. 

Mr. Mack. Mr. Chairman. 
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Mr. Fation. Mr. Mack. 

Mr. Mack. There has been considerable discussion today as to 
whether these appropriations for the primary, secondary, and urban 
roads should be increased by $25 million a year. I would like to make 
the observation that when this committee enacted the Fallon bill in 
1956 and when the Congress passed that bill, in my opinion it made an 
implied contract with the taxpayers of the United States that, pro- 
vided they would pay certain additional taxes on gasoline, tires, and 
camelback, that the Congress would place that money in a trust fund 
and expend it according to a certain formula, 

That formula neaeiiea $900 million a year should be provided for 
the primary, secondary, and urban systems and that that amount 
should be increased $25 million a year, and then all of the money left 
over should go into the Interstate System. 

The testimony of the public witnesses before this committee has been 
to the effect that the taxes are coming in in the anticipated amounts. 
It seems to me that this committee and the Congress should not change 
that implied contract of the taxpayers and should continue to —_ 
out that contract as it was originally written, namely, that those ABC 
roads should be increased by $25 million a year. 

The cost of the ABC roads is going up just as much as the cost of the 
Interstate System. Conditions have not changed and I do not think 
we should change the formula, and I am glad to see that the public 
witnesses, both yesterday and today, take that position. 

Mr. Ricuarps. I am sure the cities of the United States concur with 
you that it was the intent of Congress when they passed the bill, be- 
cause I am sure you can read that into the bill and even the statements 
made by the various Congressmen, that the intent was that there 
would be an increased program on the ABC roads to conform with the 
program of the Interstate System. 

Mr. Scupprr. Will the gentleman yield ¢ 

Mr. Mack. Yes. 

Mr. Scupper. I wish to concur with my colleague, Mr. Mack. In 
California a good part of the Interstate Highway has been brought up 
to a standard acceptable to the Federal Government. It was our 
understanding that now we would have sufficient money to put into 
our ABC system to bring them up to a safe standard. 

Previously we had been expending a large proportion of our Federal 
matching money on the highways now in the Interstate System. In 
the last few years California has spent about 50 percent of its Federal 
funds on the highways that are now in the Interstate System. 

I would not like to see money diverted from the ABC system, be- 
cause I have often referred to the fact that I do not have one foot of 
Interstate Highway in my district, but I have felt that this program 
would accelerate the development of the ABC roads, so I have sup- 
ported it to the very utmost, but I do not believe we should be reducing 
the ABC system for the benefit of the interstate program. I do not 
think either one of us would want to do that. 

Mr. Scuerer. I would not want you to place that interpretation on 
my remarks, but I think we are missing one facet of this problem. 
We were all for this 1956 program because the overwhelming testi- 
mony before this committee was to the effect that because of defense 
aspects and the density of traffic, we needed to build the Interstate 
System as fast as we could. 
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We have to keep our minds on one thing. As Congressman Mack 
said, the money is coming in as contemplated, but the costs of this 
highway system have gone up tremendously, and since the ABC sys- 
tem has the first call on the funds for the full amount, the system 
that needs it worst, as developed by this testimony; namely, the 
Interstate System, is going to suffer. 

Mr. Scupper. I was not referring to your statement, but to the 
general statements made during this entire hearing. 

Mr. Fatxon. I think we can proceed. We can discuss among our- 
selves these differences. Will you proceed, Mr. Richards. 

Mr. Scuerer. But I want these gentlemen to think about this, too. 

Mr. Ricwarps. We regret that as a result of increased highway 
costs the amounts stipulated in this bill, H. R. 9821, will not permit 
construction at a level commensurate with the needed increase In con- 
struction over and above previous years. 

It is apparent that the apportionment formula devised in 1944 does 
not take into account the present day fact of the urbanization of 
America and should be revised in the light of actual relative high- 
way needs. rtsn 

Finally, we believe that annual increases in appropriations will be 
necessary until such time as we can make positive inroads into the 
backlog of highway needs that now seem to be beyond our resources 
to meet. 

Let me again congratulate you gentlemen on the 1956 act. It took 
courage on ot is going to take continued courage to provide the funds 
to meet this program in a reasonable period—and that is not 20 years. 

Mr. Fatiton. Mr. Richards, let me, on behalf of the committee, 
thank you for your coming here today and the fine presentation you 
have made on behalf of the municipalities. I might also say that 
I had the pleasure of visiting your very fine city just about a month 
ago. I observed the very fine job you are doing out there on your 
roadbuilding. be 

I might say since my visit, prior to the visit in December, it took 
me many more minutes to get to the airport than it does today. You 
vot me there much quicker, so I had longer to wait for my plane. 
~ We do, on behalf of the committee, thank you again, Mr. 
Richards. : 

Gentlemen, the committee will stand adjourned until next Tuesday 
at 10 a. m., at which time we will have a representative of the Bureau 
of Public Roads of the Department of Commerce, a representative of 
the Department of Agriculture to testify on forest highways and 
forest access roads, and a representative of the Department of the 
Interior on national park roads. 

(Whereupon, at 11: 45 a. m., the committee adjourned until 10 a. m., 
Tuesday, February 4, 1958.) 

(The following was received for insertion :) 

CuHIcaco, Itt, January 30. 
Hon. Grorce FALLON, 


House of Representatives, 
Washington, D. C.: 

General Prentiss will present ARBA official testimony your bill today. Just 
wanted to send my personal assurance of the unanimous and enthusiastic sup- 
port of the Fallon bill by action taken at our full membership meeting in Wash- 
ington last week. Good luck. Sorry I can’t be there today. Regards. 


JULIEN STEELMAN,. 
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TUESDAY, FEBRUARY 4, 1958 


Hovse or RepresENTATIVES, 
ComMITTEE ON Pusiic Works, 
Washington, D.C. 

The committee met, pursuant to adjournment, at 10:15 a. m., in 
room 1302, New House Office Building, Hon. George H. Fallon pre- 
siding. 

Mr. Fatton. Ladies and gentlemen, the Public Works Committee 
of the House of Representatives is continuing hearings on H. R. 9821. 

When the committee adjourned on Thursday, we had completed 
hearing all the people that had made requests to be heard, that are 
interested in the road program. However, some of the members were 
not clear in their minds just exactly how the formula in the admin- 
istration of parkways, of park roads, worked. There seemed to be 
confusion, to some extent, between parkways, park roads, and also 
timber-access roads. 

Therefore, to clear up the doubts that some members have, or some 
lack of information that some of them have, we have invited Mr. 
Tallamy and Mr. Turner here today, and perhaps through question- 
ing from the members we can clear up some of these cloudy points. 

Mr. Tallamy, would you come up, please. 


STATEMENT OF B. D. TALLAMY, FEDERAL HIGHWAY ADMINIS- 
TRATOR; ACCOMPANIED BY FRANK C. TURNER, DEPUTY COM- 
MISSIONER, BUREAU OF PUBLIC ROADS—Resumed 


Mr. Fation. Mr. Tallamy, after the meeting was over, several 
members asked me a number of questions in regard to the manner in 
which the park roads are constructed and financed. They also asked 
me what was the formula as far as payment was concerned: Was it 
100 percent; was it 90 percent; or was it 50 percent ? 

It was also suggested by some of the members that if the money to 
construct and maintain these roads—if the expenses were paid out 
of the trust fund, why should they not be put in the same category 
with other primary and secondary roads in the respective States? 

Those are the questions that were asked of me. I thought maybe 
it might be better if we could put those questions to you and you give 
us your expert advice and answers on them. 

Now, the first question, Mr. Tallamy, that was asked of me was: 
What formula do you use in regard to the amount of money that you 
contribute to the construction ? 

Mr. Tartamy. Mr. Chairman, are you speaking of the forest high- 
ways first ? 
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Mr. Fatxion. That is right. 
Mr. Tatzamy. In connection with the forest highway funds, they 
have been apportioned to the various States on a formula basis, 50 
percent based on the area of the forest lands in the State to the Fed- 
eral forest lands of the country; and 50 percent based on the valua- 
tion of the forest lands in the State to the total valuation of the total 
forest lands in the country. 

The most recent apportionment to the various States has been made 
on the basis of a new formula, which represents 75 percent of the 
area of forest lands in the State to the total area in the country, and 
25 percent of the valuation of the forest lands in the State involved 
to the valuation of the forest lands in the country. 

When the apportionment is made to a State, the next step is that 
the State highway department, the Bureau of Public Roads, and the 
Forestry Service, meet in conferences and decide at that particular 
time which projects they want to advance with the funds that are 
available to the State involved. 

Those projects may be on the Federal-aid highway system in the 

ast, or they may be off the Federal-aid highway system in the past. 

he majority of them, some 80 percent of the projects in the past, have 
been on a Federal-aid highway system. 

About 90 percent of the projects which were not on the Federal- 
aid highway system in the past could have been on the Federal-aid 
highway system if the State had requested an extension of the Fed- 
eral-aid highway system. 

Mr. Fauuon. Mr. Tallamy, at that point, if a State requests that 
the amount is to be put on the Federal-aid system, then what cate- 
gory does it fall in with regard to the contribution from the State ? 

Mr. Tatxtamy. The State would unquestionably request the Bureau 
of Public Roads to proceed on the same basis that they did in the 
past, and that would mean no difference in the contribution that the 
State would have to advance. 

Mr. Faxon. Is that a 100 percent Federal contribution ? 

Mr. Tatuiamy. It could be; and it could not be. Let me describe 
how that has taken place in the past. 

Mr. Scuerer. Are you talking about construction costs or main- 
tenance costs ¢ 

Mr. Tatiamy. Construction. 

In the past, all of the Western States have requested that forest 
highway projects be developed at a 100 percent. cost to the Federal 
Government. In the East, the pattern has not been the same. In the 
East, probably because of the small amount of money that is avail- 
able to a particular State for forest roads, they have been unable to 
advance a project of any magnitude, and as a consequence have pooled 
the forest highway money with other Federal-aid money in the ad- 
vancement of a particular project. And in that case, the State has 
advanced 50 percent of the cost of the project, and that 50 percent 
has been matched with what forest highway money has been available 
to that State, and the Federal-aid primary or secondary money which 
also is available to that State. 

So there are two patterns, one where the project could be advanced 
100 percent with Federal funds; or it could be advanced by a match- 

ing of State funds and Federal funds. 
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And the pattern has been, as I described it, different in the East 
and in the West. 

Mr. Mack. Mr. Tallamy, let us assume that a highway is on the 
ee system and that forest highway is part of the primary sys- 
tem. In that case, does the Federal Government put up half of the 
cost and the State provide half? 

Mr. Tatuamy. It could, but in the West the State has asked that 
the project be developed 100 percent by forest highway funds, and 
that has been done in that manner in the West. In the East, it has 
been the other way. 

Mr. Mack. The White Pass Highway, which runs between Chehalis 
and Yakima, is a forest highway. Was its cost paid 50 percent by 
the Federal Government and 50 percent by the State ? 

Mr. TatuAmy. I cannot say whether it was or not. We are not 
familiar with the specific case. But it could be. However, it has not 
come to my attention. 

The general pattern, certainly, in the West has been that their 
forest project highways are financed 100 percent by the forest funds, 
although a specific case could have been matched by State money. 
As it is permissible either way, the projects can be advanced in either 
manner, either by matching or not matching. 

Mr. Scupper. Mr. Tallamy, it seems that some of the highways that 
fall in both these categories, as a secondary highway and also a forest 
highway—there seems to be a neglect of those highways because the 
State wants to shift it on the Federal Government, apparently, and 
the Federal Government would desire to shift it onto the State gov- 
ernment on the 50-50 basis. 

There is the conflicting position that they are in, owing to the fact 
the State would be benefited if the Federal Government paid the full 
100 percent; the Federal Government would benefit if the State put 
up one-half. 

I believe many of the complaints I receive about these secondary 
highways are because there is a jockeying of position there and the 
highway is neglected. 

a, has that come to your attention, and is there any way to 
correct it? It is a practical solution of the financing that is needed. 

Mr. Tatiamy. That disturbance that you speak of has not come to 
my attention. I understand that if a State does not have sufficient 
funds to match both Federal-aid primary and secondary money, and 
forest money, too, that they would certainly want to advance the 
projects with forest highway funds at 100 percent Federal aid. 

But if the State had a surplus of State funds 

Mr. Scuerer. What State has a surplus? 

Mr. Tattamy. And wanted to match Federal money with that, they 
certainly could do that and get more mileage of roads built. 

Mr. Scupper. Well, the people who are desirous of having these 
highways improved are the ones who write to me and say that they 
cannot get action. I wondered if this was not responsible for the 
neglect of the improving of these highways, because of the difference 
in financing. 

Mr. Tatuamy. I do not believe so. I think the reason, in some of 
these instances, is that the States just do not have money enough to 
solve all of the highway problems that they have confronting them, 
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and they would like to take action on a good many of the projects, but 
they just do not have money enough to do so. 

Mr. Fatuion. Mr. Tallamy, is it true that some these States, or 
the most of them, that have the largest amount of mileage of park 
roads—isn’t their contribution smaller, also, in the regular Federal-Aid 
Highway Act, to the regular primary and secondary roads? 

Mr. Tatiamy. Yes, that is true. The States that generally receive 
the largest Federal forest highway apportionments are the States 
which also receive the greatest percentage of Federal funds on a par- 
ticular project. 

Mr. Dmame. What is their percent contribution on the regular pri- 
_— and secondary system, under the regular Federal-Aid Highway 

ct? 

Mr. Tattamy. On the program which would normally be a 50-50 
proposal, 50 percent Federal and 50 percent State funds, Arizona 
would actually receive 71.96 percent of Federal funds, as compared 
to 50 percent. 

Mr. Fauion. You say 71? 

Mr. Tariamy. It would be 71.96. In other words, on a particular 
project, the Federal Government would participate to the extent of 

1.96 percent, rather than 50 percent in other States. That varies, to 
a maximum of 83.74 percent for Nevada, and the lowest is in the 
State of Washington, at 53.54 percent. 

Mr. Macx. Do you mean by that that the State of Washington 
would pay $47 for every $53 paid by the Federal Government? 

Mr. Tartamy. It would be 46.5 for every 53.5 Federal. 

Mr. Fauton. What is the contribution in the case of the Interstate 
System ? 

Mr. Tatiamy. In the Interstate System, it varies from a high of 95 
percent Federal funds to 5 percent State funds in Nevada, to a low 
in the State of Washington of 90.71 percent. There are 12 States that 
obtain this higher percentage of Federal matching money. 

If you would like, I would be happy to present this table to the 
committee for the record. 

Mr. Fation. I wish you would, Mr. Tallamy, because many of the 
members are surprised that the percentages are different in many of 
the States. I told a few of them the other day that I thought it runs 
as high as 80 percent for some States, as against 50 for the regular, 
and most of the members did not have that knowledge at the time. 

I think this question was brought about by the changing of the 
financing of the park roads from the regular projects transferred to 
the trust fund. 

We would be happy to have that. 
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(The document referred to is as follows :) 


Sliding scale rates of Federal-aid participation in public-lands States effective 
Feb. 1, 1958 


Ratio of the area| Percentage of cost Federal-aid projects 














of unappropriated| payable by the Federal Government 
and unreserved | 
State public lands and 
nontaxable In- 50 percent 60 percent 90 percent 
dian lands to the Federal Federal ederal 
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State ! tate tate tate 
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Washington.................-- a Mca . 0707 53. 54 62. 83 90.71 
Woe se. J 1c Jd. Pea hctak | . 2872 64. 36 71. 49 92. 87 








1 Area data as of June 30, 1957, furnished by Department of the Interior. 
2 Maximum amount. 


Mr. Dempsey. Mr. Tallamy, what is the percentage of land owned 
by the Federal Government in the State of Nevada / 

Mr. Tatuamy. Sixty-eight percent, Governor. ; 

Mr. Dempsey. When they build these roads, it is the State’s func- 
tion to maintain them from there on ¢ 

Mr. Tatiamy. Yes. sir. 

Mr. Fatton. Do they maintain the park roads after they are con- 
structed? I mean, do they maintain the forest roads after they are 
constructed ¢ 

Mr. Tatitamy. We have, in the past, maintained forest roads for 
them for short periods of time, I believe up to a maximum of 2 or 3 
vears, but the ultimate maintenance has gone back to the States. I 
checked on that since our last meeting. 

Mr. Dempsey. Does the State pay the maintenance on the forest 
roads ¢ 

Mr. Tatnamy. The State does pay maintenance on forest highway 
roatls when they are on the State system. Now, if a forest-highway 
road is built on a county system, then the county maintains it, but 
we look to the State to make sure the county does do so. 

Mr. Dempsey. Then what happens? 

Mr. Tattamy. The county will maintain them, or the governing 
body of the area in which the highway is situated will maintain the 
road if it is not a State highway. But we look to the State to make 
sure that it is maintained. 

Mr. Dempsey. And why do you ask at this time to cut down the 
ABC funds and take over something that we have not been doing in 
the past ? 

Mr. Tattamy. You mean in the trust fund ¢ 

Mr. Demesry. You are asking that the trust fund supply not the 
$25 million which was suggested by the original bill, but add to that 
some $5 million for roads that are not on systems that get their funds 
from the trust fund. 
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Mr. Tatxamy. The $30 million which was suggested by the ad- 
ministration be taken out of the trust fund, ae apply to forest- 
highway roads which are on the Federal-aid highway system. It 
would not apply to forest-highway roads which would not be on the 
Federal-aid hie away system. So that actually this $30 million would 
be spent on the Federal-aid highway system, the same as the $25 
million. 

Mr. Dempsey. Are you famaliar with the bills being introduced at 
this time asking for more money for forest roads ¢ 

Mr. Tatiamy. The bill introduced by Mr. Fallon I am familiar 
with. 

Mr. Dempsey. I am talking about the bills that have been intro- 
duced by others than members of this committee. Some of them run 
as high as $50 million. 

Mr. Tattamy. I am not familiar with them, no. 

Mr. Dempsey. You are not familiar with them ? 

Mr. Tattamy. No. 

Mr. Dempsey. It looks to me like this is just an effort to do some- 
thing which I never expected to have done, to take money from the 
fund: that you are trying to build up for the Interstate system and put 

it elsewhere, notwithstanding that the appraisal now indicates we 
may be $10 billion to $12 billion short of the funds to complete this 
system. So you see, you are saving the general fund and the Treasury, 
but taking it out of the growth funds. 

Mr. Tatuamy. It would have that effect. 

Mr. Dempsey. That is a tragic effect, is it not 

Mr. Tatiamy. It would have that effect ; yes, sir. 

Mr. Dempsey. That is the only effect. 

Mr. Mack. Mr. Tallamy, the amount of money now going into 
ABC roads is $900 million. Also, the Federal Government is spend- 
ing $32 million a year on forest highways and other Federal land 
roads. The Secretary proposed the other day that this $32 million 
be charged to the trust fund. 

If that is done, will it not have the effect of depriving the trust fund 
of $32 million, and reducing by that amount what can be spent on 
highways? In other words, there is going to be $32 million less spent 
on either the ABC or the Interstate System. 

Mr. Tatzamy. That is right, assuming that $32 million would be 
appropriated. 

Mr. Mack. In other words, you are cutting down by this pro- 
cedure the Interstate Highway program by $30 million a year. 

Mr. Tatuamy. That is correct. 

Mr. Fauion. It would be that many miles of roads a year would 
not be built. 

‘ = Scuerer. Unless we supply additional revenues to the trust 
und. 

Mr. Fatxon. That is correct. 

Mr. Scuerer. Do you not think we are going to have to do that 
if we are going to complete the Interstate System, even if we do not 
follow the suggestion ? 

Mr. Fation. I am sure we will have to do something on that. 

Mr. Baldwin. 

Mr. Batpwin. Mr. Tallamy, you mentioned only those forest high- 
ways that were on these State secondary or primary systems would 








es 


me OD oe 1 


FEDERAL-AID HIGHWAY ACT OF 1958 113 


be handled in this way. I did not get any clear understanding, after 
the testimony of the Department of Commerce witnesses the other 
day, as to how we wolud then finance those forest highways that were 
not on the State primary or secondary system. There was no pro- 
posal of a smaller amount to cover them. How would they be 
covered ¢ 

Mr. Tatitamy. The Federal-aid highway system can be expanded 
to include about 98 percent of the entire Federal forest-highway sys- 
tem. About 80 percent of the forest-highway system that presently 
exists is on the Federal-aid highway system. Of the remaining 20 
percent, 90 percent can become a part of the Federal-aid highway 
system at the request of a State, by extending the secondary highway 
system to include the forest-highway roads that are not now on the 
Federal-aid highway system. 

Now, of the remaining 2 percent, there would be no way of financ- 
ing them, under this proposal, with Federal funds, unless they were 
developed as forest development roads, which could be undertaken b 
the Forest Service as a forest trail and development highway, with 
a direct appropriation to the Departmentof Agriculture for that work. 

Mr. Batpwin. But unless the States made these requests for 
bringing these additional routes on, if we passed the bill in the 
form recommended by the Department of Commerce, we would start 
out by 20 percent not being covered unless they were grouped into 1 of 
these 2 possibilities, either grouped in by the States with additional 
requests, or grouped in by the Forest Service in the development 
roads. 

Mr. Tatitamy. That is right. 

Mr. Fatton. Mr. Tallamy, Governor Dempsey mentioned to you 
that there were several bills introduced to increase the amount of 
money for forest roads. One bill I am familiar with recommends that 
it be increased to $50 million a year instead of $30 million. How does 
your Department feel in regard to raising this obligation ? 

Mr. Tatiamy. Well, the administration, to my knowledge, has not 
commented on that specific bill, but it did consider the forest-highway 
program, and it did feel that $30 million was the figure that it would 
like to support. So I assume by deduction that they would be opposed 
to anything above $30 million. 

Mr. Fation. I assume so, too; but 

Mr. Jones. Mr. Chairman. 

Mr. Fatton. Mr. Jones. 

Mr. Jones. Along the lines of the question by the chairman, has any 
thought been given to the establishment of a revolving fund for these 
forest roads ? 

Mr. Tatiamy. The establishment? How would we feel about the 
establishment of a revolving fund for the development of forest high- 
ways? Is that your question? 

Mr. Jonzs. Yes, sir. The justification that is made for the in- 
creased expenditures every year is on the basis that that will yield 
greater return from the harvesting of the timber crops. 

Mr. Mack. You are talking about timber-access roads? 

Mr. Jones. Yes; timber-access roads is what I have reference to. 

Mr. Mack. Not forest highway. 

Mr. Jonzs. Yes. 
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Mr. Tatiamy. Those highways, or trails and roads—a better ex- 

ression than the use of the word “highway,” I guess—come under the 
jurisdiction of the Department of Agriculture, and they would know 
much better than we as to the profit that such roads created through 
making the timber available to the market. And I am sure they can 
answer that question much more effectively than I. I have no infor- 
mation on it. 

Mr. Fation. Gentlemen, we have Mr. Edward Cliff here from the 
Department of Agriculture this morning. I think probably he could 
answer the gentleman’s question better than Mr. Tallamy. 

Mr. Jones. Thank you. 

Mr. Tatiamy. Yes, sir. 

Mr. Fatton. Mr. Smith, have you any questions ? 

Mr. Smiru. No. 

Mr. Fatton. Mr. Thompson ? 

Mr. Toompson. No. 

Mr. Fatxon. Mr. Scherer? 

Mr. Scuerer. No. 

Mr. Fation. Mr. Wright? 

Mr. Wricut. No. 

Mr. Fation. Mr. Baldwin? 

Mr. Batpwin. No. 

Mr. Fauuon. Mr. Stauffer ? 

Mr. Sravurrer. No. 

Mr. Faron. Mr. Byrne? 

Mr. Byrne. No questions, Mr. Chairman. 

Mr. Fation. Mr. Hull. 

Mr. Hout. I have just one question I would like to ask Mr. Tal- 
lamy. Do you think it is better to expedite the Interstate System, or 
go into your public roads on forest highways? 

Mr. Tatiamy. One of the things that 1 personally liked about the 
bill which you gentlemen sponsored in 1956 was that it was a balanced 
highway program. I think it would have been a great mistake to 
have advanced the Interstate System at the expense of the ABC sys- 
tem. At the same time, I recognize that the Interstate System is 
long overdue and is vital also. 

You came up with a balanced program which is quite proper and 
highly necessary, and I think it is important, as we advance with 
the highway program, to continue it in balance and not get it out of 
balance, regardless of the funds that we have available. 

Mr. Fauion. May I discuss this? Is it not true, Mr. Tallamy, 
that taking this money, this $30 million a year, from the Interstate 
System would tend to unbalance the program? Because 2 years ago, 
and 3 years ago, nobody even made a suggestion that the forest roads 
be included in the trust fund at all. We had testimony from the Sec- 
retary of Commerce, Secretary of the Treasury, the Bureau of Public 
Roads, and Cap Curtis, and nobody at any time ever suggested this 
be included in the Federal-Aid Highway Act to be paid out of the 
trust fund. 

So when you are taking this $30 million, you are unbalancing the 
program which we thought we had balanced. : 

Mr. Tatitamy. Well, I am not quite sure as to that, because the 
proposal provides that the $30 million shall be spent on the ABC 
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program, and so we are actually spending the $30 million which 
comes out of the trust fund on the primary and secondary system of 
highways. And if it did not provide that that be so, then I would 
certainly agree with your statement. 

Mr. Huw. Mr. Chairman, and Mr. Tallamy, it was my understand- 
ing—and I am quite sure it was the understanding of the rest of the 
committee—when we passed this Interstate Highway System we 

assed it in the name of defense, we sold the public on it, and it was 
built to expedite traffic in case of a disaster that might hit this coun- 
try; and to transport troops and war materiel. And so we sold the 
public on it. 

Incidentally, I had no trouble in selling my people on the pay as 
you go. But some of us didn’t believe in it. 

I think it is most important that we keep it as it is. If we allow a 
raid on the so-called trust fund by everyone who comes in here, our 
Interstate System is going to suffer, and we are also selling the public 
short. 

That is my feeling. 

Mr. Fation. Mr. Scherer. 

Mr. Scuerer. Mr. Tallamy, you pointed out that when we passed 
the 1956 act we created a balanced program between the Interstate 
System and the ABC system, and you seemed to approve that balance. 

Now, whether we transfer the $30 million to the trust fund or not, 
has this balance not been, let us say, unbalanced, because of the in- 
creased cost of the highway program, since the first draw on the trust 
fund goes to the ABC system? Is it not already unbalanced insofar 
as the Interstate System is concerned, by this increased cost ? 

Mr. Tatuamy. Well, of course, a portion of the increased cost is 
across the board and affects all highways. 

Mr. Scuerer. I understand that. 

Mr. Tatuamy. So there is no unbalance created as a result of that. 

Mr. Scuerer. If your first call for funds on the trust fund goes to 
the ABC system, then is not the whole program completely unbal- 
anced if the costs for the total system are increased, as we have been 
told they have been increased, by $10 billion ? 

Mr. Fatuon. Well, I agree with the gentleman, but, as I said be- 
fore, in order to put the Interstate System back in balance, you are 
going to have to find revenue, but we are not finding revenue by 
taking $30 million away from it at the beginning here. 

Mr. Scuerer. I agree, the $30 million will unbalance it further. 
And I have been saying we have unbalanced this system, unbalanced 
this program, which you said was desirable and which we all think is 
desirable, by the mere fact of increased costs. And we have unbal- 
anced it to the disadvantage of the Interstate System, which was the 
real basis for the passage of the 1956 act, because all the emphasis and 
all the testimony before this committee indicated that that was where 
the real need was, namely, the improvement of the Interstate System. 

Mr. Fation. Will the gentleman yield ? 

Is it not true you have two separate formulas for payment? The 
ABC does not specify any particular amount for any particular 
roads. They are put on as the money is made available. The roads 
are constructed as the money is made available. So that the formula 
for the Interstate System will be, when it is put in balance, for the 
actual cost of constructing and finishing the highway. 
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Mr. Scuerer. That is when we supply the additional revenues 
needed. : 

Mr. Farxion. Well, the formulas are different. There is no speci- 
fied roads and no specified mileage under the ABC, where there is 
under the Interstate System. So that the money given to the ABC 
roads, as much as possible is done with it; whereby on the other sys- 
tem a goal and established cost is set. 

Mr. Scuerer. But we have established a policy, have we not, by 
the 1950 act, of each year automatically increasing the amount we 
are going to give to the ABC system ? 

Mr. Fauiton. That is correct. If the gentleman will recall, the 
reason for that was that the extensions into the Interstate System 
were necessary in order to get a 100 percent value from the invest- 
ment. 

Mr. Scuerer. That is right. 

Mr. Scupper. I would like to ask Mr. Tallamy this question : 

If the Federal lands were turned into private ownership, then 
they would all fall within the ABC system and have to be supported. 
If one section, we will say, were taken over by private enterprise, 
then it would have to be supported by the ABC system. 

Mr. Tatxamy. That is correct. 

Mr. Scupper. We do have a particular question here. While they 
are in the ABC system, they are excluded because they happen to be 
a road going through Federal land. If that Federal land were pur- 
chased by an individual, that would automatically follow the ABC 
system and have to be supported by that program. 

Mr. Tatiamy. Yes. 

Mr. Faxon. I think that was taken into consideration when this 
act was first passed, because some States, in the matter of Government- 
owned land, got a higher percentage at the time, over 80 percent. 
So that was taken into consideration. The thought they should be 
compensated to a greater degree than in States where there was not 
so much public land. 

Mr. Sravurrer. Mr. Chairman, may I ask a question ? 

Mr. Fauuon. Mr. Stauffer. 

Mr. Sraurrer. I am a little confused. Where is this $30 million 
coming from? Where has it been coming from ? 

Mr. Fatton. From the General Treasury. 

Mr. Sravurrer. Did it come from the General Treasury prior to 
1956 ¢ 

Mr. Fatwon. Since the act was passed, I think, in 1916. 

Mr. Sravurrer. It never came from the ABC funds, and it did come 
from the trust fund? 

Mr. Fation. It was carried as a separate and distinct item in every 
Federal-Aid Highway Act we have had. 

Mr. Sraurrer. And we were supposed to get some benefit from the 
sale of timber which went into the General Treasury. 

Mr. Fauion. That is a different category of roads. That is access 
roads; these are forest roads. 

Mr. Mack. Mr. Chairman, I think, if I am permitted to ask a few 
questions, perhaps I can clarify the distinction between forest high- 
ways and forest access roads. Access roads are the subject on which 
Mr. Cliff is to testify. Perhaps I can lay a good foundation for Mr. 
Cliff’s testimony. 
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Mr. Tallamy, forest highways are roads that are built over forest 
land for the primary and almost the entire purpose of moving the 
traffic of pleasure and commercial vehicles from town to town; is that 
not so ¢ 

Mr. Tatiamy. That is right. 

Mr. Mack. It is not designed, or very little designed, in any way 
to move timber out of the forest, or to the main Sushenes and to 
processing plants? 

Mr. Tatuamy. The movement of timber is just another commercial 
use of the highway, the same as any other commercial operation on 
the highway. 

Mr. Mack. A forest highway is not a highway to move logs supply, 
because logs sometimes do move over the forest highways. Logs also 
move over the primary highways, the secondary highways, and even 
over the interstate roads? 

Mr. Tatitamy. That is correct. 

Mr. Mack. An access road then is designed almost primarily to get 
out timber, not for moving traffic ? 

Mr. Tatuamy. That is correct. 

Mr. Mack. That is the distinction between the two types of roads. 

Mr. Scnuerer. Thank you, Mr. Mack. We city boys from the East 
do not always understand. 

Mr. Fation. Are there any other questions of Mr. Tallamy ? 

Mr. McFall. 

Mr. McF au. I have one question. Has the cost of the Interstate 
System gone up disproportionately in relation to the ABC system, or 
has the increase in cost. been the same ? 

Mr. Tatuamy. The cost has not been increased the same, because 
the Interstate System has some other factors in it which relate to cost, 
which do not prevail on the primary system to such a great extent. 

For example, the Interstate System, under the present legislation, 
must serve local traffic to the maximum extent practical, and that 
pushes it close to metropolitan areas, and as a result increases utility 
costs, and the number of structures which must carry it over or under 
more roads than would be the case if it were designed primarily 
for interregional traffic. 

And so that has an effect upon the cost which would not be extended 
to the ABC system program. 

Mr. McF atu. In other words, the standards which were put in the 
1956 act raised the costs of the Interstate System, which you did not 
foresee at the time; is that correct? 

Mr. TatiAmy. That is correct—to a small extent. 

Mr. McFatx. And asa result of increased design costs and increased 
construction costs ? 

Mr. Taritamy. That is right. 

Mr. McFauu. What is the percentage increase difference, if that can 
be determined ? 

Mr. Tattamy. The percent difference in increase between ABC and 
interstate—is that the question you are asking me? 

Mr. McF atx. Of course, there has been an increase in cost in ABC 
because of increased construction costs, and so forth. 

Mr. Tatiamy. Yes. 
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Hh Mr. McF atu. That same cost increase has affected the Interstate 
| System. But you tell me there has been an additional increase in the 
Interstate System resulting from higher standards. What would be 
the relation? Can you express it in the form of a percentage? 
Mr. Tatitamy. Yes. I would say 
1 Mr. McFatu. Or money. 
i Mr. Tatuamy. A percentage. Approximately 23 percent greater 
' increase on the Interstate System than on the ABC system. 
, Mr. Scuerer. You mean because of an increase in standards over 
| and above what was contemplated when we passed the act in 1956? 
H Mr. Tatiamy. No, not entirely. 

Mr. Scuerer. Or things you did not foresee ? 

Mr. Tatiamy. The 1956 act requires, for example, that the Inter- 
state System serve local traffic needs to the maximum extent practical. 
The original concept was that it would serve primarily interregional 
traffic. In order to move it over to serve the metropolitan areas, which 
in my opinion it should, it does require many more structures, many 
more interchanges, between the express highway and local roads; and 
more utility movements. And all of those things would represent an 
increase of about 15 percent on that one item—no, 18 percent, about 18 
percent. 

Then, there is about 5-percent increase as a result of the larger 
volumes of traffic which are on our highways today, and which we 
anticipate will be on the Interstate System as a result of the greater 
traffic densities today, than was thought to be the case in 1954. 

That makes your 23 percent. 

Mr. Scuerer. Thank you very much. 

Mr. Fation. Arethere any other questions from the members ? 
If not, thank you very much, Mr. Tallamy and Mr. Turner. 
Mr. Cliff. 
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Mr. Fatuion. Mr. Cliff, for the reporter, would you give your full. 
name and title ? 

Mr. Curr. My name is Edward P. Cliff. I am Assistant Chief of 
the Forest Service, United States Department of Agriculture. 

Mr. Chairman and members of the committee, I appreciate this 
opportunity to appear before your committee in connection with H. R. 
9821. Among other things, the bill would provide authorizations for 
forest highways and forest development roads and trails. The au- 
thorizations for forest development roads and trails directly affects 
the Department of Agriculture. 

When I prepared this statement, Mr. Chairman, we did not have 
an administration position on the authorizations in this bill. This 
morning, before coming up here, we received a copy of the letter 
from the Budget Bureau addressed to the chairman of the House 
Public Works Committee, in which they stated an administration 
position. 
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We did not have the benefit of this when I prepared this statement, 
but the position taken by the Budget Bureau, with regard to forest 
development roads and trails is, and I quote from the letter: 

The Bureau of the Budget recommends that the provisions of H. R. 9821 
dealing with forest roads and trails, Indian roads and trails, and park roads, 
trails, and parkways, be deleted, and that these programs be financed through 
the usual appropriation process. 

My prepared statement is confined entirely to a discussion of the 
status of the national forest transportation system. If it meets with 
the wishes of the committee, I will be glad to present that, or be 
guided in any way that you desire in carrying on this discussion. 

Mr. Fatton. Well, Mr. Cliff, it might be well if you could give us 
the highlights of your prepared statement, and also your opinion. 
ani do you feel about transferring these categories to a separate 

ill ? 

Mr. Curr. Well, under our broad legislative authority, there is 
ample authority to appropriate funds for forest development roads 
and trails without benefit of the special authorization of this Federal 
Highway Act. 

Mr. Fatton. Does that mean that that bill would be introduced or 
referred to the Agriculture Committee, rather than the Roads 
Committee ? 

Mr. Curr. No, sir; it would be handled the same as our other appro- 
priations, in the regular appropriations bills, without benefit of the 
special authorization. ‘There would be no separate authorizing legis- 
lation, as I understand the proposal. 

There is authority to do that. We have no separate authorizations 
for many of the things that we do in the administration of the national 
forests. 

Mr. Baipwin. Mr. Chairman. 

Mr. Fation. Mr. Baldwin. 

Mr. Barpwin. On that point, Mr. Cliff, do I understand correctly, 
however, that by the wording of the legislation in past years it has 
been provided that in this particular instance, as far as the road bills 
are concerned, that what we authorize actually becomes a commitment 
of the Appropriations Committee to appropriate; and if we did not 
authorize that, if the Bureau of the Budget cut you folks down to half, 
say, on park roads and trails, and that was the only amount the Bureau 
of the Budget allowed to get to the ap Ee Committee, we 
might wind up with an appropriation of only $8 million instead of 
$16 million for national park roads? Is that not true? 

Mr. Curr. The authorization has not been considered as a commit- 
ment to appropriate, Mr. Baldwin. It is merely an authorization to 
appropriate. 

Mr. Batpwin. It has been given more weight than if there were 
not any authorization in the picture. 

Mr. Curr. I think that is true. It has established a goal for appro- 
priations. However, it might also be considered as a ceiling on 
appropriations. 

Mr. Batpwin. I realize it has been considered a ceiling. Of course 
it happens to be under our procedures for authorizations, but it has 
been at least an indication by legislative action of the-House and 
Senate before an appropriation bill comes along, that they are desirous 
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of moins that money spent for national park roads and national park 
trails. 

Mr. Cuirr. National forest roads and trails. 

Mr. Baupwin. Whereas we would not have such an authorization 
if the Budget Bureau cut your request down to half. There would 
be no indication to the Appropriations Committee that there was 
any —— in Congress that the greater amount should be appro- 

riated. 

7 Mr. Curr, I think you are correct about that, Mr. Baldwin, that 
this is an expression of the Public Works Committee and the Co s 
as to the level of appropriations which they feel should be ied or 
could be made. 

However, the separate authorization is not necessary for the appro- 
priation process, and that is one of the reasons the Budget Bureau 
has taken that position. 

There is one other thing it would do. It would cut out the authority 
for advance contract authorization which we have never used since 
it was authorized in this act. 

Mr. Fatxion. Any other questions ? 

Mr. Batpwin. No. 

Mr. Mack. Mr. Cliff, your statement shows that the Forest Service 
of the United States received in revenues during the last year $111,- 
588,000. Now how much were all the expenses of the Forest Service, 
including operations, maintenance, and all other things, including the 
amortization of these timber access roads—in round figures? Did you 
lose money or did you make money from the Government ? 

Mr. Curr. The national forest operations make a net profit for the 
Government. 

Mr. Mack. Over and above all expenses ? 

Mr. Curr. That is correct, sir. 

Mr. Mack. The net profit is is in the neighborhood of about $20 
million a year, is it not ? 

Mr. Cuirr. Yes, sir; if you provide for an amortization period, by 
capitalizing road expenditures. 

Mr. Macx. The figures you supplied me the other day, at my re- 
quest, were that in 1950 the Forest Service, in round meee, sold 
$29 million of Federal timber, and in 1957 those sales had increased 
to $102 million. 

In other words, you were selling, in 1957, 4 times as much timber 
from the Federal land as you were selling 7 years previously. 

Mr. Curr. We were selling timber valued at four times as much. 
The total amount of timber was not four times as much. 

Mr. Mack. Yes. The price of timber has increased. You doubled 
the sales. In other words, according to this statement which you 
supplied me at my request, you sold 31% billion feet of timber from 
forest lands in 1950, and you sold almost 7 billion feet, or twice as 
much, in 1957, and these sales yielded you almost 4 times as much 
money. You marketed in 1957 twice as much timber as you marketed 
in 1950. 

Mr. Cuirr. That is correct, sir. 

Mr. Macx. In order to market that timber, it takes more money for 
two things: One thing is to process timber sales, that is, to cruise the 
timber, to advertise it for sale, to accept bids, and then to scale the 
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logs to see that the Federal Government is paid in full for the timber 
that is taken from its land. Such costs are not heavy in dollars. It is 
only a small fraction of the sale. 

hen the other thing you need to increase the quantity of timber 
which comes out of the forest is access roads, which make the timber 
available so it can be brought out. 

Mr. Cuirr. That is correct. 

Mr. Mack. Do not these access roads benefit the Federal Govern- 
ment in these respects? In the first place, they stimulate a greater 
number of bidders for the timber. If you say that the purchaser 
must build his own access road, and that road costs $300,000 or $500,000, 
then only the large logger can compete in bidding for the timber. 

But if you build a road into the timber and then offer it for sale in 
smaller lots, you obtain an increased number of bidders, and out of 
this competition the tendency is, as your figures indicate, the Federal 
Government gets a better price for its timber. 

Is that not true? 

Mr. Currr. You have explained the situation very well, Mr. Mack. 

Mr. Mack. In other words, these access roads pay for themselves. 
If the large logger builds the roads, he pays you less money for the 
timber, and the Federal Government, in fact, after all, is paying for 
the construction of these roads. 

Mr. Sravrrer. Will the gentleman yield? 

How much has the stumpage value gone up between 1950 and 1957 ? 

Mr. Curr. Approximately doubled, Mr. Stauffer. 

Mr. Sravrrer. Doubled in value? 

Mr. Cuirr. Yes. 

Mr. Sraurrer. Per thousand board-feet ? 

Mr. Curr. Per thousand board-feet it has approximately doubled. 

Mr. Sravurrer. And you attribute that to better access to the timber 
for the people that buy it? 

Mr. Curr. Only in part, Mr. Stauffer. The stumpage prices vary 
with the lumber market. During the period we are discussing, there 
has been a very active demand for timber and good lumber market 
until the last year or 18 months; there has been a slump in the market. 
Part of it is due to the general economic situation and demand for 
timber products. And then, as Mr. Mack has explained, it is due in 
part to better accessibility, more active bidding which is possible when 
there are roads available, rather than having all the roads constructed 
by the timber purchaser. 

Mr. Sravurrer. Well, the stumpage value of timber held in private 
hands has not gone up with the better economic conditions in many 
sections of the country. 

Mr. Mack. Will the gentleman yield ? 

Mr. Sravurrer. Yes. 

Mr. Mack. I can say in our section of the country the rise in the 
value of the privately held timber has been comparable to the rise in 
the price of Federal held timber. 

r. Sraurrer. I am very glad to know that. 

Mr. Curr. I think that is true. 

Mr. Mack. The greater number of bidders, the higher the price you 
obtain from bidders. 
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Now, another benefit of the access roads is, it makes the timber more 
accessible for your fire-fighting equipment and makes for better fire 
preventive protection, and also these roads enable you to get at the 
diseased and infected timber and to spray it if necessary to preserve 
thecrop. Is that not true? 

Mr. Curr. That is correct, sir. 

Mr. Mack. And also the access road provides for better management 
of the timber. That is, timber isa crop like corn or wheat, or anything 
else that grows. There are certain sections of the timber that are much 
riper, older, than other sections. Unless taken out sooner, the old 
timber deteriorates, rots, and is lost. If you have access roads into 
a body of timber, you can then designate that the ripest timber must 
be taken out first and the younger timber allowed to continue to grow 
and attain greater value. 

Mr. Curr. That is absolutely right, Mr. Mack. 

It is basic for a good forest-management program, that we have a 
good transportation system, so that we can harvest the timber and 
utilize the other resourecs in proper sequence rather than haphazardly. 

Mr. Fatuon. Mr. Cliff, do you have enough money to build the access 
roads to get the maximum benefits out of the forest ? 

Mr. Curr. I would have to say no to that, Mr. Fallon. 

Mr. Scuerer. Do you mean financial benefits ¢ 

Mr. Cuirr. A large proportion of the roads that are being built in 
the forests now are built by timber operators. Last year the timber 
purchasers constructed about 2,700 miles of roads in the national for- 
ests; the Federal Government constructed or reconstructed about 1,100 
miles. 

Our annual cut of timber in the national forests is still about 3 bil- 
lion meet below the estimated allowable cut under sustained yield 
management, so we are not yet harvesting all of the timber we should 
be harvesting under a good, sound, forest-management program. One 
of the reasons that we are not harvesting that timber is the lack of 
access. 

Mr. Mack referred to another reason, the personnel problem. And 
there are others, such as housing, lack of markets in certain areas; but 
lack of access is a major factor in a number of our important timber 
management working circles. 

Mr. Mack. You spoke of the allowable cut under “sustained yield.” 
By “allowable cut under sustained yield,” you mean the taking from 
the forest of a certain amount of timber that can be regrown in the 
same quantity over the same period of time. Under sustained yield 
you have a perpetual forest of the present board-feet yield ? 

Mr. Curr. Yes, sir. 

Mr. Mack. Mr. Cliff, your boss, Mr. McArdle, Chief of Forest 
Service, in 1955 when the Forest Service celebrated its 50th anniver- 
sary, said that the Forest Service has control over 765 billion feet of 
timber. 

Now, 765 billion feet of timber at today’s prices I presume would 
be worth $4 billion or $8 billion, and that is the vast resource that 
the Forest Service at the present time is managing. 

Now you can cut from that forest, according to Mr. McArdle, at 
least 9 billion feet of timber a year and still grow timber as fast as 
you cut. In other words, according to his figures, you could increase 
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the cut by 2 billion feet. If you increase the cut by 2 billion feet, 
then the Forest Service could increase the revenues which is deriving 
from the timber by approximately, we will say, a little more than one- 
fourth, which would mean that you could add about $30 million a year 
to the revenues of the Forest Service that go into the Federal Treasury. 
Is that not so? Less, of course, the incurred expenditures connected 
with that? 

Mr. Curr. Thirty million is approximately correct, Mr. Mack. Our 
pent estimate of allowable cut under sustained yield is about 10 

illion feet on all national forests including those in Alaska. We have 
increased our estimate of allowable cut since Mr. McArdle made that 
statement. And the difference between what we are cutting and the 
full allowable is nearly 3 billion feet. 

Mr. Mack. Last year you cut just under 7 billion feet. 

Mr. Curr. At current stumpage prices, if we were able to market 
the full allowable cut, it would bring in approximately $35 million a 
year additional revenue. 

Mr. Mack. Now, when this forest becomes old, ripe, then like corn 
or wheat, it ceases to grow or increase in value. That is, the old trees 
should be taken out and new trees planted in their place in order to get 
the maximum revenues for the Federal Treasury. Is that not correct? 


Mr. Curr. That is correct, Mr. Mack. 

Mr. Mack. And under the forestry policy, that has been pursued 
now for a number of years, every time the Forest Service has cut down 
an old tree, it has a new tree planted. That is what we call sustained 
yield. 

Mr. Curr. Well, we don’t always replant them by artificial means, 


but 

Mr. Mack. I know that. 

Mr. Curr. We try to manage these forests so that they will regener- 
ate naturally. And if they do not regenerate naturally and very 
promptly, then we do plant. 

Mr. Mack. When you sell this timber, you sell a block of timbers, 
say 40 acres or 160 acres, in a sort of checkerboard fashion—not ex- 
actly squares, but you do sell it in a checkerboard fashion—so that each 
vacant space as the trees are taken away is surrounded by large seed 
trees which can seed the land. Is that not true? 

Mr. Curr. That is the way we cut timber out in your part of the 
country, Mr. Mack. We vary the cutting methods in different parts 
of the country and in different types of timber. 

Mr. Mack. It depends upon the topography. 

Mr. Curr. Some types of forests we cut selectively, which means 
selecting individual trees for cutting as they need to be harvested. 

Mr. Mack. That is right. 

Mr. Curr. In the Douglas-fir region, we cut in the manner you have 
described, sir. 

Mr. Mack. And this selective logging, going in and marking out of 
a single tree and saying to a logger you can cut out that tree, is a rather 
remarkable thing. I have seen it done. The loggers are so skillful the 
can drop a great tree of 3 or 4 or 5 feet in diameter and with little or 
no damage to the surrounding trees. I do not see how they do it, but 
it isdone I have seen it. 
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Mr. Scuerer. Mr. Chairman, I think we really owe to the gentleman 
from Washington a vote of thanks for his lesson on forestry. 

(Discussion off the record.) 

Mr. Fatton. Mr. Cliff, I have one question. You say that you mar- 
keted 3 billion feet under the allowable amount last year. 

Mr. Curr. Yes, sir. 

Mr. Farton. Was that because the market could not take those 
3 billion feet? Or was it because of lack of access highways? 

Mr. Curr. In my prepared statement, Mr. Chairman, I discuss 
that in detail and I make the statement to the effect that in 50 major 
working circles—a “working circle” is a large administrative unit, 
which has a common transportation system and is adjacent to and 
supports a community—the failure to cut the full allowable is due 
to lack of access. There are other reasons, such as lack of market for 
some types of timber that we have, why we are not cutting the full 
slleevalihe in some of the other areas. 

An example of that is in the northern Rocky Mountain section where 
we have timber stands composed mostly of lodge pole pine. There 
has been little demands for that class of timber in the past. The 
industry is just starting to move into those areas. We could not 
attribute failure to cut full allowable in that particular part of the 
country to the lack of access roads. However, more woods would 
help create markets. 

Mr. Fatton. Do you have any idea what percentage was not cut 
and marketed because of lack of access roads? 

Mr. Curr. I would estimate that it would amount to about 1.5 
billion feet. 

Mr. Fatton. What is that translated into dollars? 

Mr. Curr. Approximately $20 million a year. 

Mr. Sravurrer. Mr. Chairman; what happens to the mineral rights, 
Mr. Cliff? 

In this Government-owned forest land, do we have any minerals 
that we are selling the rights to? Do we have any oil or uranium or— 
is there not another source of revenues from these forest lands? 

Mr. Curr. Oh, yes, Mr. Stauffer. The mineral situation is rather 
complicated but I will describe it very briefly to you. In the Western 
States where the national forests were created from public-domain 
lands, most minerals are subject to entry under the mining laws. They 
ean be claimed by the prospector or the claimant who discovers the 
minerals. He can file a claim and develop it. And there is no revenue 
to the Government except a small fee when he patents his claim. 

The exception to that is oil, coal, gas, phosphate, and some other 
minerals covered by the Mineral Leasing Act. The Federal Gov- 
ernment retains the right to lease these so-called leasing act minerals 
and charges a land rental and royalty. There are a large number 
of mineral leases on the public domain forest lands. 

In the eastern United States where most of the national forest lands 
were purchased from private owners, all minerals owned by the Gov- 
ernment are disposed of by lease or permit and land rentals and roy- 
alties are charged. In some cases the mineral rights were reserved by 
the former owners, and the minerals are still privately owned. 

In most cases where the Government acquired the mineral rights, 
they are subject to lease for all types of minerals; not only coal, 
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oil, and gas, but all kinds of minerals are subject to lease. And the 
Government derives a revenue from the leasing of those minerals. 
Again, there is a large number of mineral leases and permits on the 
acquired national-forest lands. ; : 

Mr. Sraurrer. What is our income today from mineral rights? 

Mr. Curr. It amounts to approximately $6 million a year, as I 
remember. 

Mr. Sravurrer. $6 million ? 

Mr. Curr. Those fees are collected by the Department of the Inte- 
rior and most of them are credited to Interior’s accounts when they 
gotothe Treasury. I don’t have an exact figure. 

Mr. Farion. Mr. Cliff, would funds authorized by this bill be used 
for access roads to mines ? 

Mr. Curr. We are not building access roads specifically for mineral 
development. However, many of the roads on our system are used by 
miners. 

In years past, we have built some mineral access roads. 

Mr. Fatton. Out of the money that is authorized in the access forest 
highway bill? 

Mr. Curr. No; I think there were special authorizations for min- 


eral access roads and some of the money was made available to the 
Forest Service to build such roads. 

Mr. Batpwin. Mr. Chairman. 

Mr. Fatton. Mr. Baldwin. 

Mr. Batpwin. Mr. Cliff, over on page 4 of your written statement, 
you state Federal funds are available for forest-development roads 
and trails from two sources. One is the 10 percent of the receipts 


from the national forest for roads and trails as provided in the act 
of March 4, 1913; and the other is through the bill we are now dis- 
cussing. ‘Then you give an example: “The appropriation in fiscal 
year 1958 was $24,336,000 and the 10 percent fund amounted to $10.8 
million.” 

Now, as I understand it, this 10 percent is 10 percent of the receipts 
you have received from the sale of lumber, and that comes to you 
automatically without any specific action of Congress under this 
original act of March 4, 1913; is that right? 

Mr. Curr. That is correct, Mr. Baldwin. The act of March 4, 
1913, provides that 10 percent of all of the receipts of the national 
forest be available for construction and maintenance roads and trails 
in the national forest. That amount has always been made available. 

Mr. Batpwin. I see, they have always given the full 10 percent? 

Mr. Curr. Yes, sir. 

Mr. Batpwin. That covers all receipts, not just timber ? 

Mr. Curr. That is correct. We had receipts from the grazing 
of livestock on the national forest and for various kinds of special 
uses ; fees from resorts and summer homes, and other kinds of special 
uses that are made of the forest. 

Mr. Bautpwin. Then in effect, we have a sort of crossfire situation. 
This authorization apparently came out of a bill that I suppose 
originated in the Agricultural Committee many years ago, plus the 
bill that we work on every 2 years, which comes through the Public 
Works Committee. I take it that is the case. 
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Mr. Cuirr. I am not sure of the origin of the act of 1913, but the 
other source of funds has been as authorized by the Federal High- 
way Act. 3 : 

Mr. Batpwrn. One further point on the same thing. Your state- 
ment of appropriation for this year being $24,336,000 under this act, 
since the authorization we granted in the 1956 law was for $27 mil- 
lion, that would indicate then that the Appropriations Committee 
could still go up about $2.66 million within the existing authorization. 

Mr. Macx. Would the gentleman yield ? 

Is that road and trails or access roads ? 

Mr. Batpwin. These are development roads and trails. 

Mr. Curr. Development roads and trails. As you pointed out, 
the authorization is $27 million; the appropriation for fiscal year 
1958 -was $24,336,000; and the budget request this year is for 
$23,099,000. 

Mr. Batpwin. That is under the authorization, then, by even a 
greater amount than the amount appropriated last year ¢ 

Mr. Curr. That is correct. 

Mr. Batpwiy. So we have a clearance of, in this case, an appro- 
priation last year which could be increased by about 10 percent within 
our existing authorization; or if we take the budget figure that is 
submitted this year, almost 20 percent within our existing authori- 
zation. 

Mr. Curr. Well, that is not quite 20. 

Mr. Batpwrin. Well, 18 percent, whatever the case may be. All 
my po nt is is that our existing authorization set forth in the 1956 
act and reiterated in the bill before us is still above the amount that 
you have so far ever gotten in the way of appropriations ? 

Mr, Curr. That is correct. 

Mr. Batowrn. Thank you. 

Mr. Mack. Are these the access roads to get out timber? Or are 
they the roads and trails for general purposes? Or both? 

Mr. Curr. Mr. Mack, the forest-development road and trail fund, 
which is authorized by the 1956 Highway Act for which we get direct 
appropriations, is used for several things. First of all, the money is 
used for maintenance of the roads and trails on our present system. 
It is used for contruction and reconstruction of roads, trails and 
bridges. Some of those roads are for general purposes, such as fire 
control, recreation, general forest administration; but the bulk of the 
money used for construction and reconstruction has been used for 
timber access roads. 

Mr. Fatxion. Mr. Scherer. 

Mr. Curr. Page 5 of my written statement gives you the break- 
down of the way that the money available to us for forest-develop- 
ment roads and trails is expended. 

Mr. Mack. How much additional funds would be required by the 
Forest Service to bring this allowable cut up to the 10 billion feet 
that you say it should be? 

Mr. Curr. I am afraid I would have to make a pretty broad guess. 
I do not have a precise figure to give you on that. 

Let me express it in this way: It takes about 520 miles of road con- 
struction and reconstruction each year to produce a billion feet cut of 
timber. The cost of that 520 miles of road work averages about $7 











FEDERAL-AID HIGHWAY ACT OF 1958 127 


million. So for each billion board-feet of timber we are cutting each 
year, we have to have about $7 million of road construction or 
reconstruction. 

We are about 3 billion feet behind the allowable cut so it would take 
approximately $21 million of additional road construction and recon- 
struction each year to get up to the full allowable cut. 

Now, this whole thing is complicated by the fact that some of our 
roads are built by the timber purchasers and not with Government- 
appropriated funds. 

Mr. Fatton. That is reflected in the price, is it not, Mr. Cliff? 

Mr. Curr. Yes, a deduction is made in the appraisal of the timber 
for the road construction cost by the purchaser. The Government gets 
less for its timber when the purchaser builds the road. So in effect, 
the Government is paying for the roads whether we build them 
with appropriated funds or the purchaser builds them. 

Mr. Mack. Under no condition, Mr. Cliff, do we propose to do away 
entirely with the principle that the purchaser should build some of 
these roads. Is it not true that a part of the forest topography, dis- 
tance of the timber from the consuming market, and other factors 
enter into making it good business to offer large sales in certain par- 
ticular stands of timber instead of the small sales? 

Mr. Curr. That is correct, Mr. Mack. 

We feel in genera! that the Government should build the main-line 
roads—the principal roads that tap these bodies of timber, the trunk 
roads; and that the purchasers, a have logging and roadbuilding 
equipment, can and should build most of the branch roads or feeder 
roads that feed into the main-line roads. 

We have such a tremendous roadbuilding program ahead of us to 
get our road system fully installed that we feel we should take ad- 
vantage of the purchaser’s equipment and know-how to help develop 
that system in addition to what money the Government can afford to 
put into the roads by direct appropriations. 

Mr. Mack. Your statement shows that we logged last year about 7 
billion feet. You said you should and could cut about 10 billion feet 
or 3 billion more than you now are cutting. 

Suppose the committee and Congress left your appropriation for 
access roads exactly as it is, would you increase this allowable cut above 
7 billion feet? Or would you be held down to that 7 billion feet ? 

Mr. Cuirr. We have plans and finances under the current budget 
which would enable us to cut about 8.2 billion feet in fiscal year 1959, 
if the market demands improve somewhat. 

Mr. Mack. A number of small mills in our region are going out 
of business because they experience difficulty in obtaining logs. 

Mr. Curr. I understand that is correct, sir. 

Mr. Fation. Mr. Scherer. 

Mr. Scuerer. Mr. Cliff, in your prepared statement, you say the 
national-forest system is comprised of 181 million acres of Federal 
land located in 40 States, Alaska, and Puerto Rico. 

Tell me, how did we acquire that 181 million acres, the Federal 
‘Government ? 

Mr. Curr. About 160 million acres of that is public domain land. 
Most of this was never in private ownership. It was set aside by 
Presidential and congressional action as national forest to be managed 
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for protection of watersheds and for the production of continuous 
supplies of timber for the benefit of the people of the country. About 
20 million acres, most of it in the Eastern United States, was pur- 
chased. 

Mr. Scuerer. Acquired by purchase? 

Mr. Ciurr. Purchased from private owners under authority of sev- 
eral actsof Congress. It was land that had been in private ownership, 
had been cut over, much of it burned and depleted. And it was pur- 
chased by the Federal Government to rehabilitate and to manage it. 

Mr. Scuerer. Now let me ask you this question, you stated in re- 
sponse to a question by the gentleman from Washington that the net 
operating profit of the national forests last year was approximately 
$20 million ; did you not ? 

Mr. Curr. That is correct. 

Mr. Scuerer. Now, in arriving at that $20 million, did you take 
into consideration the interest, on the Government investment in 20 
million acres? 

See, we have $275 billion indebtedness and so we are paying interest 
on that investment in that 21 million acres. AI] I want to know is in 
determining this operating profit to the Government, did we take into 
consideraiton the interest on our investment in the 21 million acres? 

Mr. Currr. I am not sure whether interest was taken into consid- 
eration or not, but we did allow for depreciation of the capital invest- 
ments. 

Mr. Scurrer. Well, the interest on that 21 million acres would be 
considerable, would it not ? 

Mr. Curr. The net amount that receipts exceeded operating ex- 
penditures plus depreciation was $32 million, rather than the $20 
million that we have been talking about. I was just relying on my 
memory. 

Mr. Macx. It was $20 million a year or two ago. You are improv- 
ing the situation. 

‘Mr. Scuerrer. I understand that. I am just trying to figure out 
how they arrived at the operating profit for the Government and 
whether it is an actual operating profit. 

I want to ask one more question, then. Did you take into consid- 
eration in determining the $32 million operating profit of the national- 
forest system any loss of taxes to the Federal Government if all or 
part of the public domain land had been in private ownership ? 

I think the obvious answer to that is “No,” but I just want to see 
whether we are operating 

Mr. Curr. I hesitated in answering that because we do make a 
payment to the States in lieu of taxes which amounts to 25 percent of 
our gross receipts. I was not sure whether we had deducted that in our 
tabulation or not. 

Mr. Scuerer. Could you answer both of my questions ? 
Mr. Currr. I would be glad to supply that for the record, sir. 
(The answer follows :) 





Interest on the investment in the 20 million acres was not taken into considera- 
tion in determining the operating profit. Neither were any charges in lieu of 
taxes included in operating expenses. The amounts paid to the States as 25 
percent of gross receipts as required by law may vary considerably from taxes 
that would be assessed private property. For that reason they have not been 
included as operating expenses. However, in addition to the operating profit 
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realized there has been a large increase in the values of the land and timber 
since the land was purchased and put under management. The Government 
paid about $94 million for the land. Interest at 3 percent on this amount would 
be $2,820,000. The present appraised value of the land is approximately $1 
billion. This increase in value was not considered in the profit-and-loss state- 
ment either. 

Mr. Fatxion. Mr. Baldwin. 

Mr. Batpwin. Following up that point, Mr. Cliff, I just want to be 
sure I know what you are committed to by law already. 

You are committed to 25 percent of your gross receipts as a payment 
in lieu of taxes to the local tax bodies, and then you are committed to 
an additional 10 percent under this act of 1913 for roads. So that you 
have commitments under existing law totaling 35 percent per year of 
your annual receipts ? 

Mr. Curr. Yes, sir. 

Mr. Batpwin. And that does not count any amount we authorize in 
our road bill? 

Mr. Curr. That is correct. 

Mr. Batpwin. Thank you. That is all. 

Mr. Fation. Mr. Schwengel. 

Mr. Scuwence.. Yes. Getting back to this 3 billion unused allow- 
able cut, I am interested in the conservation phase here. 

Does this mean when we have not used that, that is a yearly loss? 
Or do we just build up our reserve of lumber ? 

Mr. Curr. Well, mostly it is a loss, because in operating under a 
sustained-yield management program, if we fail to cut that amount, 
the growth does not accumulate so that you can go back 10 years from 
now and cut that much more. 

We allow for making up a deficit in the cut for 1 or 2 or not more 
than 5 years; but the situation in an old-growth forest where most of 
our timber volume is, the losses to insects and disease and natural 
mortality just about offset the growth. So there is no net increment 
in an old-growth forest. If you do not cut the growth each year, the 
losses will offset it and you do not have any additional timber to cut 
the following years. Mow that is an oversimplification of a rather 
complex subject. 

Mr. Scuwencet. Actually there isnoloss. It is not like it is burned 
up and you have to replenish it. Over 76 years you estimated it takes 
to rotate. Is that right? 

Mr. Curr. Well, there is a loss in an old-growth forest. There is 
continual loss through insects, disease, and other things that cause 
mortality ; these old-growth stands are in approximate balance. 

In order to correct that situation, it is necessary to remove some of 
these elements in the stand which are causing the losses, remove the 
older trees, leave the younger stands of timber which are capable of 
putting on growth, and start new forests which grow rapidly. Even- 
tually as we replace the old growth with young, vigorous growing 
trees, the total amount that we could cut from these forests will be 
increased quite materially. 

Mr. Scuwenee.. Is there a soil depletion in this program of any 
kind that is noticeable by replanting and cutting and replanting ? 

Mr. Currr. Well, there is disturbance to the soil, of course, when 
you are conducting a timber-harvesting operation ; but we are attempt- 
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ing to handle that in such a way as to minimize soil loss and soil ero- 
sion. It can be done under good forest-management practices. 

Mr. Scuwencext. Without considering soil erosion, is there any 
soil depletion? In other words, say at the end of a certain period, do 
you see any evidence of the soil not being able to produce as good trees 
in succeeding years? 

Mr. Curr. Not under good management, sir. 

If we have fires, there can be soil depletion. If we have destruc- 
tive logging practices that cause erosion, you can have soil depletion. 
But our program, of course, includes a vigorous program of fire con- 
trol and also a vigorous program of stabilizing soil, both in our road- 
construction work and in our lodging work, so that we do not deplete 
the soil. 

Mrs. Burren. Would the gentleman yield ? 

Mr. ScHweEnceE. Yes. 

Mrs. Burren. Mr. Cliff, in relation to that problem, is it not true 
that the younger timber cannot grow unless it has room? Is it not 
true that when the older, diseased timber is taken out, the younger 
timber has much better chance to grow? And, in that way, would you 
say that it balances off whatever loss in the quality of the soil you 
might experience by the erosive activities of taking the older trees out ? 

Mr. Currr. That is very true. 

Mrs. Burren. In other words, the younger trees have no chance of 
growth really unless the older trees are removed at the time they 
should be. ‘That is the management practice of the Forest Service. 

Mr. Curr. That is very true. And even in a young stand when the 
trees reach a certain state of development, it is necessary to thin them 
out. 

Mrs. Burrcu. That is right. 

Mr. Curr. We give the better trees a chance to grow by removing the 
poorer trees. When we do that, we are going to be practicing a lot 
more intensive management than we are doing right now. It is a neces- 
sary thing under good forest management to not only harvest the old 
growth, but to make periodic thinnings and improvement cuttings in 
the young growth. 

Mr. Scuwencet. I am not satisfied with the answer yet and I am 
not sure you understand what I am getting at. 

I come from a farming country and I know we have to rotate 
crops and replenish the soil with certain fertilizer, and so forth. 

With the growing of these trees, does that take certain elements 
out of the ground which would affect the utility for future growth? 
What is the program to replenish that, if it is so? 

Mr. Cuirr. Well, so far fertilization by artificial means has not 
proven practical in forest management. However, there is research 
going on to test the need for and feasibility of fertilization. 

In the normal growing process of a forest, though, there is a lot of 
material returned to the soil in the form of humus, leaf fall, decay of 
the trees that die and fall down. So under a sound forest-manage- 
ment program, we have not felt that there is a depletion of the soil by 
removal of forest crops. 

We could be wrong about that. 

Mr. Scuwenceu. There are studies going on to determine it ? 

Mr. Curr. Yes, sir. 
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Mr. Scuwencet. That is all. 

Mr. Fatton. Any other questions? 

Mr. Mack. Just one question, Mr. Chairman. 

You testified, Mr. Cliff, that you were allowed to use 10 percent of the 
revenues of the Forest Service, for building roads, trails, access roads, 
or maintaining those which you possess. 

Now, suppose the Appropriations Committee allows you $24 million 
this year for that purpose, do you get the $24 million plus the $10 
million? Or isthe 810 million part of the $24 million ? 

Mr. Curr. We would get the $24 million plus the $10 million. 

Mr. Mack. You would have $34 million ? 

Mr. Currr. Yes, sir. 

Mr. Fation. Yes, sir. 

Mr. Scuerer. Just one. 

Mr. Cliff, in your prepared statement, you say the exterior bound- 
aries of these national forests comprise about 224 million acres and 
that this is equal to more than one-tenth of the area of the continental 
United States. 

That would be an area about twice the size of Texas, would it not? 
About one-tenth ¢ 

Mr. Curr. I do not know the exact size of Texas, but it is an area 
of 224 million acres, over one-tenth of the size of the continental 
United States; yes, sir. 

Mr. Scuerer. Now this may not be a fair question to ask a man in 
your position and if you do not want to answer, I would not blame 
you if you take the fifth amendment, but do you not feel that the 
Government and the economy of the United States would be better off 
if we disposed of some of this territory ? 

Mr. Curr. No, sir. I do not, as a general proposition. 

However, there are some tracts of land in the national forests that 
could well be disposed of for community development and for im- 
provement of administrative efficiency. 

We have proposed legislation which would authorize the Forest 
Service to dispose of isolated tracts and lands needed for community 
development. That proposal did not have a favorable reception in 
Congress, even when the administration proposed it. 

We do have a program of land exchanges whereby we can exchange 
tracts of national forest lands for intermingled private lands to 
straighten up our administrative boundaries and to block up the 
management areas. We think that that is a good program that 
should be pursued. So under that program, we are returning some 
lands to private ownership and are acquiring other private lands to 
block up Federal ownership. 

Mr. Scuerer. You do not think it would be a good policy both for 
the Government and for the economy of the United States to dispose 
of a large portion of this 242 million acres which comprise one-tenth 
of the land of the United States? 

Mr. Curr. No, sir, I do not, because these lands are contributing 
to the economy and they were originally set up with one of the 
primary purposes for the protection of watersheds. That is becom- 
ing more and more vital to the economy of the United States. 

Mr. Scuerer. I certainly would not want to dispose of that portion 
of this large area that contributes to the protection of the watersheds 
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in the United States or that gives us the fine national parks that we 
do have. But much of this land is not really considered as part of the 
actual park system, is it? 

Mr. Curr. No, these are not parks; these lands are not part of the 
national park system. However, the lands are used very extensively 
for public recreation. 

r. Scuerer. I am not even considering that part. 

There is a great part of these 224 million acres that is not used for 
recreational facilities, or for park facilities, or for watershed pro- 
tection. 

Mr. Curr. Well, the 224 million acres includes about 43 million 
acres of lands already in private ownership. This is the gross area 
inside the exterior boundaries. In many of these forests, lands which 
were suitable for farming and homesteading either went into private 
ownership through the homestead laws or other land disposal laws, or 
were not acquired when the Government was acquiring the lands in 
the East. 

Virtually all national forest land, however, has watershed value. 
The western forests are located in the mountainous sections which 
make up the most important watersheds; and in the East, the lands 
were first acquired to protect the headwaters of navigable streams in 
the Eastern United States. That was the principal purpose for which 
they were acquired and they had to meet that requirement in order to 
qualify for national forest status. 

Mrs. Burtcn. Will the gentleman yield? 

Mr. Scuerer. Thank you, Mr. Cliff. 

Yes. 

Mrs. Burren. Is it true, Mr. Cliff, that a lot of this land was ac- 

uired after it was already depleted, more or less, and that the Forest 
Service went in and rebuilt that land with the best timber practices 
that it knows, and in doing that has established a program which 
private interests have watched and seen to be valuable, and that they 
in turn have started those practices themselves and so have increased 
the value of their own timberlands and the economy of the States in 
which those forest areas owned by the United States Government are 
located ? 

Mr. Curr. That is very true. 

Mrs. Burren. And is it not true, too—you were talking about ex- 
change of lands under the program—that some of this exchange has 
taken place with the States themselves and that they have acquired 
land from the United States Government Forest Service and put it 
to practical and productive use for the States in various ways? 

Mr. Curr. That is very true. There has been a very good forestry 
program in your State. 

Mrs. Burrcu. Thank you. I believe my State deserves that com- 
pliment. 

Mr. Fation. Mr. Baldwin. 

Mr. Bautpwin. Mr. Cliff, I have one further question to get clear 
in my mind the distinction between how you handle forest highways 
as compared with forest development roads. 

There is a major distinction in the language as to forest highways 
and forest development roads. In forest highways handled by the 
Bureau of Public Bonds, all they have to do in that case is do the con- 
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struction, then the States take care of the maintenance in the forest 
highways. In the case of the forest development roads, you not only 
have to use the funds we may authorize for construction, but you also 
have the continuing obligation to do the maintenance on those roads. 
Is that not correct? 

Mr. Curr. That is correct in general. We do get our timber pur- 
chasers and some counties to do part of the maintenance. But we main- 
tain about 75,000 miles of roads that are on the system now which is 
a continuing job and has to be financed each year. But part of the 
maintenance is done by the other users of the national forest roads 
and trails. We are getting that kind of cooperation where we can. 
Westill have a big maintenance job to do on the system. 

Mr. Batowrn. Thank you. 

Mr. Fation. Any other questions ? 

Mr. Mack. Mr. Cliff, you supplied me a chart showing the timber 
sales of the Forest Service for the years 1950-57, together with the 
revenues; also statement as to the potentials of sustained yield cut 
as near as possible. 

Would you please insert that in the record for the information of 
the committee. 

Mr. Curr. I would be glad to do that, sir. 

(The information referred to follows :) 

















National forest National forest receipts 
Fiscal year timber cut 
(thousand 
board feet) Timber only Total 
1950... dost J ets és bese Beal 3, 501, 937 | $29, 379, 216. 62 $34, 484, 598. 47 
cite dbs bein cies WSs el eee aa . cedeadl 4, 688, 280 51, 098, 565. 11 57, 560, 288. 51 
1952... 4,418,530 | 63,722,985.58 | 71, 403, 745. 83 
1953__._- ae 5, 160,355 | 69, 252, 123. 90 75, 369, 034. 10 
1954__. bad 5, 365, 113 61, 288, 630. 51 67, 219, 978. 98 
1955_.. Siete c 6, 328, 229 73, 187, 364. 10 79, 520, 880. 35 
Science diated tile - i 6, 907,043 | 107, 073, 157. 76 114, 793, 098. 71 
SOU coiy ue pedek a 6, 978, 188 | 102, 779, 129. 32 111, 588, 594. 36 











Note.—Allowable cut is 9 billion board feet for all national forests exclusive of Alaska. 
Total allowable cut including the national forests in Alaska is 9.892 billion feet. 


Mr. Mack. I would like to ask you one question, Mr. Cliff. Are you 
recommending that we increase the amount above what was authorized 
in the bill as presently introduced ? 

Mr. Currr. No, sir. I am not in a position to make such a recom- 
mendation. 

Mr. Mack. If the bill amount were increased, could the Forest 
Service use that money to increase the sustained yield cut from its 
forests ? 

Mr. Curr. In all honestly, Mr. Mack, I would have to say that we 
could use additional funds for this program if they were made avail- 
able. 

Mr. Mack. Your answer to Mr. Fallon was based on the fact that 
you, as a member of the administration, are supposed to support the 
administration’s position. 

Mr. Fatiton. Mr. Cliff, may I ask this question. Do I understand 
you to say that you are asking for less this year than is authorized ? 

Mr. Curr. The budget request was less than is authorized by about 
$4 million. 
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Mr. Fauton. I thought I understood that. 

If there is no objection on the part of the committee, at this point in 
the record we will insert the complete statement of Mr. Cliff. 

(The statement referred to, consisting of 10 pages, is as follows:) 


NATIONAL ForEST TRANSPORTATION SYSTEM—STATEMENT BY Epwarp P. CLIFF, 
ASSISTANT CHIEF, Forest SERVICE, UNITED STATES DEPARTMENT OF AGRICUL- 
TURE 


Mr. Chairman and committee members, I appreciate this opportunity to ap- 
appear before your committee in connection with H. R. 9821. Among other 
things the bill would provide authorizations for forest highways and forest de- 
velopment roads and trails. The authorizations for forest development roads 
and trails directly affects the Department of Agriculture. The Department has 
not yet taken a position on the provisions that affect it. Therefore my state- 
ment will be limited to a discussion of the status of the national forest trans- 
portation system. 

THE NATIONAL FORESTS 


The nationai-forest system is comprised of about 181 million acres of Federal 
land located in 40 States, Alaska, and Puerto Rico. These lands are divided into 
148 national forests in 10 regions. The gross land area within the exterior 
boundaries of these forests is about 224 million acres—this is equal to more than 
one-tenth of the area of the continental United States. 

The national forests contain 37 percent of the commercial timber of saw-log 
size and 20 percent of the commercial forest lands of the United States. They 
comprise the most important watershed lands in the west and the 20 million 
acres in the States lying east of the Great Plains occupy and protect the head- 
waters of numerous important streams. These lands provide food, shelter, and 
cover for one-third of the Nation’s big-game animals and have 81,000 miles of 
fishing streams and 214 million acres of ponds and lakes. They supply forage 
for 1.1 million cattle and 2.7 million sheep owned by nearly 20,000 ranchers. 

The demand for the national-forest resources of water, wood, forage, wildlife 
and recreation has expanded rapidly in recent years. For example, there were 
52% million recreation visits in 1956—an increase of 188 percent in 10 years. 
Timber cut increased 157 percent to 7 billion board feet between 1947 and 1956, 
and receipts from all national-forest uses increased from $18,372,799 in 1947 
to $111,759,132 in 1956—a gain of 508 percent. 

We can expect the use of the national forests to continue to increase greatly. 
By the year 2000 the national forests should annually produce 24 billion board 
feet of timber if they are to carry their full share of the job of producing wood 
to meet the Nation’s predicted requirements by that time. Recreation visits are 
expected to increase to 66 million by 1962 and 100 million by 1975. Water sup- 
plies are already becoming a limiting factor in growth of parts of the West and 
demand for water and water developments will have heavy impacts on the 
national forests. 

The present national forest transportation system is inadequate to meet pres- 
ent needs and must be expanded to keep pace with the sharply upward trend in 
use. An adequate system of access roads and trails is essential for proper 
protection of the increasingly valuable national forests and to their proper 
multiple-use management. 


THE NATIONAL FOREST TRANSPORTATION SYSTEM 


The road-and-trail system which serves the national forests is a complex of 
highways and access roads and trails under various ownerships and jurisdictions. 
For administrative purposes, these facilities are grouped into a forest highway 
system and a forest development road and trail system. There are 24,260 miles 
of forest highways ; 129,211 miles of forest development roads; and 114,090 miles 
of trails. When fully installed we estimate there will be about 70,000 miles of 
highways and 480,000 miles of access roads and that the trail network will be 
reduced to about 80,000 miles. 

This will require the eventual installation of about 350,800 miles of new for- 
est-development roads. Currently the Government and purchasers of national- 
forest timber are constructing about 2,800 miles of new roads each year, Of the 
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existing development system, 52,434 miles of the roads and 11,300 miles of the 
trails which will be retained in the ultimate system are in need of further im- 
provement. This year the Government and purchasers of national-forest timber 
will reconstruct about 1,100 miles of roads. 


FOREST HIGHWAYS 


Forest highways are sections of State, county, and other important public 
roads in and adjacent to the national forests; they provide the network of 
thoroughfares necessary for the movement of traffic in and through the forests. 
These highways provide primary access to and outlet from the forest-development 
road and trail system. They are important in hauling forest products and are 
heavily used by the general public. 

As of June 30, 1956, the forest highway system included 24,260 miles of public 
roads classified as follows: 


Miles 

Vederal-aid primary highWRyt....nnncecicc csi cn su cnwbet untick 9, 054 
Vederal-aid secondary YOG08.. on c.ccese onesies etal bnncen 9, 625 
GEE BERG ANG COUING TORE noc othe cttcnewiannccdudinbimaitemnmnis 5, 581 
TNR i ic aie ikem secant ens hectare it calles adage 24, 260 


The Commissioner of Public Roads for fiscal year 1956 reported 15,819 miles 
of forest highways in need of further improvement. Although not presently in 
the forest-highway system there are about 20,000 miles of State, county, and local 
public roads in the national forests which meet the requirements for designation 
as forest highways and which are in need of improvement for public travel. 

The forest-highway program is administerted by the Bureau of Public Roads 
under rules and regulations approved by the Secretaries of Commerce and 
Agriculture. 

FOREST, DEVELOPMENT ROADS AND TRAILS 


The Federal Highway Act defines forest-development roads and trails as 
being of primary importance for the protection, administration, and develop- 
ment of the national forests and the use and development of resources upon 
which communities within or adjacent to the national forests are dependent. 
All forest roads wholly or partly within or adjacent to and serving the national 
forests and which are not included in the forest-highway system are placed in 
the forest-development system. 

Trails supplement the road network and extend access into areas where roads 
are impracticable, uneconomic, or prohibited by administrative policy. Trails 
are of great importance for fire protection, administration of livestock grazing, 
and public enjoyment of recreation and wildlife resources. 

Federal funds are made available under the authorizations for forest-develop- 
ment roads and trails in the Federal-Aid-Highway Acts and the authority to 
use 10 percent of the receipts from the national forests for roads and trails is 
provided in the act of March 4, 1913. Both funds are appropriated to the De- 
partment of Agriculture and administered by the Forest Service. They are 
programed for work on the forest-development system according to the relative 
needs of the various national forests. The appropriation in fiscal year 1958 was 
$24,336,000 and the 10-percent fund amounted to $10.8 million. 

The program of work on roads and trails of the development system is based 
on a transportation plan which is periodically revised as needs and conditions 
change. This program of work involves the maintenance of existing facilities, 
the construction of new, and reconstruction of existing inadequate access roads, 
trails, and bridges for all national-forest purposes. Since 1941 the demand for 
national-forest timber has made it necessary to concentrate most of the available 
funds for construction on timber-access roads. Expenditures on access roads 
and trails needed for fire control, recreation, grazing, and wildlife utilization 
have been held to projects in the most critical category. This has unbalanced 
plans for orderly and progressive development of the national forests on a 
correlated, multiple-use basis. 
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Work has been programed on forest-development roads and trails for fiscal 
year 1958 as follows: 


By the Government: 





Upkeep of the system: Millions 
moms melinietenes and care.......-- 5 ste $8. 0 
I an a csttisenesecrnimremrmnenm diigo 3.4 
iad coe ernie tpn 2.3 

Re, I, ck Se eee 13. 7 





Development of the system : 
Surveys and plans for all roads and trails and construction engi- 

















moses OB Waremnser Tee dG a et 4.7 
Construction and reconstruction of all-purpose roads and trails__ 3.6 
Construction and reconstruction of timber access roads; Govern- 

ment projects and supplementary construction on purchaser 

Neen ee ale aie erence vaancide alae tras esteem as 13. 2 

POU - EOE BOMMIINON OR voc occccecsn cee seuen stele 21.5 
I aia inal 35. 2 

By purchasers of national-forest timber: Construction and reconstruction 
I ceases liepeprseinenntipsssbiaieh roncatiaine 6. 2 
I 71.4 


As the table indicates, a small proportion of the funds are programed for 
all-purpose roads. These roads have primary value for fire protection and 
for managing national-forest resources other than timber. Some 72,000 miles, 
or 56 percent, of the existing system are classed as all-purpose roads. More 
positive action on roads in the all-purpose category and on deficient trails should 
not be postponed much longer. 


TIMBER-ACCESS ROADS 


The objective of the Forest Service is to cut the full allowable rate for each 
of the 422 working circles. An important factor in meeting this objective is 
adequate access roads. A greater mileage, and a higher average cost per mile, 
is required for adequate transportation to provide intensive timber management 
than for all other multiple uses of the national forests. 

Allowable cutting rates are determined from estimates of the present timber 
inventory and growing capacity of the commercial land within each working 
circle. For most western working circles advances in logging techniques and 
in utilization practices have greatly expanded the area of commercially oper- 
able land and have increased the volume per acre which is feasible to harvest. 
The total allowable cut, including the national forests of Alaska, as of April 
15, 1957, was 9.89 billion board-feet per year. The actual cut of 6.91 billion 
board-feet in fiscal 1956 was 70 percent of this total. 

Twenty-three of the 422 working circles have small allowable cuts of only 
2 million board feet or less and are mostly in areas where there is little com- 
mercial-timber cutting. For the other 399 working circles the timber harvest 
in fiscal year 1956 compared to allowable rate of cut is summarized in the 
following table: 


Attainment of allowable cut by working circles 


Number | Percent 





Ratio of 1956 cut to allowable cut | of working | of total 
| circles 
Shee lil nist wis so a hee Ae td 
bE EE ee ised tahaigalichds 142 36 
70 to 90 percent... .....-- 64 16 
193 | 48 


i a ida cawedlclenule sete 
re | 


pmceneraeaecaneiaa 
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Funds appropriated for timber sales are being fully utilized in marketing and 
supervising the harvest of national-forest timber. Shortages of trained per- 
sonnel have developed in some areas particularly on the Pacific coast. An 
undesirably high rate of turnover in timber sale personnel has been due in 
part to inadequate housing for the families of men who must be stationed at 
places where rental housing is not available. We have started to correct this 
situation through an accelerated housing construction program. Without addi- 
tional timber sale personnel and other associated facilitating measures, timber 
access road construction will not close the gap between allowable and attained 
annual cut. In the analysis which follows it is presumed that these other pro- 
visions will be expanded to keep step with progress on access road construction. 
The following table summarizes this analysis: 


Summary of status of development of national forest working circles 


| 
| Number of | Percent of 





working total 
| circles 
Rativ of cnt to allowab:e 90 percent or higher...... —.-- eat | 142 35. 6 
2 Ratio of cut to allowable less than 90 percent because: 

(a) Lack of roads___.--.- deiiales di Ave wkin satthions Liebe oe Aah akaone 50 12.5 

(6) Right-of-way a nara ee ee 9 2.3 

(c) Lack of markets_..........__- avihwthipibitictuntigetibewekncbbideedttin 138 34.6 

Ey FN in iicitabcthiac exe antvsdabnd bite dateteccsbdbvcsenaiell 60 16.0 

DE en cnkedinddcc dabdbsdeeinsdapeckicibubusetsstlaskenenbadd 399 100.0 


On the 142 working circles in which cutting was within 10 percent of allow- 
able rates most additional road construction is required primarily to maintain 
cutting accomplishments rather than to increase cutting rates. 

Lack of timber access roads is the major factor preventing attainment of 
allowable cut in 50 of the 399 major working circles. In these working circles, 
there is a market demand for the full allowable cut and additional road con- 
struction is essential before it will be possible to offer the full allowable cut. 

Rights-of-way problems are impeding construction of timber access roads 
and attainment of allowable cut to a major degree in nine working circles. 
There are lesser rights-of-way problems in many of the 50 working circles men- 
tioned above, but in these 9 working circles cutting progress is blocked until 
specific major rights-of-way difficulties are resolved. 

On 138 working circles the cut is below 70 percent of allowable primarily be- 
cause of unsatisfactory market conditions. Although markets are the primary 
problem, these working circles need additional roads which will assist to bring 
about desirable marketing conditions. These working circles are located mostly 
in the Rocky Mountain States, Alaska, where there is a lack of mill capacity to 
handle the timber, and in States east of the Great Plains, where we have more 
low grade hardwood timber than the market will absorb. 

On 60 working circles cutting at less than allowable rates is due to a series 
of miscellaneous reasons such as (1) unresolved conflicts between timber har- 
vesting and other uses of the forest; (2) personnel shortages; (3) where 
sufficient time has not elapsed since solution of rights-of-way problems and 
upward revision of allowable cuts to attain cutting goals; and (4) failure of 
timber purchasers to cut as expected. 

Recent progress on timber access roads 

In the 5 fiscal years ending on June 30, 1957, the national-forest timber cut 
increased from 4.4 to 7 billion board-feet. During this same period allow- 
able cutting capacity estimates were increased from 6.6 billion board-feet to 9 
billion board-feet exclusive of Alaska. Public road construction during the 
5-year period amounted to 3,229 miles at a cost of $62,432,526. Purchaser built 
road construction was 9,476 miles at an estimated value of $94,309,587. Gov- 
ernment funds spent for engineering and supplementing purchaser construction 
amounted to $12,773,863. 

The Forest Service favors construction of spur or temporary roads by pur- 
chasers and construction of main or tap roads with public funds. The inter- 
mediate system roads generally referred to as branch roads can be built by 
either timber purchasers or with public funds depending on the circumstances 
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in individual working circles and the availability of public funds. There are, 
however, exceptions to this general guideline. Because of the large total road 
costs required to build up the national-forest timber cut to the present allow- 
able rate of close to 10 billion board-feet, the Forest Service expects that it 
will be necessary to continue to make major use of purchaser road construc- 
tion for some time. 

The purchaser pays less for the timber when he builds the roads and appro- 
priate allowances are made in the timber appraised for sale. Hence the cost 
of required timber harvesting roads on the national forests is borne either 
directly or indirectly by the United States regardless of whether the roads are 
built from appropriated funds or by timber purchasers. 


Restudy of timber access road needs 

We are now taking a new look at timber access road needs. The analysis is 
considering: (1) the total road system needed on a permanent basis; (2) the 
expanded area of commercially operable forest land; (3) the need-to have an 
installed road system to permit thinnings and salvage of endemic losses as 
they occur; and (4) the added volume which must be moved annually over 
the tap roads because of increased cutting. The objective of the study is to 
determine the mileage and cost of construction for the transportation needed 
to permit intensive management of national-forest timber. 

There are 57,000 miles of existing forest development roads which are classed 
as timber access roads. About 50 percent of this mileage needs to be improved. 
The tentative estimate of the ultimate mileage of timber access roads is 400,000 
miles—120,000 miles of main line and 280,000 miles of branch roads. Last year 
a total of 3,481 miles of timber access roads were constructed or reconstructed— 
2,626 miles by purchasers and 855 through public financing. 


Mr. Faxon. If there are no other questions of Mr. Cliff, thank 
you very much, Mr. Cliff, for your appearance here today. On behalf 
of the committee, we appreciate it very much. 

Mr. Curr. It has been a pleasure, sir. 

Mr. Fatxion. The committee will stand adjourned subject to call 
of the Chair. 

(Whereupon, at 12:01 p. m., the committee adjourned subject to 
call of the chairman.) 

(The following was received for insertion :) 


NATIONAL GRANGE, 
Washington, D.C., February 3, 1958. 
Re National Grange support of H. R. 9821. 
Hon. Grorce H. FALLonN, 
Chairman, Subcommittee on Roads, 
House Office Building, Washington, D. C. 


DeaR CONGRESSMAN FALLON: The National Grange approves fully and sup- 
ports without reservation H. R. 9821, entitled “Federal Highway Act of 1958,” 
which authorizes for fiscal 1960 $900 million and for fiscal 1961 $925 million 
for Federal aid on a 50-50 matching basis with the States for the Federal aid 
primary and secondary road systems and urban extensions. 

Our support continues also for the division of these funds in the traditional 
manner, namely, 45 percent for the primary system, 30 percent to the secondary 
system, and 25 percent for urban extensions. 

It is the hope of the National Grange that your committee will approve this 
bill, and that it will become law. 

Respectfully yours, 
Herscuert D. Newsom, Master. 


STATEMENT OF Rospert M. Kocu, EXECUTIVE VICE PRESIDENT, NATIONAL CRUSHED 
LIMESTONE INSTITUTE, INC., WASHINGTON, D. C. 


My name is Robert M. Koch. I am executive vice president of the National 
Crushed Limestone Institute, Washington, D. C. This association represents 
more than 150 crushed limestone producers. 

Those of us who travel extensively by automobile are acutely aware of the 
inadequacies of major portions of the highways in the United States. 
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In 1956, the bold and imaginative steps of Congress represented in the High- 
way Act of that year were gratifying. Action had at last been taken to provide 
the citizens of this country with many miles of superhighways which would 
make travel safer and more enjoyable. And the appropriations for the ABC 
systems were increased; this meant that some improvement could be made in 
the roads we now use daily—the roads which will feed into the interstate high- 
ways. However, as we now review the highway programs, can we honestly 
say that enough has been done? 

It appears urgent that improvements be made in our ABC systems in pace 
with the work on the Interstate Defense Highways. If either the interstate or 
the ABC systems are inadequate, then the efficiency and usefulness of both 
systems is seriously impaired. 

There can be no question that the United States needs the interstate highways 
to successfully defend this Nation in a national emergency. Troops and supplies 
must be moved and moved quickly in such times. People in cities will have 
to be evacuated or face total destruction. Food and medicine must be quickly 
brought to needy areas. The superhighways will be of tremendous importance 
if we are unfortunate enough to be engaged in war. But just as important will 
be the other highways—the feeder roads. Probably, the interstate highways will 
be a major enemy target. Many sections might be rendered useless. In those 
cases, the secondary highways will have to fill the gaps—and must be in shape 
to do so. If these ABC highways are narrow, winding, broken, and unsafe as 
so many miles are now, a bottleneck could develop in times of emergency which 
would cost us our hopes of victory. 

Again, it is gratifying that Congress increased appropriations for the ABC 
highways in the act of 1956 and maintain the increase in appropriations at the 
rate of $25 million per year through 1959. This was a step in the right direction. 

However, in reality it does not appear that the money authorized for the 
ABC systems, even with the increases, is enough to do the construction work 
necessary to make these systems adequate. 

For 1957, the ABC systems were authorized $700 million by the 1954 act. This 
was increased to $825 million in the 1956 act. For 1958, $850 million was pro- 
vided and for 1959, $875 million. H. R. 9821 now being considered by this com- 
mittee would authorize $900 million in 1960 and an increase of $25 million for 
1961. Apparently, Congress is about to adopt the idea that an increase of $25 
million for the ABC systems is adequate. It is true that some sort of increase 
is splendid as compared to none at all. But will the total money authorized do 
the job, or will it fail to provide the country with the roads vital to our 
existence? 

Part of the answer to that question lies in the Clay Committee report of 
1954. This report indicated that $45 billion was needed to bring the ABC high- 
ways up to standards existing in 1954. At the present 50-50 sharing rate, the 
Government would need to authorize $22.5 billion to meet the recommendations 
of the Clay Committee. Even forgetting rising costs, if appropriations for the 
ABC systems were increased $25 million per year since 1957, it would take 21 
years or until 1978 to put the ABC systems in shape according to 1954 standards. 

Since 1954, construction costs, labor costs, material costs, and real estate 
prices have risen significantly. Therefore, the Clay Committee’s estimates need 
revision upward in view of these items. 

Furthermore, the use of the highways is increasing sharply. Whereas in 1957, 
vehicles traveled some 655 billion miles; by 1965, it is expected that travel will 
be about 825 billion miles. While there are now over 65 million vehicles regis- 
tered, it is predicted that by 1965 there will be nearly 80 million vehicles on 
our highways. 

The wear and tear on our highways due to the present traffic conditions is 
expensive indeed. But in a few more years, that expense will be increased at 
least a third if the preceding predictions prove correct. 

It disturbs this organization that the administration recommends that appro- 
priations for the ABC systems be limited to $900 million for fiscal years 1960 
and 1961. The administration proposes that ceiling, “So that we may maintain 
a balanced highway program within the limit of funds available in the trust 
funds.” 

Apparently the administration, in referring to a balanced highway program, 
cannot be referring to a balanced construction program on both the interstate 
highway and the ABC systems. For, as stated elsewhere here, the primary, 
secondary, and urban systems require expenditures of many billions of dollars 
dust to provide adequate roads. 
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I believe there is a striking correlation, also, between the quality of roads and 
their use. The present dangerous and inadequate state of so many highways 
discourage their use. If these conditions are improved, more use will result, plus 
additional revenues. 

It appears that the needs of the ABC systems need to reevaluated on the basis 
of the increasing use and importance of these highways. Instead of thinking in 
terms of token increases in appropriations for these systems, this association 
urges that legislators think in terms of the funds needed to improve the roads 
to meet modern standards, and to provide highways which will adequately 
match defense needs in times of national emergency. It is also imperative that 
a goal be set for the modernization of the ABC systems in time for them to 
supplement the interstate highways and make the fullest utilization of those 
highways possible. 

We believe that 1969 should be the target date for having made the ABC sys- 
tems adequate, just as this date should be adhered to in completing the Inter- 
state System. If this program is delayed, or neglected, the end result will be 
undue expense to the taxpayer, loss of thousands more lives due to dangerous 
roads, impairment of our national defense, and loss of efficiency in our entire 
economy. It would seem logical that inasmuch as the manufacturers, contrac- 
tors, engineers, construction industry and others are capable of mobilizing to 
complete these systems, the Nation should fully utilize these services to better 
serve the country’s needs. 

We also believe that at least $1 billion should be appropriated for fiscal year 
1960 for the ABC systems. In succeeding years, the available funds should be 
such that by 1969 the ABC systems will at least be adequate to meet the traffic 
demands of that day. 

Certainly the money and efforts needed to reach these goals will be great. 
However, the alternative to providing the needed funds is not a pleasant one. 
Because we have delayed needed action this long, to make our secondary high- 
ways meet modern traffic needs, the costs to all of us will be greater than if 
realistic programs had been instigated when they should have been. The costs 
go up each day we fail to correct the faults of our secondary systems and pro- 
vide the funds needed to modernize these roads. 

If Congress only provides the current increase of $25 million a year for the 
ABC systems, it appears that a dangerous precedent will have been set which 
may prove to be false economy, and our highways will not be modernized as fast 
as necessary to meet the needs of our Nation. We urge that this committee 
recognize this need and act by providing at least $1 billion for 1960 and realistic 
sums in succeeding years in an effort to provide modern ABC highways by 1969. 

Another point I would like to raise with the committee is the advisability of 
increasing the Federal share of the cost of completing the ABC systems. As 
you know, the highway users are now paying considerably more through taxes 
to the Treasury than is being reappropriated for roads. You are also aware of 
the various problems the individual States are facing in raising funds to match 
the Federal money. Until we can get our National Highway System up to the 
minimum standards of the Clay report, should we not raise the Federal share 
on the ABC or secondary systems to 75 percent with the States providing 25 
percent? 

We urge the committee to consider some adjustment in the present 50-50 
matching ratio. Thank you for the privilege of presenting this statement. 


MARCH 7, 1958. 
Congressman GrorGE H. FALLON, 
Chairman, Subcommittee on Public Roads, Committee on Public Works, 
House Office Building, Washington, D. C. 


DEAR CONGRESSMAN FALLON: Although your committee has concluded its hear- 
ings on bill H. R. 9821, under which the Federal-aid highway program is to be 
continued for 2 more years and appropriations therefore authorized, it is our 
understanding that matters may still be included as part of the committee record. 
There is attached for your information a resolution adopted by the Common 
Council of the City of Milwaukee on March 4, 1958, dealing with this bill. It is 
requested that this letter and the attachment be included as part of the committee 
record if this is still possible. 

It is our belief that the interests of cities will be more adequately protected 
if the bill approved by your committee is amended to broaden the definition of 
projects on which Federal-aid funds can be used within urban areas. The city 
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of Milwaukee feels that the highway needs of urban areas are of sufficient 
importance to the welfare of the Nation as a whole to warrant Federal considera- 
tion at least equal to that accorded the highway needs in rural areas. We feel 
that streets sufficient to meet major urban traffic needs should be eligible for Fed- 
eral construction aid. This would accord to urban areas treatment similar to that 
given rural areas through the operation of the Federal-aid secondary system. 
We feel that such additional Federal assistance is justified because most of the 
highway revenues that are received by the Federal Government come from 
urban areas, because the most pressing traffic problems exist there, and because 
municipalities are generally excluded from the field of effective taxation of 
motor vehicles. 

The Federal Government has repeatedly indicated its interest in the preserva- 
tion of healthy urban areas. To a limited extent, the traffic needs of such areas 
have been recognized by the Federal Government, although as you are no doubt 
aware, a 1955 reinterpretation of highway laws made by the Bureau of Public 
Roads eliminated the so-called Federal-aid urban system as an object of Federal 
concern. It is the feeling of the city of Milwaukee that action should be taken by 
the Federal Government if not to reestablish the Federal-aid urban system, at 
least to increase the limited number of urban highways now eligible for Federal 
assistance. Major traffic arteries in urban areas should be eligible for Federal 
assistance provided they are of sufficient importance to the community life of 
the area and subject, of course, to necessary review and approval by the State 
highway commissions concerned and by the Secretary of Commerce. This 
eligibility should not be contingent on such routes being extensions of rural 
highways. 

We therefore suggest the following admendment to section 1 (a) (1) (C) of 
bill H. R. 9821: 

“(C) 25 per centum for projects on extensions of and feeders to these systems 
within urban areas. Hatensions and feeders in urban areas shall consist of such 
additional lateral, feeder, and distributor routes as may in the judgment of the 
Secretary of Commerce be required to meet the major traffic needs in the area 
and to provide marimum utility to the various Federal-aid systems and their 
extensions within or adjacent to such areas.” 

Although we realize that bill H. R. 9821 is in a relatively late stage of House 
passage, the city of Milwaukee feels that consideration of this amendment will 
serve to provide more adequate recognition of urban highway needs by the 
Federal Government. Your committee’s consideration of this proposed amend- 
ment is therefore respectfully requested. 

Respectfully submitted. 

CoMMON COUNCIL OF THE CITY OF MILWAUKEE, 

COMMITTEE ON PLANNING PUBLIC IMPROVEMENTS 
Wir FEpERAL ASSISTANCE. 

JaMEs J. Mortrer, Cochairman. 

Irvine G. Raun, Cochairman. 

COMMITTEE ON STREETS—ZONING, 

Bernarp B. Kroenke, Chairman. 


RESOLUTION RELATIVE TO AMENDING FEDERAL HiGHWAY LEGISLATION To PROVIDE 
More ADEQUATE RECOGNITION OF URBAN HIGHWAY NEEDS 


Whereas the Congress of the United States is now considering legislation to 
amend and supplement the Federal-Aid Highway Acts and to authorize appro- 
priations for continuing the program of federally aided highway construction ; 
and 

Whereas such acts have now been interpreted so that Federal participation in 
construction costs is limited largely to streets which represent extensions of rural 
highways ; and 

Whereas many major streets in urban areas do not represent such extensions 
but, nevertheless, serve as distributor, lateral, and feeder streets to the Federal- 
aid systems and are of considerable importance both to the municipality and to 
the Federal-aid highway systems; and 

Whereas such major streets often carry enormous amounts of traffic, often 
in excess of those carried by streets on the Federal-aid system: Now, there- 
fore, be it 

Resolved by the Common Council of the City of Milwaukee, That the special 
committee on planning public improvements with Federal assistance be and is 
hereby authorized and directed to seek amendment of bill H. R. 9821, or other 
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Howse or Senate bills intending to supplement and continue the Federal-aid 
program for highway construction, so as to provide more adequate recognition 
of urban highway needs; and, be it further 

Resolved, That such committee be and is hereby authorized and directed to 
present testimony in such manner as it considers feasible and to cooperate with 
other agencies and organizations in an attempt to accomplish this end. 


INDUSTRIAL FORESTRY ASSOCIATION, 
Portland, Oreg., February 21, 1958. 
Hon. Greorce H. Fanon, 
Chairman, Subcommittee on Roads, 
House Committee on Public Works, Washington, D. C. 


Deak Mr. CHAIRMAN: Through the courtesy of our mutual friend, your col- 
league Russell Mack, I am handling you herewith a statement in behalf of your 
bill, H. R. 9821, which we would appreciate being inserted as part of your 
hearing record. 

I always remember with great pleasure the kind consideration you gave us in 
1952 when we first appeared before your subcommittee in Washington to recom- 
mend increased authorizations for forest development roads and trails for the 
national forests. 

With kindest personal regards, I am, 

Sincerely yours, 
W. D. Hacenstetn, Executive Vice President. 


STATEMENT OF INDUSTRIAL ForESTRY ASSOCIATION ON H. R. 9821 


The Industrial Forestry Association has been stressing the need for timber- 
access roads in the national forests since 1947. It appeared before the Public 
Works Committees of the House and Senate in 1952 and 1954 in support of 
increased authorization for forest-development roads and trails, some of which 
is used for the construction and maintenance of timber-access roads. 

The Industrial Forestry Association consists of 57 members who are in the 
business of growing and harvesting timber and manufacturing lumber, pulp and 
paper, plywood, shingles, hard- and soft-boards, and other forest products. Our 
members own and manage more than 7 million acres of forest land in western 
Washington and western Oregon. They operate nearly 250 wood-using plants 
and have more than 63,000 people in their employ. The annual payroll of our 
members exceeds $300 million. 

The urgency of an adequate system of timber-access roads for the national 
forests becomes more important each year as more and more operators in our 
region and throughout the West depend on the national forests for a larger pro- 
portion of their raw material. Roads are one of the essentials if the Forest 
Service is to sell a realistic allowable cut from the national forests each year. 
Lack of roads has prevented attainment of the full allowable cut and conse- 
quently caused economic hardship to many western communities. 

To make the case for an adequate system of timber-access roads in the na- 
tional forests of Washington and Oregon, it is necessary only to cite a few 
statistics to show how failure of the Government to harvest its allowable cut 
has badly hurt our economy in the last decade. 

The two Northwest States have 38 percent of all the timber in the United 
States. They produce more than one-quarter of all the forest products used by 
the American people each year. Oregon is the No. 1 lumber, softwood plywood, 
and hardboard producer. Washington is the No. 1 wood-pulp and shingle pro- 
ducer, second in softwood plywood, and third in lumber. The annual value of 
forest products manufactured in the two States is more than $2,075 million. It 
represents $500 for every man, woman, and child. The forest industry employs 
160,000 people. Their wages are more than three-quarters of a billion dollars 
annually. Another 90,000 people serve and supply the forest industries. Their 
payroll is another one-third of a billion. This is the Northwest’s largest un- 
subsidized payroll and is basic to the two States’ economy. It is greater than 
agriculture, fisheries, and all other natural-resource industries combined. 

Because timber is a replaceable resource, it can continue to provide this large 
share of the Northwest’s economy forever, if the Federal Government manages 
our national forests effectively. The national forests have been the last impor- 
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tant forest ownership in our area to be placed under constructive management. 
Inaccessibility has been one of the main reasons for this slow start toward 
permanent timber cropping. 

To show what a poor record Northwest national forests have made in supply- 
ing wood for America’s use in the last decade, a few tables will suffice. The 
data presented are segregated for the States of Washington and Oregon as 
illustrations of the effect of inadequate Federal timber harvesting on the econ- 
omy of two States, one of which depends on national forests for a much greater 
proportion of its timber than the other. They dramatically illustrate the 
problem which is common to all States with significant national forest timber 
and a wood-using industry. 


STATE OF WASHINGTON EXAMPLE 


In the last decade Washington’s national forests bave contributed only 1744 
percent of the State’s log harvest, despite the fact that they contain 36 percent 
of the timber supply (tables 1 and 2). Private timber, which represents nearly 
half of the State’s total, has contributed 70 percent of the cut. This under- 
cutting of the national forests, which have been harvested at only 76 percent 
of their allowable cut, is bad forestry and worse economics (table 3). This 
failure to harvest 2.2 billion feet of national forest timber has cost Washington’s 
economy $220 million. 

And this loss is conservative if allowable cuts had been calculated from up-to- 
date timber inventories. 

Failure to harvest the allowable cut has created artificial shortages of timber 
in many Washington localities. This has skyrocketed timber prices. National 
forest stumpage prices in Washington nearly tripled between 1947 and 1956 
(table 4). West coast lumber, during the same period, increased only 15 per- 
cent and in the last year shows an increase of less than 2 percent over 1947 
(table 9). 

The increased ratio of timber costs to the total cost of putting forest products 
in the car has had a tendency to price some forest products out of the market. 
It has allowed wood’s competitors like steel, aluminum, glass, brick, and con- 
crete to invade our markets. The long-term effect of this on Washington’s 
economy, with 1914 million acres of its land best suited to the growing of timber, 
is clear. Without markets, forestry cannot be practiced, and Washington’s 
No. 1 unsubsidized payroll is threatened. 

Timber access roads, regardless of how they are built, coupled with up-to- 
date forest inventories of Washington’s national forests and enough manpower 
to do an efficient job of selling the full allowable cut each year, will go a long 
way in reassuring Washingtonians that the Federal Government is more than 
a disinterested absentee forest owner. The Federal Government, the No. 1 
timber owner in the State of Washington, must discharge fully its obligations 
to the local economy. 

STATE OF OREGON EXAMPLE 


In Oregon the situation is much more critical than in Washington because 
the national forests have a much greater proportion of the State’s timber 
supply—more than 45 percent. Despite this high proportion, the national for- 
ests have contributed less than 16 percent of the log harvest in Oregon in the 
last 10 years. Private owners, with less than 36 percent of the timber, have 
contributed nearly three-quarters of the log harvest during the decade (tables 
5 and 6). The national forests have cut only 76 percent of their allowable cut 
during the last 10 years, or a deficit of 4%4 billion feet (table 7). This has 
caused a direct loss to Oregon’s economy of $436 million. 

Here again, just as in Washington, failure of the national forests to harvest 
the allowable cut has torpedoed the economy. Comparing national forest 
stumpage prices in the last 10 years shows that they have more than tripled 
(table 8). This has resulted in the closing of 88 sawmills in the southwestern 
corner of Oregon alone in the last 2 years and thrown a large number of people 
out of work because of the inability of operators to pay the high stumpage 
prices, along with all the other high costs of doing business today. This stems 
directly from failure of the Government to harvest its allowable cut and the 
cumulative effect of 10 years of undercutting which has jeopardized the economy 
of many communities dependent on national forest timber. 
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To show how badly more adequate appropriations are needed for timber access 
roads, particularly for the main line roads, to get the undercut working circles 
up to a realistic harvest rate, table 10 shows the funds allocated to region 6, 
United States Forest Service, since 1947 and the amount of the automatic road 
and trail 10 percent fund which has been available from receipts. 

Comparing these moneys with the amount of roads built and the cost thereof 
in the last 5 years (table 11) shows that 93 percent of the mileage of timber 
access roads has been built by timber sale purchasers and only 7 percent by 
appropriated funds. The fact that only 7 percent of the roads has been built 
with appropriated funds but that they constituted 27.3 percent of the total 
timber access road costs, shows that the more expensive main line roads and 
bridges were built by such means. The spurs and other secondary roads, with 
less costly structures on the average, were built by operators. 

The above statement, with the supporting statistical data, documents con- 
clusively the necessity for a continuation of the authorization for appropria- 
ations for an adequate system of timber access roads in the national forests. 

This association appeared before your counterpart subcommittee of the Senate 
on December 12, 1957, at Seattle, Wash., and supported vigorously the increased 
authorizations for forest development roads and trails proposed in 8S. 1136 
which would raise the authorization therefor by fiscal year 1961 to $50 million 
annually. 

Because of the uncertainty of the enactment of S. 1136 and realizing that 
an authorization for forest development roads and trails must now be reenacted 
to assure an authorization for fiscal years 1960 and 1961, we wish to go on 
record as favoring the provisions of setcion 2 (a) (2) of H. R. 9821 which 
would authorize $27 million in fiscal year 1960 and a like sum in fiscal year 
1961 for forest development roads and trails. 

While supporting reenactment of the $27 million authorization, we believe 
that if evidence presented to your committee shows that this amount is inade- 
quate, you consider raising it to a realistic amount. The amount authorized 
should be set at a level where no Member of Congress nor agency of the Gov- 
ernment can blame undercutting of the national forests and the consequent 
disastrous effects on employment and wages in dependent communities on the 
lack of timber access roads. 

One further suggestion we would make for your consideration in reenacting 
this authorization is that section 2 (a) (2) be subdivided to authorize appro- 
priations for both construction and maintenance. In this way the agencies 
could be assured of adequate funds to maintain the ever-increasing mileage of 
timber access roads. We believe this segregation would greatly assist the 
Appropriations Committee in giving consideration to the justification made for 
moneys for these two separate but highly important purposes. 

We appreciate the opportunity of presenting our views to your subcommittee 
on the highly important timber access road problem and to reiterate our long- 
standing contention that without an adequate system of timber access roads, 
the national forests cannot be managed in the best interests of the American 


people. 


aceon ae 
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TABLE 1.—Timber harvested by ownerships in Washington, 1947-56 
(Thousand board-feet, log scale] 








Public 
National | domain ? 
Calendar year Private ! forests and Indian State 3 Total 
national 
parks 

OR. iis ennanncnayaniiueda 2, 949, 800 Te Bovntiotenmeade § 140, 000 250, 000 | 4, 068, 000 
Percent of total............-.... 5 Bete Esndcmanitaed 3. 100. 0 
Ti tiinacenmnce tiie sosnodenelee 8, 136, 900 400 6, 200 5 155, 000 250, 000 | 4, 112, 500 
Percent of total................. 76.3 13 3. 6.1 0 
Bidciond doth dadtitihasiecoduiino 2, 945, 400 528, 300 8, 300 168, 500 200, 000 | 3, 850, 500 
Wreneeie OE GOGNRo nen ccedahewe 13.7 2 4.4 100. 0 
Widciicncietienbinhdiciceweaumdebban 3, 307, 600 691, 800 8, 500 199, 900 250, 000 | 4, 457, 800 
Pereent of total. ............s6s~ 74.2 15.5 4.5 5.6 0 
| RRS 26 RES ee 3, 464, 800 773, 500 12, 000 177, 600 250, 000 | 4, 677, 900 
Percent of total................- 74.1 16.5 3 5.3 0 
We kiiedindnapeckctidetnnceesutnn 2, 871, 700 801, 700 14, 100 245. 300 300, 000 | 4,232, 800 
Percent of total................- 18.9 .3 7.1 100.0 
ane an pn hu tiapetenntduiatinad 3, 542, 400 942, 500 18, 100 276, 300 300, 000 | 5,079, 300 
Pereent of totel.........csccese 18.6 4 5.9 0 
a ae 2, 495, 900 883, 100 16, 300 253, 500 350, 000 | 3, 998, 800 
POTRENS CE WOU cn ccuscaqactous 62. 4 22.1 .4 6.3 0 
ele a ou a cncaerinht 2, 994, 000 862, 400 23, 900 321, 900 448, 500 | 4, 650, 700 
Percent of total........-... e 64.4 18. 6 5 6.9 9.6 100. 6 
Ws sede chdetlinsinaicegss 3, 261, 200 944, 500 21, 000 281, 100 526, 900 | 5,034, 700 
Percent of total. ..........s..<.- 64.8 18.7 4 5.6 10.5 100.0 

Grand total............... 30, 969,700 | 7, 720, 400 128,400 | 2,219,100 | 3,125,400 /44, 163, 000 

Average for period........ 3, 097, 000 772, 000 12, 800 221, 900 312, 600 | 4, 416, 300 


Reese 70. 1 | 17.5 3 | 5.0 7.1 100. 0 





1 Private volume for 1947 to 1954 determined by subtracting total public from total for year. Data for 
1955 and 1956 furnished by Washington Department of Natural Resources. 

2 Public domain cut derived from Bureau of Land Management data on cut by fiscal years. 

? Volume estimated for 1947 to 1954. Data for 1955 and 1956 furnished by Washington Department of 
Natural Resources. 

4 Includes approximately 180 million board feet from reservoir clearing on Skagit River. 

6 Estimates based on data from area office, Bureau of Indian Affairs, Portland, Oreg. 


NotTr.—Data for national forests, national parks, Indian, and grand total cut for State furnished by 
Washington Department of Natural Resources, Olympia, Wash., and Pacific Northwest Forest and Range 
Experiment Station, Portland, Oreg. 


TABLE 2.—Ownership of live sawtimber on commercial forest lands in 
Washington, Jan, 1, 1953 


[Billion board-feet, log scale] 





Volume Percentage 








Public: 
OT SUEE, ccusanecesnondnes sie winebenwatuaheeneetiaunnatenmesnils 112.6 35. 8 
ES GORE CINE CEs kc cc csanastdticccvactpiiissacndietintaeedd 2.6 .8 
PD i105 di bds caplet modnaiins adalivoesaiebaherneugapdaiamaiedam items 17.1 5.4 
State, county, and municipal..................- ett cincabidatnamamildniatiaredhas. ties 26. 2 8.3 
PR aikdtiaccchtginettdetendsiameiteiaeudetpumeccdigneiniancunvaes 158. 5 50.3 
EN sn tidieecnonciebtrenutgadiinieens ido tnd natesciaiinsessietpapenisieineotas 156. 6 49.7 
CRS Se oi otnetenierenneahdbnindson0ceb a aeiddaatiaetinataaaanhaade 315.1 100. 0 





Source: Preliminary Review Draft, Timber Resource Review, U. 8. Forest Service. 
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TABLE 3.—Actual” timber cut compared with allowable annual cut for national 
forests in Washington, 1947-56 


[Thousand board-feet, log scale] 


Proportion 
Calendar year Actual Allowable of allow- 
timber cut | annual cut able cut 
harvested 
Percent 
a I on imei 549, 700 800, 800 69 
SST RE, CE A er aS 495, 300 800, 800 62 
aa i i in ln an nnn nish nbdemecinntitlamion 469, 700 790, 600 59 
th hie abspabitiadtedannmsaidlintincnadmindatncdioindacne 577, 900 790, 600 73 
acetal cetesch ipods Miatihgseepincstntsbaipubcapasesoabininvtoke an dibsaniedttapaibion 681, 500 909, 700 76 
ibid bhnbtnaccackatatbonssedddilackndcowdnshhodthassdold 724, 400 909, 700 80 
a i a tii ln in eae cabin bien a ceatoubel 868, 900 909, 400 96. 
I GI CS ie a Ly 845, 600 1, 042, 900 8 
sen ad a dene ei guetta ciepichinns cnoaameestnciartrsachie 874, 600 1,051, 100 83: 
andl dep hiding daeinislcighliiccicipdtileghiivedwnininabinnpltiivinnstaalend 839, 000 1, 118, 100 75 
tA ee Te th eae tbinnnonannl 6, 926, 600 RR Pee leddworanendhs 
RE RT a eS 692, 700 912, 400 76 


Source: Division of Timber Management, U. 8. Forest Service, Portland, Oreg. 


TABLE 4.—Average appraised price and bid price for national forest stumpage 
sales in Washington, 1947-56 


[Price per thousand board-feet not including K. V.] 


Average Average Average | Average 
Calendar year appraised | bid price ? Calendar year appraised |bid price ? 
price ! price ! 
Dl cdcirukeneéastinibticdegad $6. 17 ee i nity niiannaltighner 4 $10. 97 $12. 85 
si chk ciiscenianinsemesdaaiibipiaeeanenen 10. 27 14. 45 || 1953... atin acehaeenase 9. 91 14. 37 
ties endowed matiinbinincbeeg 7.75 A eh nee cerutiinebuiebadind 10. 70 15. 87 
Pe btiiuitnnnscskabeniiane th 6.71 I nk 14.05 23.72 
Si eiiesndiethctiainageaahemtibilivasietinennteas 13. 20 PE ee dinsiunatabtaabennenay 17. 72 25. 50 


1 Advertised sales only. 
2 Total timber sold. 


Source: Division of Timber Management, U. 8. Forest Service, Portland, Ore. 


TasLe 5.—Timber harvested by ownerships in Oregon, 1947-56 
(Thousand board-feet, log scale] 











National | O. and C.? State and 
Calendar year Private ! forests and public| Indian county 4 Total 
domain 

——— -- —-] ~~ = |---| -- De aidadaee ies 
1947_. biter ataiaiia apobeee 6, 406, 200 954, 400 517, 000 134, 900 200, 000 | 8, 212, 500 
Percent of total.._....-..__.--_- 78.0 11.6 | 6.3 7 2.4 100. 0 
bade eaited ...| 6,455, 500 | 1,085, 200 489, 400 165, 200 200, 000 | 8, 395, 300 
Percent of total__.....__- eal 76.9 12.9 5.8 2.0 2.4 100. 0 
1949_ a .-| 5,347,900 866, 100 352, 900 158, 400 150, 000 | 6, 875, 300 
Percent of total-- a = 77.8 | 12.6 5.1 2.3 2.2 100.0 
ate Lanl aerdalieiawss pada 5,921,300 | 1, 222,600 371, 900 175, 000 | 200, 000 1 

Percent of total..............<- 75.1 15.5 4.7 2.2 2.5 
A eth etiertialenainietnnnenpdseeepionncnast 6, 710, 500 1, 216, me 399, 200 178, 800 200, 000 | 8, 704, 5 $00 
Percent of total..........--.-.-- 77.1 4.6 | 2.3 100. 0 
Rahat iarindl tab lana cies tretectrenssectendh 7,653,300 | 1,335, 300 428, 800 135, 100 250, 000 | 9, 802, 500 
a BOONES cnc ccs é 78.1 3.6 4.4 1.4 2.5 100. 0 
a a 6, 230,200 | 1, 518, 400 510, 000 128, 600 200, 000 | 8, 587, 200 
Percent SP eiitiewd ba cownnionen 72.6 7.7 5.9 1.5 2.3 100. 0 
initinetinidhephannnmeasmnt 6, 269, 900 1, 720, 400 586, 000 109, 400 175,000 | 8, 860, 700 
— i akecndiamiahinnn 70.8 19.4 6.6 1,2 2 100.0 
I a aa laces ach Scala itvainine 6, 998, 800 | 1, 768, 500 610, 000 142, 600 200, 000 | 9, 719, 900 
Percent of total.._.........--__- 72.0 2 6.3 1.4 2.1 100. 0 
a ae a etl 6, 505, 200 1, 867, 600 625, 000 163, 000 175, 000 | 9, 335, 800 
) Cnn 69.7 20.0 6.7 ae 1.9 0 
8 64, 498, 800 | 13, 554, 500 | 4, 890, 200 i. 1, 491, 000 1, 950, 000 |86, 384, 500 
Average for period. ....-- 6, 449,900 | 1,355, 500 489, 000 149, 100 195, 000 | 8, 638, 500 
Sails etiam anpencanrs 74.7 15.7 5.7 1.7 2.2 100. 0 





1 Private volume determined by subtracting total public from grand total. 
2 > and ae derived from Bureau of Land Management data on sales and cut by fiscal years. 
* Estimated. 


Note.—Data for national forests, Indian, and grand total cut for State furnished by Pacific Northwest 
Forest and Range Experiment Station, Portland, Oregon, and Oregon State Board of Forestry. 
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TABLE 6.—Ownership of live sawtimber on commercial forest lands in Oregon, 


Jan. 1, 1958 
[Billion board-feet, log scale) 


Public: 





Source: Preliminary Review Draft, Timber Resource Review, U. 8. Forest Service. 


Taste 7.—Actual timber cut compared with allowable annual cut for national 
forests in Oregon, 1947-56 










[Thousand board-feet, log scale] 
Proportion 
Calendar year Actual Allowable of allow- 
timber cut | annual cut able cut 
harvested 
Percent 
958, 500 1, 645, 100 58 
1, 086, 700 1, 645, 100 66 
866, 600 1, 639, 500 53 
1, 179, 300 1, 650, 200 71 
1, 158, 400 1, 684, 700 69 
1, 310, 100 1, 791, 200 73 
1, 452, 000 1, 791, 000 81 
1, 638, 400 1, 844, 000 89 
1, 694, 500 1, 844, 400 92 
1, 763, 600 1, 904, 400 93 
13, 108, 100 DD Csaivencnpt me 
1, 310, 810 1, 743, 960 











Source: Division of Timber Management, U. 8. Forest Service, Portland, Oreg. 


TABLE 8.—Average appraised price and bid price for national forest stumpage 
sales in Oregon, 1947-56 


[Price per thousand board-feet not including K. V.] 





Average Average Average | Average 
Calendar year appraised | bid price ? Calendar year appraised {bid price * 
price ! price ! 
Te igaduecsdtseusyneswodent $7. 49 ORG | Win cccccccncncentssciaedll $13. 83 $15. 04 
ais trwtocn edit was aemmecewe 12.77 BED 1, Ce ecccccenccet dbakinsiises 12. 88 13. 11 
Sis bad snabunspeeeneetions 8.49 SUED | Si Badqcncicteuccneceinsauil 13. 27 15. 35 
ere SS 11. 33 BEG Fcc ccninccasssiinannll 18. 12 27.82 
PDStd6sdstsquanbovemeeseee 17. 52 SED § WO Radccsewcensccoctinbnues 22.77 25. 73 





1 Advertised sales only. 
4 Total timber sold. 


Source: Division of Timber Management, U. 8. Forest Service, Portland, Ores. 
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TABLE 9.—Average realization on west coast lumber shipments—Average, 
all markets 


[Dollars/million board-feet] 
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Scien esineesienebapiaeeeatandocteclanncaeeaeiptataboondacninepaiacen cn heeniitartcandreious op toeanoniiraleponmncpucessteon 70. 55 
NN ANNI at ieinitinseaicttinisntcmcniliiceseipnneeiahaetinrenemviscivenetieneaminaneieinaicnagie 77.21 
each RNS SEERA Rh ERdnEEne nsdn ainan 61, 25 
etalk internment ceinencecatanvcencnanenetaenentopenensimasnbtiitit 73. 31 
SE cetacean lieder bcs etlsidaredeancncinpecipntheciaob mine prone necentartatenan saa Ses 80. 50 
ited rca ahaa adios aha dala iineitesp toes mbhen aint 78. 85 
tea teehee bt eucelliicticnin corensesierentp-anesioniningn-coery neeningneianiananatiinnsannniane --- 73. 06 
Ir sceriecteemimnhennoinectocoen pen dnenrunsinemmnencatiipusisenmeaneeniimsiendiatnsttetenagie 72. 21 
need etcndnieieaneb agency opened gpa embccioineerb tania asinncnlestngetotatabanin te stsitacanranases 80. 93 
aap pennants sepeciieinaesysneniescoenanesni as ameenanen-cseegnaseoenerenaparerepabanenanansnenaniauecinqnenenibe> 81.17 
BE cqercrcte bacteremia tas aaaeetneaeenen inane een ares eaitstene dete arch eneremetestsen ine wan Fi, 88 


Source: West Coast Lumberman’s Association. 


TABLE 10.—Road moneys allocated to region 6, U. 8S. Forest Service 


Forest Road Forest Road 
development} and trail development} and trail 
Fiscal year— road and 10-percent Fiscal year— road and 10-percent 
trail appro- fund trail appro- fund 
priations : priations 

ie ee $2, 450, 573 () i ciiinind dime tibia $1, 690,810 | $3, 080, 125 
as lisatpneshcniiisepisnevinen ivanell 1, 904, 600 I ee 1, 165, 600 3, 776, 469 
I dn caebinindi dines soscaehte 1, 432, 292 | EE is cc ckdandesugcmecs 7, 391, 900 3, 104, 312 
Peak ccdedestvnecans 1, 655, 976 1, 250, 101 Wok dink Pata e wawaiien 3, 884, 932 3, 817, 978 
Slick dnicndhin aoa cunloe 3, 115, 000 Se I GE i ciersstninerchsccinditign a gcteamtbibvsnns 2, 470, 000 5, 463, 564 
Divisbecdabehedibands 2, 010, 000 2, 624, 405 1 TT siti () 5, 659, 160 


1 Defense Highway Administration (mine-to-market roads), $101,028; National Housing Authority, 
$2,229,071 (principally Clackamas River). 

2 Not available. 

3 National Housing Authority (principally Clackamas River), $3,628,909. 

4 Flood repair money (Chelan Forest), $2,378,000. 

§ Flood repair money (Chelan Forest), $1,065,000. 

6 Other miscellaneous, $86,842. 


Norte.—Funds listed in footnotes are additional to funds listed in body of table. 
Source: Division of Fiscal Control, U. 8. Forest Service, Portland, Oreg. 


TABLE 11.—Timber access road construction, region 6, U. 8. Forest Service 














Proportion of total timber 
access roads— 
Fiscal 
year Construction Miles Cost 
Constructed | Costs to the 
by Govern- Govern- 
ment ment 
Dollars Percent Percent 
1953 Purchaser constructed __- ---- eed a Ef ee par Ts 
Government constructed !__........-- 35.6 4, 903, 989. 98 | 6.4 42.0 
1954 | Purchaser constructed__-.........-- 2 ee US A Sea ere 
Government constructed..-_.........- 56.1 926, 853. 23 8.1 21.9 
1955 Purchaser constructed_.-_..........-- 754. 6 PLE Rcinckanisnnieng ip ihoudeameamedibiihe 
Government constructed !_.__......-- 62.8 8, 118, 206. 61 1 40.7 
1956 | Purchaser constructed___...........-- 1, 120.5 SITES Tetoncccomesscdboandewsiuciens 
Government constructed !_..........- 119.0 4, 651, 513. 59 9.6 20.6 
1957 Purchaser constructed__-.........-.-- ROS WER OTR OO lencnccaatanndihesdbundiahban 
Government constructed !__........-- 57.2 4, 652, 022. 49 4.0 18.6 
BG Wo ntantek diocacualtonsssatéctaldactgccencsisénd 7.0 27.3 





1 Timber access roads only. 


Source: Division of Engineering, U. 8. Forest Service, Region 6, Portland, Oreg. 
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POLICIES OF THE AMERICAN AUTOMOBILE ASSOCIATION RELATING TO FEDERAL- 
Ai HigHways 


PROTECTION OF HIGHWAY TRUST FUND 


The American Automobile Association urges that Congress immediately take 
steps to protect the highway trust fund against use for administrative expenses 
of any department or agency of the Federal Government except the Bureau of 
Public Roads, and against use of any money from the trust fund for any pur- 
pose other than highway construction. Furthermore, the taxes assigned to the 
fund should neither be diminished in rate nor transferred to any other purpose. 


LIMITATION OF INTERSTATE SYSTEM MILEAGE 


The intent of Congress, as set forth in section 7 of the Federal-Aid Highway 
Act of 1944, as amended, should be adhered to whereby a National System of 
Interstate and Defense Highways, not exceeding 41,000 miles in total extent, 
should be completed to adequate standards without expansion beyond that mile- 
age. 

RELOCATION OF UTILITIES 


Neither Federal-aid highway funds nor State highway user funds should be 
used for repayment of the cost of relocating utilities on public highway right-of- 
way. Where a utility-owned right-of-way is involved, the utility is, of course, 
reimbursed. 

REIMBURSEMENT FOR TOLL-ROAD CONSTRUCTION 


AAA opposes, in principle, any reimbursement to any State for public roads 
or toll roads as a part of the Federal legislation for financing the National Sys- 
tem of Interstate and Defense Highways. 


ROADSIDE PROTECTION 


AAA urges State and local governments to protect the roadside from uncon- 
trolled commercial development and unlimited access from side roads and busi- 
ness establishments; and the Federal Government should use all means to en- 
courage States to enact laws to adequately protect the Interstate System. AAA 
warns that “ribbon development” along the highway constitutes a hazard to 
safety, reduces traffic capacity, and results in highway blight. 

AAA urges enactment of State and local laws on highway zoning. 


x 





